ing Co., 
lication. 
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You take big slices off your delivery costs with 
this modernly engineered Studebaker truck 


T’S a handsome truck to look at. 

It’s a beauty of a performer. 
But the pay-off distinction of this 
hustling, husky, heavy-duty-model 
Studebaker truck is its low-cost 
mileage. 

That’s why many of the nation’s 
most exacting truck buyers rate it 
right at the top. 


Powered by Hy-Mileage engine 
The big savings that this Stude- 
baker truck chalks up begin with 
its fine 6-cylinder power plant— 
well-named “Hy-Mileage” engine. 

That engine is a triumph of years 
of intensive truck-thrift research. 
It’s an honor graduate of Stude- 
baker’s great technical laboratories 
and million-dollar proving ground. 

And not just the engine, but all 
the rest of the truck from the wheels 
on up, has also gone through the 
same thorough pre-testing. 


Plenty of stand-out features 


In this heavy-duty model and all 
other Studebaker trucks, plenty of 
modern performance helps are in- 
cluded in the list price. 

Among these areautomaticchoke, 
automatic spark control, oil bath 
air cleaner, adjustable octane se- 
lector, oil filter. 

Moreover, each cab has a dome 
light; adjustable window wings; 
two arm rests and adjustable seat; 
dual sun visors; dual windshield 
wipers; tight-gripping rotary door 
latches—all at no extra cost. 

Plenty of people want all this 
value that Studebaker trucks offer. 
So be forehanded. Get in touch 
with the nearest Studebaker dealer. 


STUDEBAKER 


Builder of trucks you can trust 
The Studebaker Corporation, South Bend 27, Indiana, U.S.A. 


“It rides more comfortably 


than any truck | ever drove!” 
Yes, many drivers all over the nation say 
they find Studebaker trucks far in front 
of all others in comfort. The cabs are 
roomy; the seats are restful; the floors 
are clear; the pressure shift is easy; and 
Studebaker’s exclusive variable ratio steer- 
ing gear makes parking much simpler. 
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Some Working Rules Precedents 


The National Industrial Traffic Legaue, in ballots 

© sent to its members this week, asks approval of 
a resolution adopted by its board of directors for ap- 
pearances by representatives of the league before 
tribunals and boards considering railroad labor de- 
mands, to make known to such tribunals and boards 
the dangers inherent in further wage increases and 
in continuance of “featherbedding rules” and additions 


} to them. 


We think it proper that the league, as the most 
logical representative of the shipper, attempt to tell 
these boards something about the interdependence of 
wages and rules, on the one hand, and rates, on the 
other. It is true that it has not had much success in 
such efforts heretofore, either before the long dead and 


_ almost forgotten United States Railroad Labor Board, 


or before fact-finding boards in more recent years. 
That, however, should not deter it from continuing 
whatever action it can take to drive home the point 
that the public has an interest in wages and rules and 
that, therefore, the public ought to have a right to 
guard that interest by participation in such proceed- 
ings. There may, as fact-finding boards have here- 
tofore asserted, be no sanction in the law for such 
participation, but enough noise about the matter may 
bring about a change there, if it be needed. 
Participation by the league, as a representative of 
that part of the public that pays the bills for wage 
increases and featherbedding rules through rates, 
would be particularly timely in the current cases be- 
cause the railroads’ general wage petition, filed almost 
coincidental with them, specifically says that, should 
railroad expenses suffer a further rise through increases 
in labor costs, they (the railroads) will promptly file 


| an amended petition asking for further rate increases 


to cover those added costs. 


The situation serves to highlight the need for public 
representation in wage cases. Hence, any effort the 
league may now put forth to appear therein will get 
more careful attention and wider publicity than might 
otherwise be the case. 

We think this all applies with greatest force to the 
wholly unreasonable demands of the operating brother- 
hoods for changes in rules that would, in the estimation 
of railroad statisticians, add about a billion dollars a 
year to rail labor costs. Elsewhere in this issue we 
print an analysis of the proposed changes that expose 
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them in all their unreasonableness—in all their ridicu- 
lousness, we might say. 

And, what is more important, this time there is 
reason to believe that the railroads will slough their 
long-standing timidity and press to the limit their own 
demands that existing rules be modified, to some extent, 
so as to squeeze out of them some of the featherbedding 
provisions that are, by their own admission, forcing 
them to pay hundreds of millions of dollars each year 
for work not done. 


UCH ATTEMPTS at reform in these rules as the 
railroads have made before have been, at best, half- 
hearted. Some modifications were proposed in the rail- 
roads’ counter-proposals to the brotherhood demands 
in 1941, but they were quickly dropped with no very 
convincing explanation for that action. In last year’s 
proceedings, the fact-finding board asserted that it was 
not able to settle the rules disputes on the record and 
suggested further negotiations among the parties. The 
present negotiations may be considered as compliance 
by both sides with that suggestion, but it is to be noted 
that the particular proposals by both sides, said then 
by the board to be “extreme,” are now again included 
in the opposing demands. 4 

We think the railroads’ hand in the game has been 
strengthened by the Labor Management Relations Act, 
1947, commonly called the Taft-Hartley act. The new 
law says, in Section 8 of Title I, that “it shall be an 
unfair labor practice for a labor organization or its 
agents . . . to cause or attempt to cause any employer 
to pay or deliver or agree to pay or deliver any money 
or other thing of value, in the nature of an exaction, 
for services which are not performed.” 

Of course, that law does not apply either to the rail- 
roads or to railroad labor unions. “The term ‘em- 
ployer’,” as used in the act, “shall not include .. . any 
person subject to the Railway Labor Act as amended,” 
and “the term ‘employee’ . . . shall not include . . . any 
individual employed by an employer subject to” the 
same act. Hence, featherbedding as practiced on the 


railroads can in no sense be considered outlawed by 
the new act. 


The law, however, does make such practices illegal 
in other industries and thus, at least, makes it natural 
for the reasonable man to ask why it should not also 
be illegal on the railroads. 
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We believe the railroad labor leaders see the danger 
of swaying public opinion on the point. Otherwise, 
why should they have fought so strenuously against a 
law which, by direct statement, did not apply to them- 
selves nor the members of their unions? Having failed 
in that fight, Mr. Whitney, head of the Brotherhood of 
Railroad Trainmen, and master of billingsgate, writes 
in his official publication, Trainman News, that his 
union “deplores the blind vindictiveness, the stupidity 
and the callous greed of the men who wrote and sup- 











terizes the new law as “an attempt to supplant de- 
mocracy with fascism.” 







HY THE HEAT, if the law does not apply to rail- 

roads and their employes? We think Mr. Whitney 
is frightened—frightened because he sees in the new 
law the expression of a principle—that it is illegal to 
force payment for work not done—which, by force of 
public opinion, will eventually remove the single excep- 
tion named on it—the railroad unions. 

We do not mean to imply that legislation would be 
necessary to obtain relief from railroad featherbedding 
rules. The rules, after all, are as susceptible to change 
as are wages. The point is that, up to now, the rail- 
roads have, for some strange reason, hesitated to make 
an all-out fight to obtain relief from the more obnoxious 
of them. Perhaps the outlawing of “pay-for-no-work”’ 
in the Labor Management Relations Act will give them 
the necessary courage to carry through this time. 

The question of paying for unneeded employes came 
to the front recently, also, in the decision of the Su- 
preme Court in the United States of America, appellant, 
vs. James C. Petrillo, a case that had a good deal of 
attention from the newspapers. 

The matter involved in that case was the with- 
drawal of musicians from a Chicago broadcasting sta- 
tion by Mr. Petrillo, the head of the musicians’ union, 
because of the refusal of the station to pay for “‘stand- 
by” performers. This was alleged to be in violation 
of an amendment to the Communications Act which 
forbade the “use of express or implied threat of the use 
of force, violence, intimidation, or duress . . . to con- 
strain a licensee to employ or agree to employ . . . any 
person or persons in excess of the number of employees 
needed by such licensee to perform actual services .. .” 

The federal district court dismissed a criminal in- 
formation against Petrillo on the grounds that the law 
violated the due process clause of the Constitution and 
other parts of that document. The district court said 
the words “number of employees needed’? were too 
vague, and said the law was unconstitutional also be- 
cause it singled out broadcasting employees for regu- 
lation while leaving other classes of employees free to 
engage in the various practices forbidden to radio 
workers. 

The Supreme Court reversed the district court on 
both counts. It said the language of the statute was 
clear and precise, and Justice Frankfurter, in a concur- 































































































ring opinion added, on that second point, that it was 


ported the Hartley-Taft slave labor bill,” and charac- * 
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clear “that Congress may direct its legislation speci- 
fically toward a disclosed evil, without generalizing its 
prohibition, when in its judgment like evils have not 
been disclosed elsewhere.” 

Both parties to the argument about featherbedding 
rules on the railroads may take some comfort from this 
decision. The union leaders may say, and with some 
justification, that the decision is definite on the point 
that forcing an employer to hire more workers than he 


- needs is not unlawful unless and until Congress says 


it is with reference to some particular industry. 

On the other hand, railroad management may read 
Justice Frankfurter’s concurring opinion with encour- 
agement, because it so pointedly refers to the “pay-for- 
no-work” situation against which Congress legislated as 
a “disclosed evil,’ and justifies the specific prohibition 
against the practice by the musicians’ union on the 
grounds that Congress may act against other workers’ 
groups when like evils may be disclosed elsewhere. 


HE PRESENT negotiations over brotherhood de- 
mands for new featherbedding rules, and the media- 
tions and fact-finding proceedings that will undoubtedly 
develop from them, will certainly “disclose’”’ such evils 


on the railroads to that great part of the public still 
unaware of them. 

If the resulting force of public opinion fails to bring 
about some relief through the operations of the Rail- 
way Labor Act, the railroads will have on their side 
the Taft-Hartley legislation against “pay-or-no-work”’ 
in industry generally and the Communications Act 
amendments specifically against broadcasting musicians 
when they go to Congress for statutory action. 


A. A. R. Car Service Division Effects 
Easing of Export Embargo 


The car service division of the Association of American 
Railroads has amended its embargo C. S. D. 50-C-1, applicable 
to all carload freight for export via the port of New York (in- 
cluding Port Newark) or for the U. S. Department of Agricul- 
ture at New York, by expanding the exceptions so as to allow 
certain rail movements of commodities for export through the 
port without special permits otherwise required and issued by 
G. C. Randall, special permit agent of the Office of Defense 
Transportation at New York. 

The amended embargo contains a note that exceptions “A” 
to “G” are the same as in embargo 50-C, except that under 
exception “F”’’ only perishable freight and food for human con- 
sumption may move or be diverted for export without permit. 
Exception “H’ of the amended embargo makes exception for 
“other freight” as follows: (1) For storage in other than rail- 
road facilities within the port area, not including frozen meat, 
seed and lard for U. S. D. A., provided prior arrangements made 
for storage and bill of lading and waybill carry endorsement 
as provided in exception “H-1” of embargo 50-C (freight for 
storage in railroad facilities and frozen meat seed and lard for 
U. S. D. A. must have permit); (2) following freight for delivery 
to a water carrier when moving in complaince with require- 
ments of exception “H-2” of embargo 50-C and when bill of 
lading and waybill carry endorsement provided therein: (a) 
freight loaded in open-top cars; (b) freight loaded in box or 
refrigerated cars for overseas destinations in any of the fol- 
lowing countries or areas: Caribbean area, Central American 
(including Mexico) China, Denmark, East Africa, Hawaiian Is- 
lands, Iceland, Netherlands, Newfoundland, Norway, Philip- 
pines, South America, South Africa, Sweden, and West Africa. 

Exception “I” of the amended embargo applies to freight 
covered by numbered permits issued by Special Permit Agent 
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Randall, and exception “J” covers freight intended for forward- 

ing via Seatrain Lines, Inc., to Cuba when the bill of lading and 

waybill carry endorsement showing Seatrain booking number 

— by A. A. Munro of the Seatrain Lines Inc., New York 
i 


“Note 1” of the amended embargo states that export freight 
for countries not named in exception “H-2” loaded in consoli- 
dated cars by freight forwarders and others must be covered 
by permit when such freight constitutes more than 50 per cent 
of the total amount in the car, and “note 2” specifies that flour 
moving to the port of New York from points west of the 
Mississippi under exception “H-2” is subject to permit re- 
quirements of C. S. D. embargo 50-C-6. : 

In its embargo C. S. D. 50-C-23, applicable to al] 1. c. 1. 
export freight including export freight intended for j storage 
moving to the port of New York including Port Newark,” 
the car service division has set forth exceptions as follows: (1) 
Freight consigned to U. S. army, navy, marine corps or coast 
guard; (2) freight for delivery to a water carrier when bill of 
lading and waybill carry specific reference to name of steam- 
ship company, its booking number, receiving date of vessel and 
country of destination, and (3) freight for storage when prior 
arrangements have been made for such storage and bill of 
lading and waybill carry endorsement in substantially the fol- 
lowing form: “This freight to be stored by (name of company 
with whom definite storage arrangement has been made for 
immediate unloading, with the permit number or name of 
official with whom storage arrangement was made).” 

It was stated at the A. A. R. that embargo 50-C-23 took the 
place of 1. c. 1. embargoes heretofore issued by individual lines, 
and that this new embargo was less restrictive than those which 
had been effected by the individual railroads. 


SERVICE ORDER 68 AMENDMENT 


The Commission, division 3, has issued amendment No. 15 
to service order No. 68, effective at 12:01 a. m., July 20, sub- 
stituting under paragraph (b) relating to exemptions, the words 
“shipment of import freight loaded by carriers” for “shipments 
of any commodity loaded by carriers” (see Traffic World, June 
14, p. 1873). As amended, the paragraph on exemptions reads: 


(b) Exemptions. This order shall not apply (i) to shipments of live 
stock, (ii) to shipments of any commodity on flat cars, when the car 
furnished and used is longer than that ordered by the shipper, and (iii) 
paragraphs 1, 2 and 3 of the original order shall not apply to shipments 
of import freight loaded by carriers. 


Demurrage Order Amendments 
Corrected 


The Commission, division 3, has issued corrected amend- 
ments to two service orders dealing with demurrage on refrig- 
erator cars on railroads generally, and on the State Belt Rail- 
road of California. They are effective at 12:01 a. m., June 29, 
and expire at 7 a. m., October 1. 

Corrected amendment No. 14 to fourth revised service or- 
der No. 180, Demurrage on Refrigerator Cars, was as follows: 


It is ordered, That: 

Fourth Revised Service Order No. 180 (49 C. F. R., section 95.330), 
as amended, be, and it is hereby, further amended by substituting the 
following paragraphs (a) and (e) for paragraphs (a) and (e) thereof 
during the effectiveness of this amendment and order. 

Demurrage charges on refrigerator cars. (a)(1) After the expiration 
of the free time lawfully provided by tariffs (subject to modification by 
service orders), on a refrigerator car held for orders, bill of lading, 
payment of freight charges, reconsignment, diversion, reshipment, in- 
spection, forwarding directors, loading or unloading, the demurrage 
charges shown in paragraph (a)(2) of this order shall be applicable 
in lieu of tariff charges. 


(a)(2) Demurrage charges shall be $2.20 per car per day or a frac- 
tion thereof for the first and second day; $5.50 per car per day or a 
fraction thereof for the third and fourth day; and $11.00 per car per 
day or a fraction thereof for each succeeding day. 


The pertinent portions of corrected amendment No. 12 to 
revised service No. 188, Refrigerator Car Demurrage on State 
Belt Railroad of California, follow: 


(a) Demurrage charges to be applied on refrigerator cars engaged 
in intraterminal transportation. (1) The State Belt Railroad of Cali- 
fornia shall apply the demurrage charges shown in paragraph (a) (2) to 
any refrigerator car used for transporting any commodity to, from, or 
between industries, plants, or piers located at points or places named 
in Districts A and/or B as described in Item No. 15 of Tariff I. C. C. 
No. 5 of the State Belt Railroad operated by the state of California. 

(2) After the expiration of forty-eight (48) hours free time after 
a refrigerator car is first placed for loading and until shipping instruc- 
tions covering such car are tendered to said carrier’s agent and/or 
after forty-eight (48) hours free time after a refrigerator car is first 
placed for unloading and until such car is unloaded and released, the 
demurrage charges shall be $2.20 per car per day or fraction thereof 
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for the first and second day; $5.50 per car per day or fraction thereof 
for the third and fourth days; and $11.00 per car per day or fraction 
thereof for each succeeding day. 

Note.—After a refrigerator car is loaded and released for movement 
by the tender of shipping instructions to said carrier’s agent, if the car 
is not actually placed for unloading for any reason within forty-eight 
(48) hours after such car is released for movement, but is held by the 
carrier short of place of delivery for unloading, such car will be con- 
sidered as constructively placed at the expiration of the said forty-eight 
(48) hours and demurrage time shall be computed from the expiration 
of the said forty-eight (48) hours until said car is unloaded and released. 





Mexico Temporarily Suspends 
Importation of Certain Goods 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, has advised transportation offi- 
cers of member roads, with reference to the restrictive measures 
adopted by the Mexican government in connection with imports 
from the United States, that “‘so far as shipments routed via 
the National Railways of Mexico are concerned, we will in 
the administration of C. S. D. embargo 400 assure ourselves 
that any necessary import licenses have been obtained before 
we issue permits.” ‘ 

He added that, accordingly, the new regulations of the 
Mexican government would require no action on the part of 
U. S. railroads in connection with such shipments “other than 
to assure that all concerned comply fully with the provisions 
of C. S. D. embargo 400.” 2 Texte’ 

“Where.shipments are routed into Mexico via lines other 
than the National Railways of Mexico and are not covered by 
C. S. D embargo 400,” Mr. Kendall said, “it will be the responsi- 
bility of the United States lines to assure themselves that 
commodities restricted by the Mexican government are not ac- 
cepted for transportation, otherwise such shipments will be 
delayed at border crossings until disposition can be arranged. 


Postal Union Considers Air Mail 


Programs and Rates 


The Post Office Department has announced that 975 postal 
matters relating to all phases of international mails were con- 
sidered and disposed of at the 12th annual Universal Postal 
Union congress, held in Paris. Frank Pace, Jr., was chief of 
the United States delegation and vice-president of the con- 
gress, which was also attended by John J. Gillen, acting second 
assistant postmaster general, according to the announcement. 


Among the agreements reached was one pertaining to a 
permanent working arrangement between the United Nations 
and the Universal Postal Union, the department said, adding 
that ratification of the agreements was scheduled to take 
place at United Nations Headquarters, Lake Success, N. Y., 
some time after the Economic and Social Council reconvened, 
July 19. 


Other items on the agenda were problems relating to in- 
ternational air mail programs, with particular reference to 
uniform rates, and an international agreement providing for 
purchase by the public of each member country of subscrip- 
tions to newspapers, magazines, and periodicals, such pur- 
chases now being made through postal channels, the announce- 
ment said, adding that a study was being made as whether or 
not it would be feasible for the United States to participate 
on a reciprocal basis. 


Brussels, Belgium, will be the scene of the next congress 
in 1952. 


A. A. R. RAIL ACCOUNTING RULES NEARLY READY 


The Association of American Railroad has announced that 
its accounting division’s “Railway Accounting Rules’ book, to 
be known as the September 1, 1947, edition, is on the presses 
and that copies will be available for distribution the middle 
or latter part of August. 

Pursuant to usual practice, it said, one copy would be 
furnished without charge to each member railway accounting 
officer, and that additional copies might be obtained by mem- 
ber roads and their employes for 75 cents each in quantities 
of 10 or more, or one dollar each in quantities of less than 10. 
Prices to non-member roads and their employes are double the 
aforementioned prices. 


EFFECTIVE DATE OF CLASS RATES CHANGED 
The railroads have altered the effective date of the changes 
in class rates authorized by the Commission in its second sup- 
plemental report in Docket 28300 the class rate case, from 
August 23, as originally announced (see Traffic World July 12, 
p. 93) to August 22. 
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Commission Adds Commodities in 
Coast-to-Coast Rate Inquiries 


The Commission, by orders in proceedings involving compet- 
itive coast-to-coast water and rail rates, has granted a request 
of the water carriers that the scope of the proceedings be broad- 
ened to include rates on additional commodities. 


The orders were issued in No. 29663, Transcontinental Rail 
Rates, and No. 29664, Intercoastal Water Rates. In a notice to 
the parties, the Commission referred to its notice of March 17, 
in which, by reason of a ruling of the attorney general of the 








United States that the two groups of carriers might discuss an 


efore 9 adjustment of rates without violating the antitrust laws, if 
f th they did so under direction of the Commission, the carriers were 
t ‘ directed to confer about their rates. The notice says they are 
the also to do so with reference to the added commodities “for 
*, “han §@ mutual consideration of proposals of adjustment of the rates 
SIONS @ involved in these proceedings as broadened by the orders ... 
other and to make public for information of interested shippers and 
‘ed by @ others concerned, at the earliest practicable date, any proposals 
weds so arrived at. 
s that The Commission authorized an “interim” adjustment in the 
1ot ac- § coast-to-coast water and rail rates on certain commodities, until 
7ill be § it could consider the long-range adjustment the water carriers 
nged.” § said would be necessary to establish rates under which they 
might continue in private operation (see Traffic World, July 5, 
p. 13). 

The Commission denied the motion of the water carriers 
insofar as it sought inclusion of certain practices, according to 
the notice. 

‘postal Commodities Included in Rail Order 

re con- 

Postal Attached to the amended order in No. 29663 was an ap- 
hief of § pendix naming the following commodities: 

1e con- : 

second Appendix A-I 

-ement. 

Rates from Transcontinental Groups A, B, C, C-1, D, E, E-1, F, H, 
1g to a2§ kK, K-1, L, and M to Pacific Coast territorial Groups 1 and 3 as such 
Nations § groups are defined in Agent Kipp’s I. C. C. 1516 and 1517, as pub- 
adding § lished in the following items in Kipp’s I. C. C. 1507 and similar com- 
to «take § Modities in Agent Kipp’s I. C. C. 1521: Item 1650, vegetable cake and 

N. Y meal, etc.; Item 1651, dog biscuits; Item 3130, acetone, etc.; Item 
, d. 3080, harrow discs ahd teeth, etc.; Item 3230, asbestos, etc.; Item 3315, 
nvened, § used bags and bagging; Item 3335, cotton bags, new; Item 3365, baking 
powder, etc.; Item 5370, belting, packing, etc.; Item 3255, asbestos 
g to in-§f millboard, etc.; Item 4700, linoleum, etc.; 4695, rugs and carpets—re- 
ence to leased, etc.; Item 5425, casein and glue, etc.; Item 3873A, cement sul- 
ii for phur compound; Item 4570, chestnut extract, etc.; 4895, gas-methyl 
ing [Ol § chloride, etc.; Items 5225 and 5235, boilers—radiators, etc.; Item 5415, 
ubscrip- ink—mucilage, etc.; Item 4460, Insulators, etc.; Item 7155, rags, etc.; 
ch pur-§ Item 6150, machinery, etc.; Item 6265, matches; Item 6760, fibreboard 
mnounce- § boxes, etc.; Item 6865, toilet paper, etc.; Item 6790, wall paper, etc.; 
ether or § Item 6845, paper, etc.; Item 6780, paper binders, covers, etc.; Item 
rticipate § 9855, woodpulp boards, etc.; Item 7010, plumbers goods, etc.; Item 
7015, plumbers goods, etc.; Item 7640, sodas, etc.; Item 7660, tri and 
di sodium phosphate, etc.; Item 1890, spices, etc.; Item 7965, rubber 
congress f heels, etc.; Item 4215, cotton waste, etc.; Item 6000, alcoholic liquors; 
Item 3870, cellulose products; Item 3224, tongue blades, etc.; Item 
1130, fibreboard boxes, etc.; Item 1678, paper articles, etc.; Item 1985, 
EADY wallboard, etc. 
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a middle I. C. C. 1516 and 1517, as published in the following items in Agent 
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1515: Item 4130, coffee substitutes; Item 4126, roasted coffee; Item 
would be 6305, film scrap; Item 5465, magnesium, carbonate of, etc.; Item 6425, 
»counting § soap; Item 3065, argols, etc.; Item 6615, soapstone or talc; Item 6270, 
by mem-f sad irons; Item 4020, filtering sand, etc.; Item 3971, dried glue; Item 
juantities 4966, green salted hides; Item 5012, honey; Item 5320, wine; Item 2055, 
“than 10. scrap paper; Item 5456, magnesite; Item 6565, sugar of milk; Item 
: ble the 5586, nuts; Item 5625, petroleum products; Item 6940, woodpulp; Item 
ouble 5195, Sec. 1, junk; Item 5505, matches; Item 3155, aluminum sheets, 
Plates, etc.; Item 3135, aluminum billets, ingots, etc.; Item 3140, 
aluminum bars, beams, angles, etc.; Item 3130, aluminum articles. 
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Alialfa feed and meal; Item 1178, animal feed as described; Item 1650, 


vegetable cake and meal; 


Item 1651, dog biscuits; 
bean meal. 


Item 1820, soya 


Water Rate Items Included 


An appendix to the order in No. 29664 carried the following 
added intercoastal water rates to be embraced in the pro- 
ceeding: 

Appendix A-1 

Westbound commodities: Vegetable cake and meal; dog biscuits; 
acetone; harrow discs and teeth; asbestos; used bags and bagging; 
cotton bags, new; baking powder; belting, packing, etc.; asbestos mill- 


board; linoleum; rugs and carpets—released; casein and glue; cement 
sulphur compound; chestnut extract, etc.; gas-methyl chloride, etc.; 


boilers — radiators; ink — mucilage; insulators; rags; machinery; 
matches; fibreboard boxes; toilet paper; wall paper; paper; paper 
binders, covers, etc.; woodpulp boards; plumbers goods; plumbers 


goods; sodas; tri and di sodium phosphate; spices; rubber heels, etc.; 
cotton waste; alcoholic liquors; cellulose products; tongue blades, etc.; 
fibreboard boxes, etc.; paper articles; wall board; soya bean meal. 
Eastbound commodities: Coffee substitutes; roasted coffee; film 
scrap; magnesium, carbonate of, etc.; aluminum sheets, plates, etc.; 
aluminum billets, ingots, etc.; aluminum angles, bars, beams, etc.; 
aluminum articles; soap; argols, etc.; soapstone or talc; sad irons; 
filtering sand, etc.; dried glue; green salted hides; honey; wine; scrap 
paper; magnesite; sugar of milk; nuts; petroleum products; woodpulp; 
junk; matches; alfalfa feed and meal; animal feed as described. 


COAST-TO-COAST RATE HEARING POSTPONED 


: The Commission has issued notice that hearing in proceed- 
ings involving transcontinental rail and intercoastal water rates, 
and related rates to interior points, assigned for hearing before 
Examiner Hosmer at Portland, July 31, has been postponed to 
a date to be fixed later. The notice was issued in No. 29663, 
Transcontinental Rail rates; No. 29664, Intercoastal Water 
Rates; and No. 29708, All-Water, Water-Rail, and Rail-Water 
Rates Between Pacific Coast Ports and Interior Points. 

In those proceedings the Commission authorized “interim” 
proposals of the railroads, by which the rails were to publish 
increases requested but not granted in Ex Parte 162, and the 
water carriers were to reflect the rail increases in the inter- 
coastal rates. The rail rates have been filed and the water 
tariffs are under consideration (see elsewhere). 


I. C. C. Refuses to Make Permanent 
Temporary Petroleum Rights 


In a report in MC 106119, Associated Petroleum Carriers, 
Common Carrier Application, the Commission, division 5, has 
found public convenience and necessity not to require operation 
by the applicant, of Spartanburg, S. C., as a motor common 
carrier of petroleum products, in bulk, in tank trucks, over 
irregular routes, between points in North Carolina, South Caro- 
lina and Georgia, and denied its application for a certificate. 
The application was opposed by motor carriers operating be- 
tween points in those states and by southern rail carriers. 

The report said the application stemmed from, and if 
granted, would supersede, an operation being conducted at the 
present time under temporary authority granted on June 2, 
1942, extended to expire September 27, 1947, to the War Emer- 
gency Cooperative Association, to transport as a common car- 
rier, petroleum products, in bulk, in tank trucks, between all 
points in North Carolina, South Carolina, Georgia and Florida. 
That association, said the report, was comprised of former 
private carriers domiciled in those states, many of which were 
jobbers and distributors of petroleum products, and some of 
whom formerly operated as contract carriers under state au- 
thority, which was organized as a war measure at the sugges- 
tion of and under sponsorship of the Office of Defense Trans- 
portation. It added that applicant proposed to take over the 
service of the association to the extent that it was performed 
in the area for which authority was sought, and if the instant 
application was granted, the association would withdraw from 
the transportation field. 

In discussing the question of whether there was a perma- 
nent need for applicant’s proposed services, the report observed 
that prior to the war, petroleum products were transported into 
the southeast by the railroads and by tankers operating to the 
ports, and that, in the period of the war, traffic over these 
modes of transportation were drastically curtailed, the move- 
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ment being effected by tank trucks and “the then-newly” com- 
pleted pipe liries. It said heavy military requirements created 
an unprecedented demand on all available motor vehicles. As 
a result thereof, the report said, the Commission granted tem- 
porary authority to numerous applicants, including the associa- 
tion. Since the cessation of hostilities, the situation had 
changed, said the report, and the demands of the armed services 
had materially decreased. The railroads had resumed service 
and the tankers were transporting petroleum products to the 
ports, said the report, adding that, ‘moreover, except for an 
occasional movement, the length of haul has decreased.” The 
report said several of the protestants were authorized to trans- 
port petroleum products from the southeastern ports and from 
those pipe line terminals from which petroleum products would 
normally move in interstate commerce. Some, it added, had 
idle equipment and if necessary had sufficient financial re- 
sources to obtain additional equipment. 

The mere fact that applicant proposed to take over an 
operation which was instituted and conducted under temporary 
authority during an abnormal period is not conclusive proof 
that the service is required or that available traffic may not 
be conveniently and expeditiously handled by authorized car- 
riers now operating in the affected territory,” said the report. 

The report said the burden of proof was on applicant to 
show affirmatively that the proposed operation would serve a 
useful purpose responsible to a public demand or need, and 
that the public need could not or would not be met as well by 
the existing carriers. It concluded that applicant had failed to 
meet this burden. 


Truck and Trailer Transport by 
Water, New York-Albany, Approved 


Transportation by water of motor trucks and motor-truck 
trailers, loaded or empty, and commodities generally when 
loaded in trucks or trailers of motor common carriers, between 
New York and Albany, N. Y., has been authorized by the Com- 
mission, division 4, by a report, certificate and order in W-964, 
= Inc., Common Carrier Application, effective Au- 
gust 15. 

The report said the applicant proposed to maintain a reg- 
ular schedule of nightly service five nights a week between 
Albany and New York, operating a ship leaving each of the 
ports in the early evening, arriving in the other port for early 
morning delivery, the trip requiring from 10 to 12 hours, in 
two converted LST’s. 

Each vessel, according to the report, will have a capacity 
of 50 ordinary motor trucks or 30-foot motor-truck trailers, a 
charge of $1.35 a linear foot measurement of the vehicle carried 
to be applied, without regard to the contents or whether the 
vehicle is loaded or empty. The report said a number of motor 
common carriers and the managing director of the Motor Car- 
rier Association of New York testified in support of the appli- 
cant. The association, it said, was composed of about 400 au- 
thorized motor carriers and that the managing director had 
participated in negotiating contracts between the carriers and 
their employes in Albany and New York. It said no objection 
had been registered to the services proposed by the applicant 
or the use thereof by motor carriers, although certain rail car- 
riers in Trunk Line Territory had filed a protest. None of the 
more than 20 water carriers operating between New York and 
Albany had opposed the application and none offered service 
of the kind proposed, the report said. 

The division quoted the report in Substituted Freight Serv- 
ice, 232 I. C. C. 683, as follows: 


* * * where the substitution service consists of a combination of 
line-haul movements by rail. and motor, it is in legal effect a joint 
service, no matter by what other name it may be designated. Under the 
act and our regulations thereunder, it is fundamental that the service 
covered by published rates, the routes over which it is performed, and 
the names of the carriers performing the service must be set forth 
definitely in the governing tariffs for the information of the shipping 
public, interested carriers, and the regulatory body, in order to insure 
the effective and fair administration of the act. 


It added that “applicant and the motor common carriers 
should conduct their operations accordingly, under appropriate 
tariff publications.” In a footnote, it referred to a somewhat 
similar arrangement between carriers by railroad and motor 
carriers covered by the New Haven tariff I. C. C. 3963, effective 
April 27, 1947, and Agent L. E. Kipp’s National Substituted 
Freight Service Directory No. 1-F, I. C. C. No. A-3666, effective 
December 30, 1946. 

The proposed charge of $1.35 a linear foot of the vehicle, 
said the report, was compared with the cost of the motor car- 
riers in over-the-road operation. In many instances, it said, 
there would be a saving in this rate-cost comparison alone, add- 
ing that more emphasis was placed on the savings to be had 
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from (1) the use of the tractor equipment in the terminal areas, 
(2) the lower insurance rates that would be applicable, (3) the 
opportunity for heavier loading of the trailers to be moved in 
applicant’s service, and (4) savings of the expense for wages 
and lodging of over-the-road drivers. 

Observing that records of the Port of New York Authority 
showed “some 1,600” automotive vehicles moving daily over 
the highways between Albany and New York, the report said 
the convenience to the traveling public generally, as well as 
the savings to the motor carriers, by taking 100 trucks or 
truck-trailer units off the highways daily, was stressed. 

Among the advantages referred to in the report was the 
difference in wear and tear on the tractor unit in terminal 
service as against over-the-road service, which it said was sub- 
stantial. Also it was observed that safety requirements in 
Albany-New York districts were less stringent than those ap- 
plicable to the highway routes between the port cities, while 
the trucks and trailers could be loaded more heavily for the 
water movement by reason of weight limitations of New Jersey, 
Pennsylvania and New York, through which some of the high- 
ways between Albany and New York passed. Shippers in the 
two industrial districts would be served better by having more 
tractor units available, the report said, and that they would be 
afforded more convenient hours for unloading, that much wait- 
ing time by trucks and drivers would be saved, and shippers 
would also be convenienced if saved from bunching of equip- 
ment at certain hours of the day, particularly from 3:00 to 4:00 
p. m., described as “the bad period for shippers, generally, in 
the Albany and New York districts under present practices.” 


Santa Fe Motor Subsidiary Purchase 
of Tex.-Okla. Motor Rights Approved 


The Commission, division 4, has approved, subject to condi- 
tions, the purchase by Santa Fe Trail Transportation Co., 
Wichita, Kan., motor subsidiary of the Santa Fe railway, of 
certain operating rights and property of W. A. Johnson, doing 
business as Johnson Motor Lines, Fort Worth, Tex., and of 
certain operating rights and property of Arbuckle Mountain 
Express, Inc., Fort Worth, and acquisition by the Santa Fe 
railway of control of the operating rights and property through 
the purchases. The action was taken by a report and order in 
MC F-3247, Atchison, Topeka & Santa Fe Railway Co.—Con- 
trol; Santa Fe Trail Transportation Co.—Purchase—(Portion)— 
W. A. Johnson, embracing also MC F-3248, Same—Purchase— 
Arbuckle Mountain Express, Inc. 

The railroad’s purpose in having its motor subsidiary ac- 
quire the considered operating rights of Johnson and Arbuckle, 
said the division, was to provide a coordinated rail-truck service 
between points on the routes that were stations on the railroad 
and thereby enable the railroad to improve the handling of its 
merchandise freight to those points and to realize economies 
in its operations. 

At a hearing in the proceeding, continued the division, the 
applicants stated that no authority was sought to serve off-rail 
points located on rail lines other than that of the Santa Fe 
railroad. It added: 


They expressed the hope that the transaction would be approved 
without other restrictions, including one limiting service over the routes 
to that which is auxiliary to or supplemental of rail service. Witnesses 
representing 13 shippers and receivers of freight at Dallas, Fort Worth, 
Brownwood, San Angelo, Sweetwater, and Lubbock, Tex., testified in 
support of the applications, pointing out the delays incident to the 
present service of the railroad in the handling of merchandise freight 
and the need for expedited service in the movement of such freight. 


The division found the purchases would enable the Santa 
Fe railway, through the Gulf, Colorado & Santa Fe Railway Co. 
and the Panhandle & Santa Fe Railway Co., to use service by 
motor vehicle to public advantage in its operations, and that 
this would not unduly restrain competition. The findings speci- 
fied conditions for cancellation of certain operating authority 
of Johnson and Arbuckle. 


Conditions Prescribed 


It was further provided that if the authority granted were 
exercised, the operating rights purchased and the operating 
rights of the Santa Fe motor subsidiary that were over routes 
coinciding with those authorized to be acquired, with duplica- 
tions eliminated, would be concurrently modified so as to limit 
all future operations as follows: 


1. The service to be performed by Transportation (Santa Fe Trail 
Transportation Co.) under the rights purchased, except to and from 
Gail and Inadale, Tex., shall be limited solely to service which is 
auxiliary to, or supplemental of, train service of the railroad. 

2. Transportation shall not render any service to, or from, or 
interchange traffic at, any point not a station on the railroad, except 
Gail and Inadale. 
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3. No shipments shall be transported by Transportation between 
any of the following points, or through, or to or from more than one 
of said points: Oklahoma City, Okla., and Dallas, Fort Worth (except 
as to shipments between Dallas, on the one hand, and Fort Worth and 
points intermediate between Fort Worth and Brownwood, on the other), 
Brownwood, San Angelo, Sweetwater, and Lubbock, Tex. 

4. All contractual arrangements between Transportation and the 
railroad shall be reported to the Commission and shall be subject to 
revision, if and as the Commission finds it to be necessary in order 
that such arrangements shall be fair and equitable to the parties. 

5. Such further specific conditions as the Commission in the future 
may find it necessary to impose in order to insure that the service 
shall be auxiliary to, or supplemental of, train service. 


The division said that under an agreement of April 29, 1946, 
the Santa Fe motor subsidiary would purchase Johnson’s inter- 
state operating rights over regular routes between specified 
Texas points, certain Oklahoma intrastate rights, and certain 
property, for $125,000. Under an agreement of the same date, 
it said, the motor subsidiary would buy Arbuckle’s interstate 
operating rights in MC 106391, and Same, Sub. 1, covering oper- 
ations between Oklahoma City, Okla., and Fort Worth, Dallas, 
and the Midwest Air Depot, corresponding “interstate” operat- 
ing rights covered by an Oklahoma permit and Texas certifi- 
cates, and certain property, for $60,000. 


Exception Held Warranted 


Johnson’s interstate regular routes totaled 1,223 miles, 
said the division, adding that the portion of those routes that 
the motor subsidiary proposed to purchase aggregated 785 
miles, of which 500 miles were generally adjacent to the rail- 
road, 135 miles were not so adjacent but formed short-cut 
routes between stations on the railroad, and 150 miles were not 
in territory served by the railroad. Said the division: 


To approve the instant transaction with service by Transportation 
restricted to points which are stations on the railroad, would leave 
persons residing at Gail and Inadale (Tex.) without common carrier 
service, either rail or motor. Under the circumstances, unrestricted 
all-motor service at those two points is warranted as an exception to 
the principles discussed in Rock Island M. Transit Co.—Purchase— 
White Line M. Frt., 40 M. C. C. 457, wherein it was recognized that 
such authority might sometimes be required where unusual circum- 
stances prevail. Compare MC F-3316, Southern Pacific Transport Co.— 
Purchase—Reynolds, . . . decided April 22, 1947. 


The division said Oklahoma City, Dallas, Fort Worth, 
Brownwood, San Angelo, Sweetwater, and Lubbock were im- 
portant marketing and distribution centers in the considered 
territory. It said they were also points at which the railroad 
“breaks bulk” on its merchandise freight from through freight 
trains to local trains. The division also said: 


Applicants represent that the operating rights here considered have 
a unique value to them because of the marketing and distribution 
centers on the routes of Johnson and Arbuckle and the potentialities 
of providing a coordinated rail-truck service, with the resultant sav- 
ings to the railroad. In view of the tonnage which the traffic studies 
indicate is available, Transportation is confident that operations by it 
over the Johnson and Arbuckle routes will be self-supporting but that, 
in any event, savings to the railroad justify the purchase price in each 
transaction. The railroad estimates that, with the expiration of cer- 
tain war-time minimum weight regulations upon the loading of freight 
cars, savings of additional cars per month over and above the number 
of cars heretofore indicated would be possible. 


TEMPORARY WATER AUTHORITIES 


By an order in W-536, Sub. 1TA, Baton Rouge Coal & 
Towing Co., Temporary Authority, the Commission, division 4, 
has denied an application for temporary authority to transport 
drilling mud; fluoride and cryolite in bags; iron and steel ar- 
ticles; oil in packages; cotton furniture; and hardware, between 
Camden and Calion, Ark., and Monroe, La., on the one hand, 
and, on the other, New Orleans, La., and intermediate points, 
no showing having been made of an immediate and urgent need 
for the service. 

The division also denied, in W-957, Sub. 1TA, L. A. Ward- 
law, Sr., and L. A. Wardlaw, Jr., proposing to do business as 
Wardlaw Towing Co., of Magnolia, Ark., an application for 
temporary authority to operate as a contract carrier of drilling 
mud and industrial materials (fluoride and cryolite), in bags, 
from Camden, Ark., to New Orleans, La. 

In W-962, Sub. 4TA, Circle Line—Sightseeing Yachts, Inc., 
Temporary Authority—Bear Mountain, the Commission, divi- 
Sion 4, has issued an order authorizing the applicant to operate 
as a common carrier by self-propelled vessels in the perform- 
ance of one trip transporting not more than 450 passengers 


from New York, N. Y., to Bear Mountain, N. Y., and return, 
on September 6. 


BUS COMPANY CONTROL AUTHORIZED 
By a report and order in MC F-3427, American Buslines, 
Inc.—Control; Burlington Transportation Co.—Control—Musca- 
tine, Davenport and Clinton Bus Co., the Commission, division 
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4, has authorized continuance of control of M. D. & C. by 
Burlington, through ownership by the latter of the capital stock 
of M. D. & C., and by American Buslines through its ownership 
of capital stock of Burlington, on institution by M. D. & C. of 
operations, subject to a condition concerning amortization. 

The report said that subsequent to purchase by Burlington 
of the M. D. & C. stock public convenience and necessity were 
found to require operation by the latter in part over the route 
over which Burlington operated. It added that, under the cir- 
cumstances, “we may assume, for the present, that the main- 
tenance of the separate existence of the Muscatine company is 
expedient from an operating standpoint.” However, it con- 
tinued, the applicants would be expected to give consideration 
to the desirability of unifying the properties of the Muscatine 
and Burlington companies, through corporate merger or other- 
wise, as soon as consistently possible, subject to prior approval 
by the Commission. 


Watson Bros. Purchase to Segregate 
Types of Services Approved 


Purchase by Watson Bros. Van Lines and Heavy Hauling 
Co., Omaha, Neb., of certain operating rights and property of 
Watson Bros. Transportation Co., Inc., Omaha, and acquisition 
of control of the operating rights and property by Fay V., Ray 
E., and Thomas W. Watson, through the purchase, has been 
approved and authorized, subject to conditions, by the Com- 
mission, division 4, by a report and order in MC F-3196, Fay V. 
Watson, et al.—Control; Watson Bros. Van Lines and Heavy 
Hauling Co.—Purchase (Portion)—Watson Bros. Transporta- 
tion Co., Inc. 

Van Lines and Heavy Hauling, a Nebraska corporation, 
was not a carrier, said the division. It said the company was 
organized March 19, 1946, for the purpose, among other things, 
of effectuating the proposed purchase. The company, said the 
division, had an authorized capital stock of 1,000 shares, par 
value $100 each, of which none had been issued, but 400 shares 
had been subscribed equally, by its directors, Fay V., Ray E., 
and Thomas W. Watson, president, vice president, and secre- 
tary- treasurer, respectively. These individuals, it said, each 
owned one-third of the stock and held the same offices in Wat- 
son Bros. Transportation Co., Inc. The last named company, it 
said, operated as a motor common carrier of general commodi- 
ties, over numerous regular routes, converging at Omaha, its 
headquarters, and specified commodities over irregular routes 
in the same general territory. 


The division said the operating rights of Watson Bros. 
Transportation Co., Inc., that Van Lines proposed to purchase, 
were those covered by a portion of its certificate in MC 70451, 
including, over irregular routes, household goods between speci- 
fied points in Colorado, Illinois, Iowa, Kansas, Minnesota, Mis- 
souri, South Dakota, and Wisconsin, and commodities requiring 
special equipment because of unusual size or weight between 
specified points and places in Nebraska, Kansas, Iowa, Missouri, 
and Illinois. 

Operating rights under its aforementioned authority to 
transport commodities requiring special equipment because of 
unusual size or weight, said the division, were purchased by 
Watson Bros. Transportation Co., Inc., pursuant to authority 
granted in Watson Bros. Transp. Co.—Purchase—Terminal 
Whse. Corp., 39 M. C. C. 747. At that time, it said, Watson 
Bros. already held the aforementioned operating rights for 
household goods. The division added: 


As stated in that report, and as a result of the unification of the 
rights there involved, Watson Bros. is authorized to perform a -single- 
line through service between points in Illinois, Iowa, Kansas, Missouri, 
and South Dakota, on the one + ay and, on the other, points in Wis- 
consin, Minnesota, and Colorado, provided the traffic is routed via 


Omaha or some other points in Nebraska within a 100-mile radius of 
Omaha. 


Watson Bros., said the division, proposed to transfer to 
Van Lines its irregular-route rights to transport household 
goods and commodities requiring special equipment only. It 
said Watson Bros. would retain its extensive general-commod- 
ity regular-route rights and rights to transport certain other 
special commodities not pertinent to the instant proceeding. 
Most of its general-commodity rights, said the division, ex- 
cluded the right to transport household goods and commodities 
requiring special equipment, but some of its regular-route 


general-commodity rights were not specifically so restricted. 
Said the division: 


The transportation of household goods and commodities requiring 
special equipment is a highly specialized and personalized business and 
Watson Bros. has not found it practicable, in combination with its 
much larger general-commodity business, to provide as close attention 
to this phase of its operations as the service demands. Moreover, the 
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intermingling of general commodity tonnage with other tonnage made 
it difficult to determine with accuracy whether the specialized service 
was being provided on a profitable basis. However, some time ago, 
Watson Bros. did effect a measure of separation of the two types of 
service by segregating its general freight equipment from its special 
equipment and by appointing a separate manager and a bookkeeper to 
handle the office affairs of its specialized business. The temporary sepa- 
ration was so markedly successful that it was decided, as now proposed 
herein, to transfer its rights authorizing the specialized transportation, 
together with the equipment and employes used in this phase of its 
operations, to a newly-formed corporation to provide complete inde- 
pendence to the operation. From past experience the Watson brothers 
are aware that the rendition of a successful household goods service 
requires courteous employes experienced in dealing directly with 
shippers in their homes and that the transportation of heavy commodi- 
ties needs, in certain instances, the service of skilled mechanics trained 
in the dismantling, loading, unloading, and reassembly of the com- 
modities. They are of the opinion that a separate corporation under an 
experienced manager, devoting his entire time and energy to the spe- 
cialized service, will be in a better position to attract others skilled 
in the field to accept employment and thus to establish an organization 
with a reputation for experienced, courteous, and careful handling of 
valued personal possessions of shippers. Certain friction between vari- 
ous groups of Watson Bros. employes used in the separate services 
would also be removed by the complete separation. 


The division said that in the event the transaction was con- 
summated, and coincidentally therewith, the operating rights 
retained by Watson Bros. Transportation Co., Inc., should be 
modified so as to exclude specifically, wherever it was not al- 
ready specifically excluded, authority to transport household 
goods and commodities requiring special equipment because of 
unusual size or weight. 


WARNER & TAMBLE WATER RIGHTS 


By a report, permit and order effective September 30, in 
W-64, Russell V. Warner and George H. Tamble Contract Car- 
rier Application, embracing also W-64, Warner & Tamble 
Transportation Co.—Exemption Section 303(e), the Commission, 
division 4, has granted the applicants of Memphis, Tenn., au- 
thority to continue certain operations by water, and exempted 
from provisions of part III of the interstate commerce act, their 
transportation as a contract carrier by water of contractors’ 
equipment used in construction work on the Mississippi River 
and its tributaries, and at points along such waterways. 

Authority granted the applicants was for continued opera- 
tion (1) by non-self-propelled vessels with the use of separate 
towing vessels in the transportation of forest products, and by 
towing vessels in the performance of general towage (subject 
to the limitation that they might not include the vessels of more 
than one shipper in any one tow) between points along the 
Mississippi River and its tributaries (not including the Ohio 
River or the Gulf Intracoastal Waterway) below and including 
Cairo, Ill., and (2) at Memphis, Tenn., in the furnishing for 
compensation (under charter, lease, or other agreement) of 
non-self-propelled vessels to persons other than carriers subject 
to the act, to be used by such persons for the transportation of 
their own property, subject, however, to specified terms and 
conditions. 

The division found that the applicants’ transportation of 
contractors’ equipment used in construction work on the Mis- 
sissippi River and its tributaries, and at points along such water- 
ways, was a contract carrier operation which, by reason of the 
inherent nature of the commodity transported, and its require- 
ment of special equipment, was not actually and substantially 
competitive with transportation by common carriers. 


SANTA FE-WABASH AGREEMENT APPROVED 


The Commission, division 4, by a report and order in Fi- 
nance No. 15586, Atchison, Topeka & Santa Fe Railway Co. 
et al, Trackage Rights, has authorized acquisition of trackage 
rights by the Santa Fe and the Wabash Railroad, each over 
certain lines of the other, between WB Junction and CA Junc- 
tion, in Ray and Carroll counties, Mo. 

The report said the applicants had been making use of the 
joint facilities since 1907 and that the present agreement dif- 
fered from the one in effect since 1907 principally with respect 
to the term and the right of the parties to admit tenants. 


The Santa Fe would acquire trackage rights over about 
28.98 miles of main-line track of the Wabash and the Wabash 
would acquire trackage rights over about 28.96 miles of first 
main track and 13.35 miles of second main track of the Santa 
Fe, and certain industry and side-tracks and other property 
would be used jointly. 


BENNETT MOTOR RIGHTS PURCHASE 
By a report and order in MC F-3262, M. B. Bennett—Pur- 
chase—Le Roy S. Wicks and E. N. Skeie, the Commission, divi- 
sion 4, has approved and authorized, subject to condition, 
purchase by M. B. Bennett, doing business as Bennett’s Trans- 
portation Co., of Raton, N. M., of the operating rights, in MC 
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14000, of Le Roy S. Wicks, and E. N. Skeie, partners, doing 
business as Wicks-Skeie Truck Line, of Las Vegas, N. M. The 
report said the rights of Wicks-Skeie were complementary to 
those of Bennett and would provide a connecting link for the 
latter’s operations between Santa Fe and Taos, N. M., permit- 
ting Bennett to operate over a southern route through Las 
Vegas, N. M., and return over a northern route through Taos 
and Cimarron, N. M. 








MEYER SATSKY PURCHASE AND CONTROL 


The Commission, division 4, by a report and order in MC 
F-3435, Meyer Satsky—Control; Myer Satsky Trucking Co.— 
Purchase—Meyer Satsky, Et Al., has approved and authorized, 
subject to condition, purchase by Meyer Satsky Trucking Co., 
of Newark, N. J., of the operating rights and property of Meyer 
Satsky, Henry J. Satsky, and Alex Katz, partners, doing busi- 
ness as Meyer Satsky Trucking Co., of Newark, and acquisition 
of control of the operating rights and property by Meyer Satsky, 
through the purchase. 


HOUSEHOLD GOODS PRACTICES ORDER EXTENDED 
By an order in Ex Parte MC 19 Practices of Motor Common 
Carriers of Household Goods in which the Commission division 
5 prescribed certain supplemental rules, the division has modi- 
fied its earlier order to become effective September 15 instead 
of July 15 (see Traffic World, May 17, p. 1545). 


CASTINGS DESCRIPTION TARIFF NOT SUSPENDED 


The Commission has voted not to suspend item 1046-A in 
stipplement No. 26 to tariff MF-I. C. C. 33, canceling item 1046, 
effective July 11, which was protested by the War Department 
(see Traffic World, July 12). The War Department had alleged 
a “wide variance” existed between the justification offered in 
connection with the Middlewest Motor Freight Bureau’s docket- 
ing of a proposed change in the description of castings and forg- 
ings, and the action taken in publishing the change. 


ERIE-ST. LAWRENCE TARIFF NOT SUSPENDED 


The Commission, on July 11, voted not to suspend rates 
on pig iron in item 35 of Erie & St. Lawrence Corporation 
tariff I. C. C. No. 3, protested by the Trunk Line Association. 
The association alleged that the rates were unduly low, would 
create unfair and destructive competitive practices, and, if per- 
mitted to become effective, would compel the railroads to ask 
—a relief in order to compete (see Traffic World, 

uly F 


CLASS RATE SPECIAL PERMISSION 

By amendment No. 4 to special permission No. 26345 the 
Commission Commissioner Alldredge has authorized the rail- 
roads to depart from the Commission’s tariff publishing rules 
when publishing supplements in blanket or other short form 
method to the tariffs filed in “purported” compliance with the 
Commission’s order in No. 28300 Class Rate Investigation 1939 
(see Traffic World, July 12, p. 91). 


N. & W. RECORD. FORMS APPROVED 

The Commission, by Commissioner Patterson, has approved 
a Norfolk & Western Railway Co. form entitled “Dispatchers’ 
Record of Movement of Trains,” for the Radford division, 
North Carolina, Fries, Saltville and Abingdon branches, form 
C. T. 547—Radford and Bristol. The action was taken by an 
order In the Matter of Method and Form of Records to be Kept 
by Carriers Relating to the Time on Duty of Employes and the 
Movement of Trains. The order said the form embodied infor- 
mation additional to that prescribed by the Commission’s order 
of May 2, 1921, desired to be kept by the N. & W 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
araphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Class and Commodity Rates 


Fourth Section Application No. 21746, Class and Commod- 
ity Rates from and to Taylor, Ind. By division 2. Authority 
granted by fourth section order No. 15791, on conditions, to 
establish and maintain between Taylor, Ind., and points in the 
United States and Canada, class and commodity rates the same 
as those on like traffic between Evansville, Ind., and the same 
points, without observing the long-and-short-haul part of the 
fourth section. The order authorizes the maintenance of higher 
rates from, to and between intermediate points including Wans- 
ford, Ind. The report said that relief, until six months after 
termination of the war, was given by fourth section order No. 
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14972, entered August 6, 1943, pursuant to fourth section ap- 
plication No. 20381, and that the carriers, by the instant appli- 
cation, asked for continuing relief. Order No. 14972 was 
rescinded, effective September 30. 


Steel Stampings 


No. 29406, Dorsey Brothers vs. B. & O. et al. By division 2. 
Rates charged on shipments of steel stampings from Butler, 
Pa., to Elba, Ala., of 211 cents a 100 pounds (second class) on 
one less-carload moved August 18, 1943, and 112 cents (fifth 
class) on three carloads moved September 8 and October 7, 
1943, and February 2, 1944, found inapplicable. Applicable 
rates found to be 99 cents, less-carload, and 77 cents, carload, 
minimum 36,000 pounds, and reparation, with interest, awarded. 
The report said the defendants held that the stampings were 
finished articles. It said, however, that the record “adequately 
supports the conclusion” that the stampings shipped were not 
advanced in the state of manufacture beyond the stamping 
process, and that they required further work to be done on 
— before becoming finished articles, for use in assembling 
trailers. 


Talking Machine Record Bags 


I. and S. No. 5428, Ratings on Talking Machine Record 
Bags, also embracing I. and S. M-2685, Ratings on Talking 
Machine Record Bags. The Commission, division 2, Commis- 
sioner Alldredge dissenting. Proceedings discontinued. Sus- 
pended schedules ordered cancelled on or before August 12, on 
not less than one day’s notice. Found not shown just and 
reasonable, schedules filed to become effective September 25, 
1946, by respondents, carriers parties to Consolidated Freight 
Classification and National Motor Freight Classification, pro- 
posing new classification ratings by rail and motor carriers 
throughout the three major classification territories on talking 
machine record bags, in carloads, less than carloads, truckloads, 
and less than truckloads. The report said that on protest of 
the Equitable Paper Bag Co., Inc., Long Island City, N. Y., 
operation of the schedules was suspended until April 25, and 
that the respondents voluntarily deferred their effective date 
until August 25. The report said that because of a controversy 
as to whether the articles under consideration were envelopes 
or bags and with respect to the ratings that should apply thereon, 
the rail carrier respondents filed the schedules providing a new 
classification description covering record bags. The motor car- 
rier respondents, it said,.filed similar schedules for the purpose 
of maintaining a competitive relation with the rail carriers. 
The report said the evidence was convincing that the article 
under consideration was a bag, not an envelopes, and there 
were no transportation characteristics shown to support higher 
ratings and a lower carload minimum thereon than now applied 
on other paper bags. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt appiication to the Commission.) 


*MC 105920, Squaw Transit Co., Coffeyville, Kan. Cer- 
tificate granted, with conditions. Over irregular routes, ma- 
chinery, equipment, materials, and supplies used in, or in con- 
nection with, the discovery, development, production, refining, 
manufacture, processing, storage, transmission, and distribution 
of natural gas and petroleum and their products and by-prod- 
ucts, between Coffeyville, Kan., Bartlesville and Tulsa, Okla., 
Houston, Tex., and Parkersburg, W. Va., on the one hand, and, 
on the other, points in Ark., Colo., Ill., Ind., Kan., Ky.,, La., 
Mich., Mo., Neb., N. M., O., Okla., Tex., and W. Va. The re- 
port said the certificate would be granted on receipt from the 
applicant of a request for coincidental revocation of permit in 
MC 58938, Sub. 2. It said the phraseology of the commodity 
description employed in the revocation would be modified to 
agree with the uniform commodity description adopted for this 
type of carrier in MC 74595, Sub. 15, T. E. Mercer and G. E. 
— Extension—Oil Field Commodities, decided May 24, 


*MC 17683, Sub. 12, J. Earl Davis, dba Davis Oil Co., 
Keene, N. H., embracing also MC 50439, Sub. 19, Becker Trans- 
portation Co., Inc., Cambridge, Mass., and MC 31600, Sub. 76, 
P. B. Mutrie Motor Transportation, Inc., Boston, Mass. Cer- 
tificates granted, with conditions. MC 17683, Sub. 12, over irreg- 
ular routes, petroleum products, in bulk, in tank trucks, (1) 
from Everett, Mass., to Bellows Falls, Vt., and Walpole, N. H., 
and (2) from Dracut, Mass., to Keene, Peterboro, Hillsboro, 
and Walpole, N. H., and Bellows Falls, Vt., and on return, re- 
fused and rejected shipments of the same commodities to their 
respective origins, subject to conditions that applicant shall 
Maintain separate accounting systems for its private and for- 
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hire transportation and shall not transport property as both 
a private carrier and a for-hire carrier at the same time in 
the same vehicle. MC 50439, Sub. 19, over irregular routes, 
petroleum products, in bulk, in tank trucks, from Dracut, Mass., 
to points in described areas of N. H. and Vt. MC 31600, Sub. 
76, over irregular routes, petroleum products, in bulk, in tank 
trucks, from Dracut, Mass., to points in N. H. on the south of 
U. S. Highway 302, with rejected shipments of the same com- 
modities from such N. H. points to Dracut. 

*MC 1824, Sub. 16, Preston Trucking Co., Inc., Preston, Md. 
Certificate denied. General commodities, with exceptions, over 
specified regular routes between Cedar Point and Solomons, 
Md., on the one hand, and, on the other, Baltimore and An- 
napolis, Md., and Washington, D. C., and Norfolk, Va. 

*MC 2792, Sub. 5, Roy Beem, Chadron, Neb. On reconsid- 
eration, findings in prior report, decided December 18, 1946, 
affirmed, and permit granted. Petroleum products, in bulk, in 
tank trucks, from Glenrock, Wyo., to Chadron; Gordon and 
Crawford, Neb., over irregular routes. 

*MC 29988, Sub. 23, Denver Chicago Trucking Co., Inc., 
Denver, Colo. Certificate granted. Fresh fruits and vegetables 
from Tucson, Ariz., to Mesa, Ariz., and from Yuma, Ariz., to 
Phoenix, Ariz., over specified regular routes, serving designated 
intermediate and off-route points, limited to pick-up of ship- 
ments destined to points other than those in Ariz., Calif., and 
N. M., and general commodities, with exceptions, between Con- 
gress and Aguila, Ariz., over a specified alternate route for con- 
venience in connection with otherwise authorized regular-route 
operations. 

* *MC 48268, Sub. 25, C. B. Fischbach, dba Fischbach Truck- 
ing Co., Akron, O. Permit granted. Such commodities as are 
manufactured, processed, or dealt in by manufacturers of asbes- 
tos products, under individual contracts or agreements, from 
Ambler, Pa., to points in O., on and north of U. S. highway 40, 
over irregular routes, with return of rejected shipments. 

*MC 50102, Sub. 2, Howard K. Brundage, dba Lolo Pass 
Motor Freight, Orofino, Ida. Certificate granted. General com- 
modities, with exceptions, between Lewiston and Headquarters, 
Ida., over a specified regular route. 

*MC 104849, Sub. 1, Willard F. Britt, dba Britt Truck Serv- 
ice, Boulder, Colo. Certificate granted. General commodities, 
with exceptions, between Boulder, Colo., and points within 50 
miles thereof, on the one hand, and, on the other, points in 
Colo., over irregular routes. 

*MC 106307, Frank A. Willers, dba Willers Heavy Hauling, 
Sioux Falls, S. D. Certificate granted. Commodities which, be- 
cause of size or weight, require the use of special equipment or 
special handling, and related contractors’ materials and supplies 
when their transportation is incidental to the transportation of 
commodities which by reason of size or weight, require special 
equipment or special handling, between all points in S. D., and 
points in Minn., and Ia., within 50 miles of Sioux Falls, S. D., 
on the one hand, and all points in Ia., N. D., and Neb., and 
specified points in Minn., on the other, over irregular routes. 

*MC 106478, James R. Brown and C. E. Eriksen, dba Chi- 
cago Trailer Transport, Chicago, Ill. Permit granted. Trailers 
designed to be drawn by passenger automobiles, in initial move- 
ments, by the truck-away method, over irregular routes, from 
places of manufacture and assembly in Chicago, IIl., to all 
points in the U. S., and rejected shipments thereof on return. 

*MC 1508, Sub. 13, Richmond Greyhound Lines, Inc., Rich- 
mond, Va. On reconsideration, findings in prior report, decided 
March 21, 1946, modified, and certificate granted. Passengers, 
baggage, express, mail and newspapers between the junction of 
Md. highways 5 and 249 at Clifton Mills, Md., and Piney Point, 
Md., and between Lexington Park, Md., and the junction of Md. 


highways 5 and 235 (south of Mechanicsville, Md.), over speci- 
fied routes. 


*MC 12299, John P. Toomey, Washington, D. C. On further 
hearing, findings in prior report, 44 M. C. C. 855, affirmed, and 
application to operate at Washington, D. C., as a broker of 
on of household goods between points in U. S., 

enied. 

*MC 106887, A. D. Ray Trucking, Rock Springs, Wyo. Cer- 
tificate granted. Machinery, equipment, materials and supplies, 
except gilsonite, used in or in connection with, the discovery, 
development, production, refining, manufacture, processing, 
storage, transmission and distribution of natural gas and petro- 
leum and their products and by-products, and of machinery, 
materials, equipment and supplies, except gilsonite, used in or 
in connection with the construction, operation, repair, servicing, 
maintenance and dismantling of pipe lines, including the string- 
ing and picking-up thereof, except the stringing or picking-up 
of pipe in connection with main or trunk pipe lines, between 
described portions of Colo., Utah, and Wyo., on the one hand, 
and, on the other, points in Moffat and Rio Blanco counties, 
Colo., and unrefined petroleum, in bulk, in tank trucks between 
points within 100 miles of Rock Springs, Wyo., in Colo., Utah, 
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and Wyo., including Rock Springs, over irregular routes. The 
authority granted is on condition that Ivan Ray, and the estate 
of Arthur Dewey Ray, Ivan Ray administrator, a partnership, 
dba A. D. Ray, request, in writing, revocation of permits now 
held by them in MC 96111 and Sub. Nos. 2 and 4. 

*MC 100756, Sub. 14, James J. Williams, Spokane, Wash., 
embracing MC 104333, Sub. 3, Charles J. Novak dba Novak 
Transport, Spokane, Wash. Certificates denied. Petroleum prod- 
ucts, in bulk, in tank trucks, from Pasco, Wash., to points in a 
defined territory in Wash., and from specified points in Ore., 
and Wash., to points in Ida., north of the southern boundary of 
Idaho county, over irregular routes, in MC 100756, Sub. 14, and 
petroleum products, in bulk, from and to specified points and 
territories in Ore., Wash., and Ida., over irregular routes, in 
MC 104333, Sub. 3. Commissioner Lee dissented. 

*MC 54591, Sub. 5, Wesson Co. (Indiana Railroad division), 
Indianapolis, Ind., embracing MC 106250, Tree City Lines, 
Greensburg, Ind. Certificate granted in MC 54591, Sub. 5, as to 
passengers, baggage, express, mail, and newspapers, between 
Muncie, Ind., and Louisville, Ky., over a specified regular route. 
Certificate denied in MC 106250 for authority to transport pas- 
sengers, baggage, express, mail and newspapers between New 
Castle, Ind., and Louisville, Ky., over a regular route. 

*MC 74598, Sub. 4, G. D. Miller, dba Miller Trucking Co., 
Gas City, Ind. Permit granted. Machinery, iron and steel foun- 
dry products, and metal and wooden patterns between Marion, 
Ind., on the one hand, and, on the other, specified points in 
Mich., and Ill., and points in O., and Ind., over irregular routes. 
Grant of authority is conditioned on applicant’s request for 
amendment of his permit in MC 74598 so as to eliminate there- 
from authorization to transport castings. 

*MC 107592, William Walsh and Mary Walsh, dba Walsh 
Auto Transportation, Cleveland, Ohio. Certificate granted, with 
conditions. New and used automobiles, trucks, and chassis, in 
initial and secondary movements, from Cleveland, O., to points 
in Wayne county, Mich., and the same commodities, restricted 
to secondary movements, from points in Ohio west of Ohio 
highway 4, to Cleveland, truckaway, over irregular routes; same 
commodities, in initial and secondary movements, from Cleve- 
land to specified points in Md., Pa., W. Va., and Ohio, and, 
restricted to secondary movements, from specified points in Md., 
Pa., and W. Va., to Pittsburgh, Pa., from points in a described 
Pa. area to Cleveland, and between points in O. on and east 
of Ohio highway 4 and specified points in Pa., truckaway and 
driveaway, over irregular routes. The report said a certificate 
would be granted on request by applicants in writing for the 
coincidental cancellation of permits MC 1631 and Same, Sub. 2. 


SOUTHERN PULLMAN INCREASE HEARING SET 


The Commission has issued a notice that the application 
of the southern railroads for an increase in passenger fares 
of 6.06 per cent, or to approximately 3.5 cents a mile, for travel 
in parlor and sleeping cars, and a minimum one-way fare of 
15 cents, has been docketed as No. 29785, Increased Passenger 
Fares—Southern Railroads (see Traffic World, July 12, p. 104). 


The proceeding has been set for hearing before Commis- 
sioners Rogers and Examiner Fuller, August 26, at the Atlanta 
Biltmore Hotel, Atlanta, Ga. 


COMMISSION ORDERS 


W-367, Waterways Transportation, Inc., contract carrier application. 
Effective date of order of May 26, which by its terms is to take effect 
and be in force from and after August 19, postponed to October 20. 

W-723, Patton-Tully Transportation Company, contract carrier ap- 
plication. Petition of applicant, Patton-Tully Transportation Co., for 
reopening and reconsideration, received and filed in this proceeding 
and replies to said petition may be filed on or before July 31. 

MC 107877, Albert F. Turner and Louis Snyder, common carrier 
application. Reopened for further hearing. 

1. & S. M-2723, Middlewest General Increases. 
with recommended report overruled. 

1. & S. M-2743, Iron or Steel Scrap, Oklahoma City to St. Louis. 
Respondent under special permission having filed a tariff effective 
June 21, cancelling suspended schedules, proceeding discontinued. 

MC-F 3447, Carolina-Norfolk Truck Line, lease (portion), Peoples 
Motor Express, Inc. Application dismissed. 

MC-F 3194 (supplemental), R. L. Villeneuve, control; Victory 
Coach Lines, Inc., purchase (portion), Indiana Motor Bus Co., and 
MC-F 3297, B. D. Kramer and C. J. Villeneuve, control; I. & S. Trail- 
ways, Inc., merger, Victory Coach Lines, Inc., and Empire Trails, Inc. 
Appendix attached to report and order of May 14, supplemented so 
as to include in description of operating rights to be covered by 
certificate, a statement that service shall be authorized at all inter- 
mediate points on last three routes set forth in said appendix. Except 
as hereby supplemented, order of May 14, shall remain in full force 
and effect. 

No, 29769, Standard Oil Company of New Jersey vs. Abilene and 
Southern et al. Baltimore and Ohio Railroad Company and Southern 
Pacific dismissed as defendant parties. 

No. 29512, Hutchings Brokerage Company vs. Louisville & Nash- 


Motion to dispense 
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ville et al. 
denied. 

1. & S. 5501, Water-Rail Rates between Baltimore and Southwest. 
Proceeding discontinued. 

MC 18350, Sub, 13, Shea-Matson Trucking Co., Inc., extension, five 
states. Reopened for further hearing. 

MC-C 528, Increased rates, Middle Atlantic States and MC-C 82, 
Increases, Middle Atlantic; New England territories. Reopened for 
further hearing, on a consolidated record, on September 9, at 9:30 
a. m., United States standard time (or 9:30 a. m. local daylight saving 
time if that time is observed), at 641 Washington St., New York, N. Y., 
before Examiner Naftalin. 


Complainant’s petition for reopening and reconsideration 


FINANCE APPLICATIONS 


MC F-3522, Vernon Patterson Hunt and Marion Barbara Hunt, dba 
V. P. Hunt Co., Redlands, Calif., ask authority to purchase operating 
rights and properties of Shideler Trucking Co., Banning, Calif. 

MC F-3523, Vallerie’s Transportation Service, Inc., Norwalk, Conn., 
asks authority to purchase a portion of the operating rights under 
MC 7647 of Ted Mittman, of Perth Amboy, N. J. 

MC F-3525, Moskowitz Motor Transportation, Inc., Jewett City, 
Conn., asks authority to lease operating rights of Annie F. Marquand, 
of Niantic, Conn., between New London, Conn., and a radius of 20 
miles thereof, covered by certificate MC 19183, and temporarily to 
operate. 

MC F-3526, Jesse O. Willett, Monroe, La., asks authority to lease 
for six months operating rights between points in Tennessee and Ken- 
tucky of Thomas Motor Freight, Dallas, Tex. 

MC F-3527, Olson Transportation Co., Green Bay, Wis., asks au- 
thority to purchase operating rights and properties of Anderson Trans- 
fer, Sawyer, Wis., and temporarily to operate. 

Finance No. 15769, B. W. King, New York, N. Y., asks authority 
to transfer contract water carrier operations, authorized under docket 
No. W-183, dated June 1, 1943, to B. W. King, Inc., New York, N. Y. 

Finance No. 15771, Reading Co. asks authority to construct and 
operate a line of railroad between Boston Run Junction and Frackville 
Junction, in Schuylkill county, Pa., about 2.5 miles. 

MC F-3529, C. L. D. Forwarding, Inc., of Anderson, Ind., asks 
authority to purchase certain operating rights of Edward McClosky, of 
Chicago Heights, Ill. 

MC F-3530, Russell R. Rore and William E. Gore join Gore Freight 
Line, Inc., of Stamford, Conn., in request for authority to purchase 
certain operating rights of Lillian Bradsell, dba Don Bradsell’s Ex- 
press, of Cos Cob, Conn. 

Finance No. 15772, Walter P. Gardner, as trustee of the Central 
Railroad Co. of New Jersey, and the Central Railroad Co. of Pennsyl- 
vania, jointly ask authority to assume obligation and liability as 
guarantors in respect of not exceeding $3,750,000 aggregate principal 
amount of Central Railroad Co. of Pennsylvania Equipment Trust of 
1947, series B, equipment trust certificates. Proceeds from the issue 
are to be used to finance 75 per cent of the cost of 1,250 fifty-ton 
box cars, estimated to cost $5,012,487.50. The certificates are to be 
dated July 15, 1947, mature in 15 equal annual installments of $250,000, 
and bear dividends, payable semi-annually, at a rate to be determined 
by competitive bidding. 

MC F-3528, Tri-State Coach Corporation, Big Stone Gap, Va., asks 
authority to lease for one year, with privilege for renewal, of rights 
between Harlan. Ky., and Pennington Gap, Va., of Cumberland Coach 
Lines, Cumberland, Ky., and temporarily to operate. 





MOTOR PURCHASE ACTIONS 

MC F-3413, William Ray Maxwell—Purchase (Portion)—Edward A. 
Murray. Purchase by William Ray Maxwell, dba Maxwell Truck Line, 
Montgomery, Ala., of certain operating rights of Edward A. Murray, 
dba Murray Motor Transport, Birmingham, Ala., approved and au- 
thorized, subject to conditions. — 

MC F-3346, St. Joe Valley Express, Inc.—Purchase—Oscar C. Selent. 
Purchase by St. Joe Valley Express, Inc., South Bend, Ind., of the 
operating rights and certain property of Oscar C. Selent, dba Midwest 
Transit Lines, Benton Harbor, Mich., approved and authorized, sub- 
ject to conditions. 

MC F-3442, William Utzinger—Control; Salt Creek Freightways— 
Merger—William A. Hilliar and William Utzinger. Merger into Salt 
Creek Freightways, Casper, Wyo., of the operating rights and property 
of William A. Hilliar and William Utzinger, dba Natrona Transport, 
also of Casper, for ownership, management, and operation, and ac- 
quisition by William Utzinger, controlling stockowner of Salt Creek, 
of control of the operating rights and property through the merger, 
approved and authorized, subject to condition. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15733, New York, New Haven & 
Hartford Railroad Co. Trustees Equipment Trust Certificates, granting 
authority to assume obligation and liability in respect of not exceeding 
$5,955,000 of New York, New Haven & Hartford equipment-trust cer- 
tificates of 1947, No. 2, to be issued by the Irving Trust Co., as trustee, 
and sold at 98.817 per cent of par and accrued dividends in connection 
with the procurement of certain equipment. Approved. 

Report and order in F. D. No. 15748, Pennsylvania Railroad Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability, as guarantor, in respect of not exceeding $11,025,000 of 
Pennsylvania Railroad Co. equipment-trust certificates, series S, to be 
issued by the Fidelity-Philadelphia Trust Co., as trustee, and sold at 
99.079 and accrued dividends, in connection with the procurement of 
certain equipment. Approved. 

Report and order in F. D. No. 15757, Bekins Van & Storage Co. 
Notes, granting authority to issue not exceeding $500,000 of promissory 
notes, payable on or before July 1, 1952, to evidence a loan, or loans, 
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for a like amount to be used to pay construction costs and to purchase 
new equipment. Approved. 

Report and order in F. D. No. 15741, Chicago & North Western 
Railway Co. Equipment Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $4,650,000 of Chicago 
& North Western Railway Co. equipment trust of 1947, 1% per cent 
equipment-trust certificates to be issued by the Northern Trust Co., as 
trustee, and sold at 98.945 and accrued dividends in connection with 
the procurement of certain new equipment. Approved. 

Report and order in F. D. No. 15629, Tovrea Terminal Co. Lease, 
etc., (1) authorizing lease by the Tovrea Terminal Co. of property of 
the Tovrea Land & Cattle Co., used for loading and unloading live stock; 
conditions prescribed are protection of employes; and (2) granting 
authority to issue not exceeding $2500 of capital stock, consisting of 
25 shares of the par value of $100 a share, to be sold at par, and the 
proceeds used for working capital. Approved. 


MOTOR FINANCE CASES 

MC F-3400, Edwin Nichols Yeary—Purchase (Portion)—Huey Motor 
Express. Purchase by Edwin Nichols Yeary, doing business as Yeary 
Transfer, of Winchester, Ky., of certain operating rights of Huey Motor 
Express, of Cincinnati, O., approved and authorized, subject to condi- 
tion. 

MC F-3501, Dana L. Clark, Jr.—Purchase—Laura M. Wellspeak. 
Application for authority under section 210a(b) of Dana L. Clark, Jr., 
doing business as Blue Line Express, of Nashua, N. H., for temporary 
operation of motor-carrier rights of Laura M. Wellspeak, doing busi- 
ness as Wellspeak Oil Transportation and Springfield Martin’s Express, 
of West Springfield, Mass., granted July 9, 1947, provided within 30 
days from that date Dana L. Clark, Jr., doing business as Blue Line 
Express, shall have (1) complied with sections 215 and 217 of the act 
and rules and regulations prescribed thereunder, (2) instituted opera- 
tions pursuant to the authority granted, and (3) confirmed, in writing, 
to the Commission, immediately upon commencement of operations, 
the date operations were commenced. 

Action by Division 4 in finance proceeding No. MC-F-3510, M. P. 
McLean, Jr.—Control; McLean Trucking Company, Inc.—Purchase— 
Pee Dee Express, Inc. (Robert H. Cooke, Trustee). Application for 
authority under section 210a(b) of McLean Trucking Company, Inc., of 
Winston-Salem, N. C., for temporary operation of motor-carrier rights 
and properties of Pee Dee Express, Inc. (Robert H. Cooke, Trustee), 
of Charlotte, N. C., granted July 11, 1947, provided within 30 days 
from that date McLean Trucking Company, Inc., shall have (1) filed 
with the Commission one certified,copy of an order of the District 
Court of the United States for the western district of North Carolina 
approving the temporary lease authorized, (2) complied with sections 
215 and 217 of the act and rules and regulations prescribed there- 
under, (3) instituted operations pursuant to the authority granted, and 
(4) confirmed, in writing, to the Commission, immediately upon com- 
mencement of operations, the date operations were commenced. 

Action by Division 4, July 14, 1947, in No. MC-F-3398, Dawson Ditt 
and M, Edith Ditt—Control; Moshassuck Transportation Company— 
Merger—R. J. Lippincott. Merger in Moshassuck Transportation Com- 
pany, of Saylesville, R. I., of the operating rights and certain property 
of R. J. Lippincott, doing business as Lippincott Express, of Pember- 
ton, N. J., and acquisition of control of the operating rights and prop- 
erty by Dawson Ditt and M. Edith Ditt through the merger, approved 
and authorized, subject to condition. 


Railroad Abandonments 


D. M. & I. R. 

The Duluth Missabe & Iron Range Railway Co. has asked 
the Commission, in Finance No. 15770 for authority to abandon 
approximately 1.11 miles of its Eve Lake branch in Lake county, 
Minn., extending from a point about 4% mile southeast of section 
30 mine location, designated as station 11 plus 00, to Eve Lake, 
and to abandon about .56 mile of its Allen Junction-Virginia 
main line in St. Louis county, Minn. extending from a point 
designated as station 1260 plus 33 to the station of Franklin. 
Applicant said there were no municipalities or industries lo- 
cated on or adjacent to the portions of lines sought to be 


abandoned, and for more than the last five years there had been 
ho operations thereon. 





PETITIONS FOR REHEARING, ETC. 


Ex Parte 146, Oil Field Equipment Marshlands, Louisiana and 

Texas. Terrebonne Towing Company, Inc., Intercoastal Shipyard, Inc., 
Petitioners, ask Commission to extend expiration date of exemption 
applying on transportation of oil field equipment to and from points in 
aga and Texas Marshland Oil Fields, for another period of three 
ears. 
MC-F 3297, B. D. Kramer and C. J. Villeneuve, control; I & S Trail- 
ways, Inc., merger Victory Coach Lines, Inc., and Empire Trails. 
Southeastern Greyhound Lines, Inc., protestant, asks for reconsideration 
of report of Division 4, reopening of case for further hearing and denial 
of application. 

MC-F 3355, Peoples Transfer, Inc., to purchase, and Buford §S. 
Hodges and John C. Hodges, dba Hodges Brothers Truck Line, to sell. 
Peoples Transfer, Inc., ask for modification of order and for rehearing 
under Rules 102 and 101. 

MC-F 3355, Peoples Transfer, Inc., to lease from Buford S. Hodges 
and John C. Hodges, dba Hodges Brothers Truck Line, certain operat- 
ing rights. Peoples Transfer, Inc., ask for modification of effective date 
of order of January 3, under Rule 101. 

W-723, Patton-Tully Transportation Co., contract carrier applica- 
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tion. Patton-Tully Transportation Co., applicans, asks for reopening 
and reconsideration of decision of November 3, 1942. 

No. 29401, Armour and Company vs, Aberdeen and Rockfish et al. 
Defendants ask Commission to grant them authority to establish pre- 
scribed rates on not less than ten days’ notice, instead of not less 
than thirty days’ notice as now required. 

No. 29445, Westvaco Chlorine Products Corp. vs. Central Railroad 


Company of New Jersey et al. Defendants ask for reconsideration of its 
report and decision of May 12. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2759, Seeds—Belleville, Kans.—Iowa, Nebr., 
points, from July 12 to and including February 11, 1948, cer- 
tain schedules published in tariff MF-I. C. C. No. 1 of Wm. H. 
Thomas, Harold W. Thomas and Clyde Thomas doing business 
as Thomas and Sons, Belleville, Kan. The suspended schedules 
propose to establish new less-truckload and 5,000 and 10,000 
pound commodity rates on various seeds between Belleville, 
Kan., and certain points in Nebraska and Iowa. 

I. and S. M-2760, Scrap Metals and Metal Pigs between 
Conn. and Mass., from July 14 to and including February 13, 
1948, certain schedules published in tariff MF I. C. C. No. 5 
of Frank Bubenicek, doing business as Woodmont Transporta- 
tion Co., Woodmont, Conn. The suspended schedules propose 
to-establish new local commodity rates on scrap metals and 
metal pigs, minima 10,000 and 20,000 pounds, between points 
in Massachusetts and points in Connecticut. 


Justice Dept. Complaint Assails 
Rail Policing of Export Rates 


The Department of Justice has filed a complaint with the 
Commission asking reparation from railroads on wartime ship- 
ments that were exported through Pacific Coast ports. No esti- 
mate of the amount of reparation is contained in the complaint, 
but one shipment of internal combustion engines is cited on 
which, according to the department, a saving of $454.83 in 
freight charges to the government would have resulted from 
application of the export rates minus land grant reductions 
and allowances. 

The complaint said the railroads had refused to alter their 
policing rules, which required such information as the over- 
seas destination to be shown on rail bills of lading at origin, 
before the export rates would apply. The government said that, 
because of wartime security regulations, such information could 


not be furnished. In a “release” to the press, the department 
had this to say on that point: 


The government charged in its complaint that it was contrary to 
war-time security regulations for any person to show the overseas 
destination of export traffic upon the face of bills of lading. It was 
also in violation of the interstate commerce act for the carriers to 
require the officers and agencies of the government to furnish such 


and other secret information, in order to obtain proper export rates 
for shipments overseas. 


The complaint said the Office of Defense Transportation, 
the War and Navy departments, the Maritime Commission and 
the War Shipping Administration had asked modification of the 
policing rules, and that the railroads had modified such rules 
applicable to shipments moving through the Gulf of Mexico 
and Atlantic coast ports, but had refused to modify the policing 
rules controlling application of the export rates in tariffs ap- 
plying through the Pacific Coast ports. The formal charge was 
as follows: 


Commencing on or prior to June 3, 1941, and continuing through 
October 1, 1946, when their obligations under land grant statutes were 
terminated by Act of Congress, the defendants agreed and combined 
with each other to refuse to modify, and to maintain in effect, the 
policing rules purporting to control application of the export rates 
named in their tariff 29 series, with the purpose, motive, intention 
and result of precluding application of the published export rates 
named in their tariff 29 series, with land grant deductions, to this 
complainant’s export traffic moving through the Pacific Coast ports 
and thereby evading their obligations under land grant laws and land 
grant aqualization agreements. 


The complaint said the railroads, while refusing to modify 
the policing rules had offered to make a section 22 quotation 
applying the export rates on government traffic, but without 
including the benefit of land grant deductions, which offer, the 
complaint said, the War Department refused. It quoted the 


War Department as saying the land grant deductions were by 
statute mandatory. 
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Millions of carloads of military and naval traffic were 
moved in the war period, said the complaint, a substantial por- 
tion of which moved through the Pacific Coast ports for export. 
It said it was not to be construed as an attack on any line-haul 
rate or charge published by the defendants, but was an attack 
only on the alleged refusal of the defendants to modify the 
policing rules involved. After asking hearing and investigation, 
the complaint also requested that: 


The, Commission find and determine that the refusal of the de- 
fendants to modify, and maintenance by them of, the policing rules that 
purported to control application of the export rates named in their 
tariff 29 series during the period commencing on June 3, 1941, and 
ending on October 1, 1946, were unjust and unreasonable, in violation 
of section 1 of the interstate commerce act, as amended; and that the 
Commission find and determine, under the circumstances alleged in 
this complaint, that it was beyond the power of the defendants to pre- 
clude application of the published export rates named in their tariff 29 
series to this complainant’s export traffic during that period by refusing 
to modify, and by maintaining, those policing rules. 

The Commission find and determine just and reasonable policing 
rules with respect to the defendants’ published export rates named in 
their tariff 29 series for application to this complainant’s export traffic 
that moved through the continental United States Pacific Coast ports, 
including the United States army bases, navy bases and navy yards 
located at those ports, during the period commencing on June 3, 1941, 
and ending on October 1, 1946. 

The Commission find and determine that upon compliance with the 
policing rules so found and determined to be just and reasonable, as 
hereinbefore prayed for, this complainant may apply to its export 
traffic that moved through the continental United States Pacific Coast 
ports including the United States army bases, navy bases and navy 
yards located at those ports, during the period commencing on June 1, 
1941, and ending on October 1, 1946, the defendants’ published export 
rates named in their tariff 29 series which, except for maintenance 


of the policing rules herein assailed; would have been applicable to 
that export traffic. 


The Commission award this complaint whatever reparation may be 
authorized by law under the circumstances alleged in this complaint. 


Reference to the “tariff 29 series” is to Trans-Continental 
Export Freight Tariff No. 29D, Agent L. E. Kipp’s I. C. C. No. 
1454, and subsequent reissues and supplements thereto. 

Earlier reparations requests filed by the department dealt 
with miscellaneous war traffic, with airplane engines, and with 
storage at interior points. 


Statement by Attorney General 


In a Justice Department announcement of the filing of 
the complaint Attorney General Clark said the government’s 
complaint charged that it was contrary to wartime security 
regulations for any person to show the overseas destination of 
export traffic on the face of bills of lading; that it was also 
in violation of the interstate commerce act for the carriers to 
require the officers and agencies of the government to furnish 
such and other secret information “in order to obtain proper 
export rates for shipments overseas,” and that it was unlawful 
for the railroads to maintain in the war period policing rules 
which “restricted application of their export rates to specified 
ocean vessels operated by the War Shipping Administration and 
the army and navy.” 

“The unjust and unreasonable character of these policing 
rules with respect to application of their transcontinental export 
rates to Pacific coast ports,’ the Attorney General said in his 
announcement, “is clearly shown by the fact that the carriers 
modified them in so far as they applied to Atlantic coast and 
Gulf coast ports. The sole motive of the defendants in main- 
taining policing rules with which it was impossible for the 
government to comply under wartime conditions was to defeat 
the right to land grant deductions on military and naval 
export traffic.” 


The announcement contained the following comment by 
Assistant Attorney General John F. Sonnett, head of the Jus- 
tice Department’s anti-trust division: 


Maintenance of these policing rules by the railroads deprived the 
government of more than $450 on a single shipment of military traffic 
to the west coast during the war. Numerous other shipments of mili- 
tary and naval traffic were also affected by the policing rules. The 
government contends that it was unlawful for the carriers to refuse 
to modify their policing rules. 


The complaint was prepared by David O. Mathews, chief 
of the anti-trust division’s transportation rate unit, with the 
assistance of Richard L. Porter, Jr., special attorney, acting 
under the general supervision of James E. Kilday, chief of the 
anti-trust division’s transportation section, according to ‘the an- 
nouncement. 


NEWTEX ASKS TO SERVE BOSTON 


The Newtex Steamship Corporation, of New York, N. Y., 
has filed an application with the Commission, designated as 
W-896 Sub. 4, for “immediate” temporary authority for a pe- 
riod of 180 days to institute water carrier service between 
Boston, Mass., on the one hand, and the Texas ports of Hou- 
ston Galveston, Port Isabel and Brownsville. 








TRAFFIC WORLD 


Since the postwar institution of coastwise service by New- 
tex between the Port of New York, N. Y. on the one hand, and 
Texas Gulf ports, on the other, the application said Newtex had 
been constantly requested by port interests and industries in- 
terested in the movement of freight from and to the port of 
Boston to institute direct water service between Boston, on the 
one hand, and the Texas ports which it currently served, on the 
other. 


DIGEST OF 


Ylew (Co 


29754, Sub. 1, Brownsville Navigation District of Cameron County, 
Tex., vs. St. Louis, Brownsville & Mexico et al. 

Alleges failure to accord Port of Brownsville similar application 
of terminal charges and provisions as at other Texas ports, in viola- 
tion of sections 3 and 6. Asks cease and desist order and charges, 


No. 


rules, regulations and practices. 

Brownsville, Tex.) 

. 29767, Sub. 1, McAllen (Tex.) Chamber of Commerce, vs. Rock 

Island et al. 

Alleges application of domestic rates at McAllen and Hidalgo, 
Tex., deprive those points of standing as Rio Grande River Cross- 
ings, in violation of sections 1, 2, and 3. Asks cease and desist order 
and rates. (J. W. Carlisle, 209 Bentsen Bldg., McAllen, Tex.) 

. 29786, Patterson Foundry & Machine Co., East Liverpool, O., vs. 
Pa. &.. HK. 

Rates on imported flintstone pebbles through New York, thence 
by rail to East Liverpool, in violation of section 1 to the extent 
they have exceeded, exceed, or may exceed 17% cents a hundred 
pounds, minimum 50,000 pounds. Asks cease and desist order, 
rates, and $2,500 reparation. (C. Peyton Collins, 715 Wabash Bldg., 
Pittsburgh 22, Pa.) 

29787, W. J. Jones & Son, Inc., Portland, Ore., vs. Spokane, Port- 
land & Seattle Ry. 

Alleges demurrage charges on numerous carloads of coal, held 
short of Portland, through which coal was to be exported, because 
of two maritime strikes, from September 5, 1946, and September 
22, 1946, and between October 1, 1946, and November 18, 1946; also 
by reason of order of Solid Fuels Administrator for War freezing 
cars of coal in transit to ports November 16, 1946, and service 
order No. 645 of the Commission, effective between November 16 
and December 9, 1946, in violation of sections 1 and 6. Asks cease 
and desist order, and award of damages. (William C. McCulloch, 
1016 Spalding Building, Portland 4, Ore.) 
29788, Banana Supply Co., St. Louis, Mo., 
Lake & Western et al. 

Rates on 180 carload shipments of bananas, imported from Mex- 
ico, moving from Brownsville, Tex., to St. Louis, from June 21, 
1945, to December 18, 1945, and pendente lite, in violation of sec- 
tions 1, 2, and 3. Asks cease and desist order, rates, and $9,055.85 
reparation. (J. W. Carlisle, 4602 Maine St., Houston, Tex.) 
29789, Archer-Daniels-Midland Co., Minneapolis, Minn., et al. vs. 
C. & N. W. et.al. 

Allege demurrage on numerous carloads of grain received at 
Minneapolis from July 1, 1945, to July 16, 1945, inclusive, which 
complainants could not unload: because of a strike of grain weighers, 
and -reconsigning charges, in violation of sections 1 and 3. Ask 
cease and desist order, rates, and reparations of $40,000. (Frank B. 
Townsend, 164 Grain Exchange Bldg., Minneapolis 15, Minn.) 
29790, McAllen (Tex.) Chamber of Commerce vs. A. C. & Y. et al. 

Alleges domestic rates on pineapples, imported from Mexico and 
shipped by rail from McAllen and Hidalgo, Tex., to points in 
Colorado, Illinsis, Indiana, Iowa, Kansas, Kentucky, Michigan, 
Minnesota, Mississippi, Missouri, Nebraska, New York, North Da- 
kota, South Dakota, Tennessee, West Virginia, Wisconsin, and the 
District of Columbia, in violation of sections 1, 2, and 3, because 
denying McAllen and Hidalgo status of Rio Grande River crossings. 
Asks cease and desist order and rates. (J. W. Carlisle, 209 Bentsen 
Bldg., McAllen, Tex.) 

C-901, Loring P. Jones, Piermont, N. Y., as an individual and as 
president of Tappan Zee Bus Riders Association et al. vs. Rock- 
land Coaches, Inc., et al. 

Alleges increased commutation fares, between points in 
York and New Jersey in violation. of section 216(d). 
and desist order, rates, and reparation. 
Fourth Ave., Brooklyn, N. Y.) 

MC C-902, Harold Miller et al., dba Navywear Manufacturing Co., Phil- 
adelphia, Pa., vs. Perris & Rossborough Co. 

Alleges rates on 126 shipments of men’s cotton sailor hats, from 
Philadelphia to Naval Clothing Depot, Brooklyn, N. Y., from Feb- 
ruary 28, 1944, to August 3, 1945, in violation of sections 216(d) 
and (e). Asks finding as to rates. (Harry W. Steinbrook, 1528 
Walnut St., Philadelphia 2, Pa.) 

MC C-903, Keystone Freight Lines, Tulsa, Okla., et al. vs. Breeding 

Motor Freight, Inc., Muskogee, Okla. 

Allege defendant has not rendered reasonably continuous, ade- 
quate service under certificate in MC 107232, since May 2. Ask revo- 
cation of certificate and that defendant be ordered to desist from 
claiming any right in the routes or certificate. (Hardy & Hardy, 
710 Ritz Bldg., Tulsa, Okla.) 
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Pan-Atlantic Steamship Authority 
Proposed and Protested 


Examiners C. B. Gray and W. J. Sweeney, Jr., in a pro- 
posed report in W-376, Sub. 3, Pan-Atlantic Steamship Corpo-, 
ration Extension—Baltimore, Md., have recommended that the 
applicant be authorized to operate as a common carrier by 
self-propelled vessels in the transportation of passengers and 
commodities generally, between Baltimore, and the ports of 
Boston, New York Harbor, Philadelphia, Georgetown, Miami, 
Port St. Joe, Tampa, Panama City, Mobile, and New Orleans. 
At the same time, in W-376, Sub. 1, and W-376, Sub. 2, there 
are before the Commission exceptions to an earlier proposed 
report of the same examiners involving extension of authority 
from the aforementioned ports, with the exception of Baltimore, 
to Port St. Joe and Miami. 

In the proposed report in Sub. 3, the examiners said that, 
in the absence of applicant’s proposed service there would be 
no deep-water coastwise service between Baltimore and the 
Atlantic and Gulf ports. They said further that, in the light 
of the Commission’s observations on the dependency of ports 
and coastal areas on water transportation, the evidence in the 
instant proceeding that the Maritime Commission had discon- 
tinued its coastwise operations, and the reluctance with which 
authorized carriers looked on resumption of private operation 
“clearly establishes the existence of a present public necessity 
for such additional service as is proposed by applicant.” 


Opposition to Earlier Report 


Agwilines, Inc. (Clyde-Mallory Lines), the Bull Steamship 
Line, and Southern railroads protested the proposed report in 
Subs. 1 and 2 (see Traffic World, June 14, p. 1869). 

The steamship lines asked the Commission to reverse the 
examiners’ recommendations for extension of the authority to 
serve Port St. Joe and Miami, Fla., and Boston, New York 
harbor, and Philadelphia. In the alternative, they asked for a 
further hearing and oral argument. 

Both the steamship lines and the railroads referred to the 
former practice permitting losses incurred in the operation of 
any of the vessels in a chartered fleet to be deducted from 
profits made in the operation of the other vessels in the fleet 
before additional charter-hire payments were made. These 
exceptions were dated prior to the signing by the President of 
the so-called Weichel bill, H. R. 3911, which, while extending 
the M. C. authority to March 1, 1948, eliminated the aforemen- 
tioned deduction privilege. 

Referring to the amendment by which this was accom- 
plished, the steamship lines said that in view of “the failure 
and refusal of applicant to disclose the extent to which it relies 
upon the fleet charter arrangement for its ability to conduct its 
coastwise operations,’ the importance of the then pending 
amendment was obvious. They continued: 


Certainly the Commission would not grant applicant authority here 
on the basis of present operations, when there is serious question 
whether such present operations can be continued, and applicant has 
not been required to furnish any information on that question. 















































Railroad Exceptions 


The southern railroad protestants asked that the proposed 
report be rejected, including the implication that rail service 
was inadequate, and asked dismissal of the application. They 
also observed that capital, wisdom, and skill must eventually 
avail nothing if there was no return, adding that the protestant 
water carriers had said there was too little traffic and too much 
risk for private operation in the post-war period. 









HARTMAN MOTOR PURCHASE QUESTIONED 


In a proposed report in MC F13432, John H. Hartman— 
Control; Hartman’s Transportation Co.—Purchase—Bernard F. 
Rauch, Examiner Philip N. Crowley has recommended that the 
Commission deny an application of Hartman’s Transportation 
Co., of Steelton, Pa. for authority to purchase the operating 
rights and certain property of Bernard F. Rauch, doing busi- 
hess as B. F. Rauch Co., of Hanover, Pa., and of John H. Hart- 
man, of Steelton, for authority to acquire control of the in- 
volved operating rights and property, through the purchase. 
The report said the purchase price was $65,000, covering inter- 



















state rights in Pennsylvania under certificate MC 55000, Sub. 3, 
corresponding Pennsylvania intrastate rights, and physical 
property. 

The examiner said it was his opinion that it had not been 
established that Hartman’s Transportation Co. could assume 
the obligations involved in the proposed transaction without 
impairing its ability to continue performance of its common 
carrier obligations to the public over its routes, and added: 


Substantial and continuing fixed charges upon a purchase price of 
$65,000 would be assumed by vendee in addition to those which have 
already been incurred by it in connection with its existing obligations. 
While it may be that Hartman has resources which he would make 
available to vendee, the record does not disclose with sufficient par- 
ticularity the nature of those assets and whether they would be readily 
available. It is proposed to borrow the entire purchase price of $65,000 
to finance the transaction. On this record, it has not been shown that 
the proposed transaction would be consistent with the public interest 
or that the fixed charges which would be incurred by vendee would not 
be contrary to the public interest. 


Proposed Reports 


Class Rate Restriction 


I. and S. M-2710, Class Rate Restriction—Central and West- 
ern States. By Examiner Roy L. Burge. Recommends discon- 
tinuance, and that schedules filed by members of Middlewest 
Motor Freight Bureau proposing to establish a minimum rating 
of 35 for application in connection with “east” factors of com- 
bination class rates alternating with one-factor class rates be- 
tween points principally in Illinois and Wisconsin and points 
in Western Trunk Line Territory, principally in eastern Iowa 
governed by “west” ratings in National Motor Freight Classifi- 
cation, be ordered cancelled. The examiner said the result 
would be to bring commodities such as canned goods, lumber, 
animal and poultry feeds, and chemicals, rated sixth class, to 
class 35 as minima in constructing combinations, resulting in 
increases chiefly on truckloads. The examiner said -he was of 
the opinion that respondent had failed to submit evidence to 
show the proposed minimum class rates just and reasonable. 


Bed Plates 


No. 29545, Mesta Machine Co. vs. Lehigh Valley et al. By 
Examiners A, C. Wilkins and Chas. W. Berry. Rate (export, 
fifth class) of 37.5 cents charged on six shipments of iron bed 
plates from Homestead, Pa., to New York Harbor, N. Y., for 
export, in the period November 27, 1944, to January 24, 1945, 
recommended to be found applicable and complaint dismissed. 
The examiners said the articles shipped were manufactured 
bases for and integral parts of machines and, after discussing 
tariff descriptions, the examiners said in Brown Paper Mill Co., 
Inc., vs. Baltimore & O. R. Co., 200 I. C. C. 189, division 2 found 
that a commodity rate published on iron and steel plates, 
straight or bent, punched or unpunched, did not apply on paper 
mill bed plates and that the class rate was applicable on the 
bed plates. 


Demurrage 


No. 29674, City of Buffalo vs. New York Central. By 
Examiners M. H. Konigsberg and L. J. P. Fichthorn. Dismissal 
of complaint recommended. Further recommended that demur- 
rage charges at Buffalo, N. Y., on cars of coal arriving in frozen 
condition between January 1, 1945, and March 31, 1945, be 
found not shown unreasonable. The examiners said the com- 
plainant had failed to prove that unusually severe weather 
conditions as alleged constituted the proximate cause of its 
failure to unload the cars within a reasonable time. They said 
the evidence clearly showed that the proximate cause of un- 
reasonable delay in unloading the cars was an accumulation of 
cars greatly in excess of the unloading capacity of complain- 
ant’s facilities, which were apparently inadequate to meet emer- 
gency situations. 


NEWTEX WATER OPERATIONS TO TEXAS 
Newtex Steamship Corporation, New York, by an applica- 
tion in W-896, Sub. 3, has asked the Commission for authority 
to provide additional service between the Port of New York 
and Port Isabel, Tex., and between the Port of Baltimore, Md., 
and the ports of Port Isabel and Brownsville, Tex, It was now 
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operating between the aforementioned ports under temporary 
authority, it said. Its permanent authorization, said Newtex, 
permitted service between New York, on the one hand, and, 
on the other, Houston and Brownsville, Tex. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. Statg in which applicant 


has home office is shown in “black face’ type, with name of town or 
city following.) 


Louisiana (Port Barre)—-MC 54808, Sub. 1, Sam Grimmett, 
Inc. Certificate proposed. Over irregular routes, (1) machin- 
ery, equipment, materials and supplies used in, or in connection 
with, the discovery, development, production, refining, manu- 
facture, processing, storage, transmission and distribution of 
natural gas and petroleum and their products and by-products, 
and (2) machinery, equipment, materials and supplies used in, 
or in connection with, the construction, operation, repair serv- 
icing, maintenance, and dismantling of pipe lines, including the 
stringing and picking up thereof, except the stringing and pick- 
ing up thereof, in connection with main lines, between points 
in La., and a described Miss. area, provided applicant submits 
a written request to the Commission’s Bureau of Motor Car- 
riers for withdrawal of the application for registration of its 
intrastate operating rights in MC 54808. 

Washington (Olympia)—MC 108365, Orville K. Brady, dba 
Olympia Airport Passenger Service. Denial of certificate pro- 
posed. Passenger, baggage, air express and air mail between 
Olympia, Wash., on the one hand, and the Olympia, Wash., air- 
port, on the other, over U. S. highway 99. 

Arkansas (El Dorado)—-MC 107416, Sub. 3, W. C. Smith, 
dba Smith Transportation Co. Certificate proposed. General 
commodities, with exceptions, between' Memphis, Tenn., and 
Monroe, La., over a specified alternate route for operating con- 
venience. 

_ Georgia (Thomasville)—MC 105249, Sub. 1, Mrs. L. C. Chas- 
tain, dba Chastain Transfer Line. Permit proposed and dual 
operations recommended. Fresh meats and packing house 
products from Thomasville, Ga., to Quincy, Fla., over irregular 
routes, with rejected shipments on return. 

New Jersey (Crawford)—MC 94755, Sub. 1, Faitoute Truck- 
ing Corporation. Permit proposed. Heating and air condition- 
ing equipment between Garwood, N. J., on the one hand, and, 
on the other, all points in that part of Conn., west of the Con- 
necticut River, over irregular routes. 

IMinois (Wood River)—MC 105125, Sub. 1, R. E. Knox and 
Ray Reese, dba K & R Transport Co. Permit proposed. Petro- 
leum products, in bulk, in tank trucks in truckloads of not less 
than 3,500 gallons, from Rockford and Peru, Ill., to all points 
in Allamakee, Clayton, Delaware, Dubuque, Jones, Jackson, 
Clinton and Scott counties, Ia., and to points in a described 
area of Wis., over irregular routes, with damaged or rejected 
shipments on return. 


Connecticut (Hartford)—-MC 46823, Sub. 4, Leo Lupoli, 
dba Ann Street Express. Denial of certificate proposed. Elec- 
trical household appliances, kitchen cabinets and kitchen sinks, 
from Hartford, Conn., to specified points in Mass., over irregu- 
lar routes, with return of rejected shipments. 

New York (New York)—MC 12379, Parker Tours, Inc. 
Broker’s license proposed. Passengers and their baggage be- 
tween points in United States. 


Texas (San Angelo)—-MC 2228, Sub. 23, Merchants Fast 
Motor Lines, Inc. Certificate proposed. General commodities, 
with exceptions, between San Angelo, Tex., and Goodfellow 
Field, Tex., over a specified route, and between San Angelo and 
Mathis airport, Tex., over unnumbered highways. ’ 


lowa (Dubuque)—MC 52770, Sub. 3, Merrill M. Pregler 
and Louise J. Fosse. Certificate proposed. Commodities classi- 
fied as dairy products, from points in a described area of Ia., 
to Calmar, Charles City, Dubuque, Iowa Falls, and Manchester, 
Ia., subject to request for cancelation of certificate MC 52770. 

Oregon (Portland)—-MC 108500, Sub. 1, Western Lines, 
Inc. Certificate proposed. Lumber, from points in Tillamook, 
Lincoln, Lane, Douglas, Coos, and Curry counties, Ore., to Coos 
Bay and Portland, Ore., and Vancouver, Wash., over irregular 
routes. 


New York (New York)—MC 108497, Carlo Turiano. Certi- 
ficate proposed. Wearing apparel and materials used in the 
manufacture thereof, between New York, N. Y., and Rutland, 
Vt., over irregular routes. 

New Jersey (Monroe)—-MC 108488, Jasper Ossentjuk, dba 
J. Ossentjuk. Permit proposed. Cheése, cOttage cheese, butter- 
milk, chocolate milk, cream, milk, and creamery products, from 
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Oxford Depot, N. Y., to Rochelle Park, N. J., over irregular 
routes, with return of empty containers. 

Utah (Chesterfield)—-MC 108423, Avery T. Beck. Certi- 
ficate proposed. Passengers, baggage, personal effects of pas- 
sengeérs, and camping equipment and camping supplies Of pas- 
sengers, between the Navajo Indian reservation in Coconino 
county, Ariz., on the one hand, and, on the other, points in 
Sevier and Sanpete counties, Utah, in special or charter opera- 
tions, over irregular routes. 

Illinois (Casey)—-MC 108405, Cecil Wright. Certificate pro- 
posed. Livestock and agricultural commodities from points in 
Cumberland county, Ill., located on and north of U. S. highway 
40 and on and east of Ill. highway 130, to Terre Haute and 
Indianapolis, Ind., fertilizers, from Indianapolis, Ind., to points 
in the aforementioned territory in IIl., coal, from points in Clay 
and Vigo counties, Ind., to points in the before described terri- 
tory in Ill., and clay products, from points in Vigo county, Ind., 
to points in the before described territory in Ill., over irregular 
routes in each instance. 

Ohio (Dayton)—MC 108059, Edward Zedeker. Permit pro- 
posed. Motor vehicle parts, from Richmond and Vincennes, Ind., 
to Ardmore, Chester, and Philadelphia, Pa., over irregular 
routes, traversing O., and W. Va., for operating convenience. 

North Carolina (Lilesville)—-MC 108030, Sub. 1, James 
Clark, dba Creeper’s Transfer. Permit proposed. Pre-cast re- 
inforced concrete slabs, from Lilesville, N. C., and points within 
2 miles thereof to points in S. C., over irregular routes. 

Quebec (Montreal, Canada)—-MC 108006, Noah Naislin. 
Certificate proposed. General commodities, with exceptions, 
between New York, N. Y., and the boundary of U. S. and Can- 
ada, over regular routes, serving specified intermediate and off- 
route points, restricted to traffic originating at or destined to 
points in Canada. 

Oregon (The Dalles)—MC 107956, Ralph E. Farmer and 
Lynn B. Mulkins, dba Ralphs Transfer Co. Certificate proposed. 
Household goods, between points in Wasco county, Ore., and 
between points in Wasco county, Ore., on the one hand, and 
points in Klickitat and Skamania counties, Wash., on the other, 
over irregular routes, and general commodities, with exceptions, 
between The Dalles, Ore., on the one hand, and points in Klicki- 
tat county, Wash., on the other, over irregular routes. 

California (Los Angeles)—-MC 107792, William S. Dunham, 
dba Dunham’s Transportation Co. Denial of certificate pro- 
posed. General commodities, with exceptions, between points 
in Calif., on the one hand, and Las Vegas, Nev., on the other, 
over U. S. highways 66 and 91, via Barstow, Calif., serving all 
intermediate points and the off-route point of Colton, Calif. 

Oregon (LaGrande)—MC 107673, Sub. 1, Thos. Theo. Greg- 
ory, dba Gregory Truck Service. Denial of application for cer- 
tificate proposed for want of prosecution. Livestock from points 
in Union and Wallowa counties, Ore., to points in Wash., and 
from points in Union and Wallowa counties to railheads in 
Union and Wallowa counties, over irregular routes. 

Oregon (Clackamas)—MC 107549, Sub. 2, Smith A. Tur- 
ner. Denial of application for certificate proposed for want of 
prosecution. Lumber, from points in Washington, Clackamas, 
Yamhill, Linn, Lane, Lincoln, and Multnomah counties, Ore., 
to Portland, Ore., and. Vancouver, Wash., and from points in 
Douglas, Coos, and Lincoln counties, Ore., to points in Coos 
county, Ore., over irregular routes. 

New York (Spring Valley)—-MC 107399, Walter B. Ecker- 
son. Denial of certificate proposed. Household goods, over 
irregular routes, between all points in Rockland county, N. Y., 
on the one hand, and, on the other, all points in N. Y., N. J., 
Conn., Mass., Pa., Md., and D. C. 

INMinois (Jerseyville)—-MC 107200 Sub. 6, Louis Gorman 
and James Gorman, dba Gorman Bros. Certificate proposed. 
Self-unloading lime spreader truck bodies, set up, parts and 
attachments thereof, and car loaders and car unloaders, and 
parts and attachments thereof, from Jerseyville, Ill., to Chat- 
tanooga, Knoxville, Memphis, and Nashville, Tenn., Jonesboro, 
La., Albany, Athens, Atlanta and Valdosta, Ga., Birmingham, 
Ala., Mason City, Ia., Lexington, Ky., Hannibal, Springfield 
and St. Joseph, Mo., Cincinnati, Columbus and Toledo, O., and 
Oklahoma City, Okla., over irregular routes, traversing Ark., 
Ind., and Miss., for operating convenience, with return of dam- 
aged or rejected shipments. 

Idaho (Clark Fork)—MC 105757, Sub. 4, P. G. Jones and 
James G. McCart, dba Clark Fork Stages. Denial of certificate 
proposed. Passengers, baggage, express, mail and newspapers 
between Missoula, Mont., and Thompson Falls, Mont., over a 
specified route. 

Connecticut (Norwich) —MC 101254, Sub. 1, Walter F. 
Congdon. Certificate proposed. Household goods between Nor- 
wich, Conn., and points within 5° miles thereof, on the one 
hand, and, on the other, points in Me., N. H., Vt., Pa., and O., 
over irregular routes through Mass., N. Y., N. J., and Pa., for 
operating convenience. , 
Nebraska (Kearney)—MC 89079, Sub. 2, Lloyd L, Bickel, 
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July 19, 1947 


dba Bickel Bus Line. Certificate. proposed. Passengers, bag- 
gage, express, mail and newspapers between Gering and Ogal- 
lala, Neb., over specified route. 

New York (New York)—MC 87883, Sub. 1, Bahr Trucking 
Corporation. Certificate proposed. Heating equipment between 
New York, N. Y., on the one hand, and, on the other, points in 
Conn., N. J., N. Y., and Pa., within 150 miles of New York, 
N. Y., boilers and boiler parts (a) from Reading, Pa., to points 
within 25 miles of New York, N. Y., and (b) from Midland 
Park, N. J., to points in Conn., N. J., N. Y., and Pa., within 
150 miles of New York, N. Y., and statuary from New York, 
N. Y., to points in Conn., and N. J., within 150 miles of New 
York, N. Y., over irregular routes. 

North Carolina (Charlotte)—-MC 61599, Sub. 82, Queen 
City Coach Co. Certificate proposed. Passengers, baggage, 
newspapers, express and mail, over a regular route, between 
Salemburg, N. C., and Bonnettsville, N. C. 

Kansas (Bonner Springs)—-MC 43589, Sub. 1, R. T. Fantz. 
Certificate proposed. Serving Kansas City, Mo., as an off-route 
point in connection with regular route operations between Bon- 
ner Springs and Kansas City, Mo., in the transportation of 
special commodities in each direction to the same extent that 
applicant is presently authorized to serve Kansas City, Mo., 
under certificate MC 43589 issued February 27, 1942, in con- 
nection with described regular route operations. ' 

Oregon (Portland) —MC 42487, Sub. 158, Consolidated 
Freightways, Inc. Certificate proposed. General commodities, 
except liquid petroleum products, in bulk, in tank trucks, over 
regular routes, between junction U.S. highway 2 and Mont. high- 
way 37 and Cutbank, Mont., over U. S. highway 2, between 
junction U. S. highway 2 and U. S. highway 89 and Great Falls, 
Mont., over U. S. highway 89, and between junction U. S. high- 
way 87 and Mont. highway 18 and Glendive, Mont., over high- 
way 18 as alternate routes for operating convenience in con- 
nection with applicant’s otherwise regular route operations, 
with no service at intermediate points. 

Missouri (Kansas City)—MC 11185, Sub. 52, Jack Cooper 
and Thom Cooper, dba J-T Transport Co. Permit propdsed. 
New automobiles, restricted to initial movements, by the truck- 
away method, from Detroit, Mich., to points in Kan., and to 
those in the Missouri portion of the Kansas City, Kan., Kansas 
City, Mo., commercial zone, over irregular routes. 

Missouri (St. Joseph) — MC 5888, Sub. 9, Mid-American 
Truck Lines, Inc. Certificate proposed. Tractors, farm and 
dairy machinery, supplies, equipment and parts, and building 
materials and equipment, between St.,Joseph, Mo., and points 
in Mo., Ia., Kan., and Neb., within 100 miles of St. Joseph, on 
the one hand, and Joliet, Ill., on the other, over irregular routes. 

Missouri (St. Joseph) — MC 5888, Sub. 7, Mid-American 
Truck Lines, Inc. Certificate proposed. Building and roofing 
materials, and hardware, from St. Joseph, Mo., to points in that 
part of Kan., on and north of U. S. highway 40, over irreg- 
ular routes. 

Texas (Dallas)—-MC 2229, Sub. 26, Sproles-Red Ball Lines, 
Inc. Certificate proposed. General commodities, with exceptions, 
between Trinidad and Waco, Tex., and between Palestine and 
Huntsville, Tex., over specified routes. 

lowa (Winterset)—-MC 981, Sub. 4, James R. Sawyer and 
John K. Sawyer, dba Sawyer Lines. Certificate proposed. Ani- 
mal and poultry feed from Burlington, Wis., to points in defined 
areas of Ia., Mo., and Neb., over irregular routes, with rejected 
shipments in the reverse direction. 

Nebraska (Auburn)—-MC 93879, Sub. 1, John A. Myers, 
dba John A. Myers Transfer. Certificate proposed. Fruit, for 
containers, from points in Nemaha and Otoe counties, Nebr., to 
St. Joseph and Kansas City, Mo., and to Council Bluffs, Ia., 
with empty fruit containers (new or used) on return, commer- 
cial feeds and hay between points in Nemaha county, on the 
one hand, and, on the other, St. Joseph and Kansas City, Mo., 
Topeka, Kan., and Council Bluffs, Ia., live stock, between points 
in Nemaha county, on the one hand, and, on the other, points 
In Kan., on and north of U. S. highway 24, other than Kansas 
City, Robinson, Horton, and Hiawatha, Kan., and grain and 
seed, between points: in Nemaha county, on the one hand, and, 
on the other, points in Ia., in a territory bounded on the north 
by U. S. highway 6 and on the east by U. S. highway 71, in- 
cluding points and places on the indicated portions of the high- 
ways specified, over irregular routes. 


CHANGES IN DOCKET 
Argument in MC 50544 and Subs. 1, 2, 3, 4, 5, 6, 7, 8, 9, 10, 11, 12, 
14, 19, 21-TA, 22, 24-TA and 30-TA, assigned for July 16, at Washington, 
D. C., was cancelled and reassigned for argument, for July 30, at 
Washington, D. C., before Division 5. 








Hearing in MC 30938, Sub. 9, assigned for July 18, at Boston, 
Mass., was postponed to a date to be fixed. . 

Hearing in MC 28985, Sub. 6, assigned for July 18, at Raleigh, N. C., 
Was postponed to September 8, at Sir Walter Hotel, Raleigh, N. C., 
before Jt. Bd. 103, 
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Commission Asked for Early Hearing 
in New Rail Freight Increase Case 


Chairman Aitchison, of the Commission, has acknowledged 
telegrams from John J. Fitzpatrick, chairman of the Traffic Ex- 
ecutive Association—Eastern Territory, advising the Commis- 
sion of his designation as chairman of committee of counsel of 
eastern lines in connection with the general revenue case Ex 
Parte 166, the number assigned to the latest petition of the 
railroads for an increase in freight rates (see Traffic World, 
July 12, p. 105). 

Mr. Fitzpatrick also said that for himself, and for Frank 
Gwathmey, counsel for southern lines, request was made that 
the Commission assign the case for hearing as soon after Au- 
gust 15 as possible. 

The chairman, in his letter of acknowledgment said noth- 
ing about a hearing date. 


The National Industrial Traffic League has advised its mem- 
bers that league counsel, in a letter to Chairman Aitchison, 
has formally requested for the league and shippers collectively 
that the new freight rate increase proceedings not be set for 
hearing before September 15 and that adequate advance notice 
be given of the date. E. F. Lacey, secretary of the league, sug- 
gested to members that if they expected to participate in the 
hearings and regarded hearings in August as premature, they 
might wish to wire the Commission to that effect. He said the 
league’s action was taken prior to and without knowledge of 
the request made on behalf of the railroads as to the hearings. 





Southern Railroads Ask Coach 
Fare Increases 


Twenty-five southern railroads have asked the Commission 
to investigate, determine speedily as just and reasonable, and 
authorize on short notice the following coach-fare increases: 


1. Increase the basic fares for transportation in coaches by 13.63 
per cent. The basic fares so increased will approximate 2.5 cents per 
mile. ‘ 

2. Increase the minimum one-way fare to 15 cents. 

3. Dispose of fractions in respect of one-way fares as follows: 
When total increased fares result in fractions of a cent, fractions of 
less than 0.5 cent shall be dropped and fractions of 0.5 cent or greater 
be increased to the next whole cent. 

4. File and publish the increased one-way fares herein sought 
on short notice, to-wit, five days, of simple forms of tariff publication. 

5. File and publish increased round-trip fares for transportation 
in coaches on short notice, to-wit, five days, of simple forms of tariff 
publication. It is petitioners’ intention, in the event they are author- 
ized to increase their basis one-way fares as herein sought, to increase 
their round-trip fares to the following basis: 180 per cent of the one- 
way fare (approximately 2.25 cents per mile in each direction) adding 
when necessary to make resulting fare end in ‘‘0’’ or ‘‘5.’’ 

5. Increase basic passenger fares for transportation in coaches 
between points on the lines of petitioners to the extent hereinabove 
indicated and, also, to correspondingly increase their interline fares 
between stations on lines of petitioners, on the one hand, and stations 
on the lines of connecting roads, on the other hand, to the extent 


necessary to reflect the increases herein sought on the lines of peti- 
tioners. 


Increases in parlor and sleeping car fares already had been 
asked by 37 Class II railroads operating in the south (see Traffic 
World, July 12, p. 105). Of these 23 wanted both the Pullman 
and coach fares boosted, 14 desired the Pullman increases only, 
and, in addition, two asked for coach fare increases only. 

The southern railroads, in petitioning for coach-fare in- 
creases, reviewed cost-increase data similar to those contained 
in the earlier petition for Pullman-fare increases. Said the 
petitioners: 


As information, petitioners have sent to the regulatory authorities 
in the states in which they operate a copy of this petition. Where 
13th section orders may be outstanding, as in the case of No. 11703 
covering the fares in Illinois, petitioner Southern Railway Co. asks 
that the same be modified and amended to sanction the increases 
herein sought in fares applicable in Illinois. 


The petition included in the considered territory “that part 
of the line of the Southern Railway east and south of and in- 
cluding St. Louis, Mo. 


TWIN CITIES PROTEST MOTOR INCREASES 


The Saint Paul Association of Commerce, St. Paul, Minn., 
and the Minneapolis Traffi® Association, Minneapolis, Minn., 
have asked the Commission to suspend item 4492 and other 
specified items of supplement No. 85, Central States Motor 
Freight Bureau, Inc., Agent, motor freight tariff No. 214, MF- 
I, C, C, No. 55, published to become effective July 23. 


































































































































178 






These items, if permitted to become effective, said the 
petitioners, would eliminate the joint through class rates of 
motor carriers applying between stations listed in note 180, at 
page 27, of supplement 85, MF-I. C. C. No. 55, and Minneapolis 
and St. Paul. They said the specified items provided for appli- 
cation of “Combination of rates over Chicago, IIl.,”’ from or 
to stations listed in note 180 of the aforementioned supplement. 

Cancelation of the joint through rates, said the petitioners, 
would increase rates between eastern points and the Twin 
Cities to the combination of rates over Chicago. 


Tariff Prohibiting Stop-Over for 
Peach Unloading Protested 


Nash-Finch Co., Minneapolis, Minn., has asked the Com- 
mission to suspend supplement No. 162, L. E. Kipp, Agent, 
I. C. C. No. A-3020, W. T. L. freight tariff No. 385, naming class 
rates from Southern Freight Association Territory to Western 
Trunk Line Territory, effective July 31. 

“This supplement,” said the petitioner, “contains a new 
item, No. 651, which would seek to prohibit stop-over for par- 
tial unloading of fresh peaches originating in Southern Terri- 
tory that are stopped in transit to part unload in Western Trunk 
Line Territory.” 

The petitioner said such restrictions should not be per- 
mitted to go into effect for the following reasons: 


1. It is practical and feasible to unload peaches in transit in 
Western Trunk Line Territory; it is done every day during the season. 
There is nothing any more difficult or risky about it than in handling 
any other item in the fresh fruit or vegetable list, all of which are 
similarly handled, 

2. Stopping these cars does not produce claims. On the contrary, 
it has a tendency to reduce claims because of quicker distribution and 
faster eonsumption, with less handling by l.c.l. means of transport. 

3. We can, and do, stop peaches which originate in every other 
producing district in the United States, including California, Washing- 
ton, Arkansas, Utah, Colorado, Illinois, Michigan, and other states. 
From all of those states the unloading-in-transit privilege is in effect, 
and is in daily use during the shipping season; and it is not fair to 
discriminate against Georgia or Carolina peaches during their shipping 
season. 

4. It is our understanding that within Southern Territory unload- 
ing in transit is permitted on more delicate commodities than peaches 
and that more than one stop is permitted. If such is the case, there 
certainly should be no objection on the part of southern railroads to 
permitting unloading in transit on the lines of other carriers in Western 
Trunk Line Territory. 


Nash-Finch Co. said it had tried by correspondence to per- 
suade southern carriers not to publish this restriction, but with- 
out success. 


“We think they are making a mistake in this matter, and 
that they are doing themselves, as well as us, more harm than 
good,” said the petitioner. ‘Western Trunk Line carriers have 
offered no objections to the present practice, and so far as we 
are aware are not in sympathy with this effort on the part of 
southern carriers.” 


Further Suspension Asked for Frozen 


Fruit, Vegetable Increase 


Miller Brothers Foods Co., Edinburg, Tex., has asked for 
further suspension: of rates that the Commission suspended 
from July 1, to and including July 30, in I. and S. 5509, Frozen 
Fruits & Vegetables, Texas to the East, embracing schedules in 
supplements Nos. 109, 110 and 111 to Agent D. Q. Marsh’s 
tariff I. C. C. No. 3559 and MF-I. C. C. No. 73 (see Traffic 
World, July 5, p. 29). The suspended schedules propose to in- 
crease the rates on fruits and vegetables, fresh, frozen solid, 
in carloads, from Fort Smith, Ark., Harlingen, McAllen and 
Mission, Tex., to Boston, Mass., Washington, D. C., and Water- 
port and New York, N. Y. 

Noting that a formal complaint was filed with the Com- 
mission on June 27, attacking the present level of rates on 
frozen foods described in its petition, the protestant asked for 
further suspension of the protested schedules until such time 
as the complaint was heard and decision rendered thereon. 

The protestant further requested that any hearings on the 
schedules be set for the same time as hearings on the formal 
complaint, if such hearings were ordered, and asked that if 
separate hearings on these matters were ordered, any hearings 
on its petition, if granted, be heldeat Edinburg, Tex. 

The Marsh schedules, said the protestant, would increase 
the rates on frozen foods from a rate of 110 cents and 114 cents 
a 100 pounds, to 116 cents (exclusive of Ex Parte 162 increases), 
which was the basis of rates published, applied and maintained 
from California producing points in item 4715, Transcontinental 
Freight Bureau tariff 3-S, Agent L. E. Kipp’s I. C. C. 1519. 


‘precedent set in the Commission’s decision in Nos. 28300-28310, 
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The petitioner said it had not been notified by Agent 
Marsh, by supplemental advice, of the contemplated increases 
and that the increases would adversely affect its interest and 
deprive it of the advantages of its geographical location, “a 


now affirmed by the Supreme Court of the United States.” 


Authority for Florida Winter 
Passenger Traffic Sought 


Refrigerated Steamship Line, Inc., by an application in 
W-333, Sub. 6, has asked authority to make changes in its 
operation under the original certificate, so as to operate sea- 
sonally between September and July in the transportation of 
passengers generally between New York, N. Y., and Florida 
ports. 

The applicant said that from February 25 through May 
20, under temporary authority, it operated two vessels between 
Fort Pierce and Jacksonville, Fla., and New York with accom- 
modations for eight passengers. In this period 132 passengers 
were carried, and requests for space far exceeded the capacity 
of the vessels, it added. That experience and an analysis of 
requests for passenger space for the next winter season, begin- 
ning in October, Refrigerated said it was satisfied the avail- 
able number of passengers seeking transportation between 
New York and Florida ports would exceed the capacity of 
vessels expected to be placed in service. 

It said the contemplated service includes the operation of 
three newly-built vessels with space for 12 passengers “in ex- 
cellent accommodations, each room having private bath.” 


Transcontinental Rails File 
Water-Competitive Increases 


Transcontinental railroads have filed tariff supplements 
making effective August 15, on statutory notice, the increases 
authorized in their rates on named commodities in No. 29663, 
Transcontinental Rail Rates (see Traffic World, July 5, p. 13). 

The supplements to Transcontinental Freight Bureau tariffs 
are as follows: No. 47 to tariff 1-Z; No. 29 to tariff 2-P; No. 
66 to tariff 3-S; No. 67 to tariff 4-W. 

In its report in that proceeding, which grew out of a re- 
quest by the War Shipping Administration and the Maritime 
Commission for an investigation in water-competitive railroad 
rates and practices, the Commission authorized the railroads to 
increase their rates on the commodities named by the amount 
they had asked but had not received in Ex Parte 162, Increased 
Railroad Rates, Fares and Charges, 1946. The increase will be 
25 per cent of the rates in effect June 30, 1946, and are pub- 
lished in lieu of the rates authorized in Ex Parte 162. 

While the Commission permitted the carriers to make the 
rates effective on or before August 15 on statutory notice, 
Agent Kipp, in sending the supplements to the Commission, 
said that, inasmuch as it was necessary to go somewhat farther 
than the Commission apparently contemplated, publication was 
made on statutory instead of the shorter permissive notice. His 
reference to going “somewhat farther” was said at the Commis- 
sion to relate to details of publication. Agent Kipp referred 
to special permission No. 31715 as authority for “the short-cut 
method of publication.” 

At the office of counsel for the intercoastal water carriers, 
who had announced that, as an “interim” measure, they would 
publish increases reflecting the increases published by the rail- 
roads, it was said discussions were under way at New Orleans 
on the tariffs to be filed. 


COTTONSEED CRUSHERS PROTEST ROUTING TARIFF 


The Mississippi Cottonseed Crushers Association has peti- 
tioned the Commission for suspension of supplement 62 to R. H. 
Hoke’s freight tariff 281-D, I. C. C. 595, item 11-B and other 
specified items, published to become effective July 31. Said 
the petitioner: 

For practical purposes the effect of this protested supplement is 
to divide the state of Mississippi into two segments, by drawing a line 
across the state from Meridian, Miss., to Vicksburg, Miss. As to all 
oil mills north of this line, which represents by far the greatest pro- 
duction in the state, the rates therefrom into Western Trunk Line 
Territory are restricted, so as not to apply, through the processing 
plants in the southwest, such as Dallas, Tex., Sherman, Tex., Waxa- 
hachi, Tex., and other points in Texas, Oklahoma, and Arkansas, which 
in the past have been very substantial markets for Mississippi cake. 
From oil mill points on and south of this line the Texas markets 
remain open to these mills without routing restriction. 


The protestant association said the “attempt on the part 
of the carriers to so arrange their routing as to dictate to the 
Mississippi industry what markets they may or may not ship 
to, is nothing new.” 
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Rail Mail Pay Case Adjourned: 
Rails Ask Interim Increase 


Post Office Department obtains continuance of pro- 
ceeding until September 30, immediately following 
which, railroads entered a motion for a 35 per cent 


ts 


interim” increase from time petition was filed until 
case is decided. Presiding commissioner says de- 
partment should be prepared to go ahead with the 
case on September 30 


Shortly after the opening of hearing in reopened No. 9200, 
Railway Mail Pay, in which the Commission has before it a 
petition of the railroads for an increase in rail mail pay rates 
of 45 per cent, Frank J. Delany, solicitor for the Post Office 
Department, filed a reply to the petition of the railroads, in 
which the department asked the Commission to reconsider mail 
rates of pay in the light of experience and to enter an order 
reducing present rates. 

Commissioner Mitchell presided. Hearing Examiner F. E. 
Mullen and Examiner Irving L. Koch sat with the commissioner, 
who reviewed the efforts of the Postmaster General to have 
Examiner Koch disqualified to sit in the proceeding on the 
ground of statements made by him at and after a prehearing 
conference in the office of Commissioner Mitchell (see Traffic 
World, July 12). He also reviewed the motion of the depart- 
ment to postpone the hearing, saying he had asked the Com- 
mission to. rule on those matters, and that the Commission had 
denied the petitions. 

The request of the Postmaster General for a decrease in 
present rates of mail pay was in the form of a cross-petition 
added to an answer to the petition for the increase in rail mail 
pay. In the answer, the Postmaster General denied the value 
of the railroads’ service had increased as alleged and said, with 
reference to other portions of the petition, he did not have 
sufficient information. 

For this cross-petition, the Postmaster General said the 
rates established by the order of July 10, 1928 (144 I. C. C. 
675) were in excess of fair and reasonable rates for the trans- 
portation of the mail and the service connected with it. He 
asked that: ; 


1. The above entitled proceedings be reopened for re-examination 
with respect to all pertinent facts and circumstances surrounding the 
transportation of the United States mail, and the service connected 
therewith, to the full extent permitted by the provisions of the act of 
July 28, 1916 (39 Stat. 412). 

2. In connection with said re-examination the Commission take 
into consideration the experience gained since its order of July 10, 
1928 . . . and review that order in the light of that experience. 

3. The Commission enter an order in conformity with the law and 
the evidence reducing the rates now in effect for the transportation 
of United States mail, and the service connected therewith, by railways, 
and deny any increase in the said rates. 










































Appearances for the railroads and for the Railway Mail 
Transportation Committee were entered by Guernsey Orcutt; 
Thomas P. Healy; R. J. Fletcher, Jr.; L. J. Huegel; J. M. Hood; 
J. M. Souby; Russell B. James. For the Post Office Depart- 
ment, appearances were: Frank J. Delany, solicitor; William 
Coyne; Stanley Ozark, and Paul Meininger. 

William Denning, appearing for the National Council of 
Business Mail, Inc., a Chicago organization, and for the Na- 
tional Publishers Association, Inc., a New York organization 
made up of magazine publishers, asked permission to intervene, 
on the ground that any increase in rail mail pay would be 
followed by increased postage rates. 




















Rails Reply to P. O. Petitions 


Mr. Delany, after Commissioner Miller had announced the 
rulings of the Commission, said that, as to the petition to vacate 
the hearing order, he had received no replies to that petition. 
Mr. Orcutt said an answer had been prepared and ready to 
file when the Commission’s order denying the petition was re- 
ceived. 

Mr. Delany then said that only ten minutes earlier he had 
received for the first time a new exhibit from the railroads, 
purporting to be a cost study for 1946 equated to 1947 wage 
and price levels, adding that “like other exhibits which have 
been received, there is absolutely no narrative explanation 
whatever.” He said it was “a jumble of figures with cryptic 
entries.” He said he had not had time to check the exhibit and 
if it was to be utilized that day by the railroads, some time 
should be granted to permit Post Office counsel to advise them- 
Selves of the nature of the study. He said there was shown a 
difference of about $6,000,000 between total expenses charged 
to mail in the exhibit and in a previous exhibit for 1946, adding 
that “how that comes about I do not know, and what weakness 
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in the general system used in making up the previous exhibit 
cannot be told without study.” He said ‘“‘we realize this is a 
trifling sum—six million dollars,” and suggested two weeks 
would be needed to study it. 

Commissioner Mitchell asked if he understood Mr. Delany 
to say he would be ready to go ahead in two weeks, to which 
the latter replied in the negative, explaining he meant two 
weeks should be allowed for examination of the exhibit he had 
just received. The commissioner then asked when the Post 
Office Department would be prepared to proceed. Mr. Delany 
said “when the will of the people of the United States was 
expressed” by action of Congress in granting a special appro- 
priation for the amount, which he estimated at one million 
dollars, needed to carry on the proceeding. He observed that 
the Commission could make its order retroactive, so there 
would be no loss to the rails if additional time was taken to 
dispose of the petition. He observed that the Supreme Court 
had taken judicial notice of the fact that “these cases” take 
years and had upheld the Commission’s right to make a retro- 
active order. Commissioner Mitchell remarked that ‘‘we have 
not finished this case yet,” and added that after six months it 
had not ‘‘been started.” 

Mr. Orcutt asked and received permission to read into the 
record an 11-page reply to the petition of the Postmaster Gen- 
eral for a delay in the hearing. Among other things, he said 
Mr. Delany was neither accurate nor fair “in seeking to create 
the impression that for approximately two years the railroads 
have secretly prepared evidence,” asserting that the railroads 
had cooperated fully in furnishing data to the Post Office De- 
partment. He also said there was no issue before the Commis- 
sion as to the system of railway mail pay and that if the Post 
Office wanted the system re-examined, “it has adequate means 
under the railway postal law.” The issue should not, he added, 
be injected “here” as a reason for delay. 

Mr. Delany did not agree that the railroads had cooperated 
fully and after reference to dates of hearings before Congress 
on Post Office appropriations, said the petition of the railroads 
had not been received in time to include in the 1948 budget a 
sum for meeting the costs of the procedure. He said the matter 
of getting an appropriation was not “a matter of running down 
to Congress and whistling for it,” but required an “involved 
proceeding,” with preliminary hearings before the Bureau of 
the Budget. 


The Post Office solicitor then made a statement in which 
he said statements in the answer read by Mr. Orcutt were 
subject to proof, and after Commissioner Mitchell had asked if 
he would accept it as a professional statement, Mr. Delany said 
he would not. The commissioner said the Commission would 
accept it. Mr. Delany, referring to earlier mail pay proceedings, 
said the questions in the present proceeding were not simpler 
than in the earlier proceedings and that he did not think human 
intelligence had advanced so “‘that we can do in four months” 
what formerly took about three years. He continued by assert- 
ing there was no reasoon for haste or a “quick hearing” at 
which, he said, the department would not be adequately repre- 
sented because of lack of time and so “an unfair trial and an 
unfair result will come about.” That, he added, was what Mr. 
Orcutt was asking for, and that it was the function of the 
Commission to see that such a thing did not happen. 


Commissioner Mitchell said Mr. Delany might rest assured 
the Commission would see that no unfair trial was held. He 
observed that “the other cases” took years, adding that “we 
must make a start,” that the instant petition was filed in Febru- 
ary and that two continuances had been granted and two con- 
ferences held, but that “to date we have not progressed very 
far.” He said the petition to vacate the order setting the hear- 
ing would be overruled and said Mr. Orcutt might proceed with 

is case. 

Before calling his first witness, Mr. Orcutt said the docu- 
ment offered by Mr. Delany was more than an answer, observ- 
ing that the cross-petition attached to it sought to enlarge the 
scope of the case and make the case, like the earlier one, last 
three years. In any case, he added, a cross-petition filed “the 
moment we proceed to present our testimony” came too late. 
Commissioner Mitchell said the railroads might have 10 days 
in which to reply, and Mr. Orcutt said three days would be 
sufficient. 

Post Office Lacks Facts : 


On the second day of the hearing, Commissioner Mitchell 
referred to questions he had asked on the first day, to inquire 
if he was correct in understanding that the Post Office had no 
records that would show unused space, deadheading of cars, 
or other details of the mail service paid for. 

After conference -with his associates, and further questions 
by the Commissioner, Mr. Delany said there was no one in the 
department who had statistics on the amount of space required 
each day, the unused space, or the deadheading. He explained 
that the affidavits presented by the railroads for mail service 





180 


were checked by a man in the office of each of the 15 offices 
of general superintendents in the various railway mail oper- 
ating divisions throughout the country, and that no cumulative 
total of the figures were kept. The check, he said, covered 
every movement of mail, and that cumulative figures on the 
subjects mentioned by the Commissioner would have to be 
compiled. Later he said figures for one month were compiled 
once a year. 

“You are paying these people 120 or 130 million dollars 
a year,” said Commissioner Mitchell. “It seems to me there 
would be some check in your department showing what that 
payment was for, the amount of deadheading, and the amount 
of unused space. " 

He added that if the department relied on the check of 
vouchers by the superintendents’ offices, he wondered what the 
Post Office had in the way of records. Mr. Delany said the 
department had been trying to convince Congress of the im- 
portance of that need for a long time, and the commissioner 
observed that if he had the responsibility he would have the 
information “set up tomorrow morning.” Mr. Delany replied 
that the Commissioner would not if he had to get the money 
from an appropriations committee, and when Commissioner 
Mitchell said that if the figures were available it would be 
easier for Mr. Delany to present his case, the latter replied, 
“T’ve been trying to tell you that since this case started.” 


Railroad Witnesses 


P. J. Schardt, vice-president, Southern Railway System, 
and chairman of the committee on railway mail transportation 
read a 10-page statement reviewing the history of the com- 
mittee and its predecessor since 1909, stating the increased cost 
of railway post office cars, mail apartment cars and baggage 
cars in 1947 over the 1925-1930 period, and detailing contacts 
with the Post Office Department in connection with the instant 
petition, the nature of the mail services furnished, and the 
rules and regulations set up by the department under which 
mail traffic moved. No other shipper or class of shippers had 
authority to direct the method by which transportation should 
be performed or prescribed the construction and design of cars 
used for their traffic, he said. 

In the course of his statement, Mr. Schardt said, as evi- 
denced by the petition, the railroads originally planned to 
submit the case on evidence of need of revenues and the tre- 
mendous increase of general railway operating costs since 1940. 
He added that “we did not at that time, nor do we now, intend 
to inject the question of a so-called cost formula into the case.” 

Mr. Delany subjected Mr. Schardt to a long period of 
cross-examination and at the end of the day indicated he 
wanted Mr. Schardt available for further questioning: later, if 
he felt further questions were necessary. From Mr. Schardt, 
and later from Charles H. Buford, president of the Milwaukee, 
and during the war years vice-president, operations and main- 
tenance department of the A. A. R., Mr. Delany asked for 
“elaboration” of statments made in their prepared testimony, 
for statistics on which statements were based, and for specific 
data on which opinions expressed had been formed. 

While Mr. Delany was cross-examining Mr. Schardt, Com- 
missioner Mitchell, after a series of questions about the han- 
dling of mixed trains, about the handling of baggage and ex- 
press, about deadheading of mail cars, about the increased cost 
of mail cars as compared with the earlier period, in conjunction 
with larger size and improvements in present-day cars, and 
about the possibility that while cost of railroad operation might 
have, increased the proportion of mail use of railroad facilities 
might have fallen, asked if ‘all this’ was relevant. The com- 
missioner’s question came after Mr. Delany had asked, after 
the other questions, whether the obligation of the railroads to 
carry mail under the law was a “harsh” one. 

Mr. Buford said he wanted to supplement testimony of- 
fered in respect of the costs of handling mail by referring to 
“many elements of costs of that service that are not readily 
ascertainable from books of record but do result in lowering 
substantially the net return to the railroads for the handling 
of U. S. mail.” 

When Mr. Delany, in cross-examination, asked for some 
examples of such elements, Mr. Buford told of a truck driving 
up to a small Minnesota railroad station on a night of rain, 
with mail taken from a grounded plane, with the request that 
a through train be flagged to take it on. That was done, Mr. 
Buford said, after the agent had asked the dispatcher for 
instructions. 

Dr. Parmelee, vice-president and director of the Bureau 
of Railway Economics of the A. A. R., submitted cost and 
revenue figures, apportioned to the various rail services. At 
one point he said the “weak spot” in the present railroad finan- 
cial statement was the steadily diminishing amount of net 
working capital, which, he said, fell from $1,256,725,475 at the 
end of 1946 to $1,147,524,896 on April 30, 1947. 


1. C. President’s Statement 


Mr. Orcutt asked if the hearing might convene on Saturday 
for an hour to hear a statement by W. A. Johnston, president 
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of the Illinois Central. Mr. Delany said he would need the 
entire week-end for study of the case and could not be present. 
Mr. Orcutt then asked if Mr. Johnston’s evidence might be 
presented as a verified statement. Mr. Delany said he could 
not agree to this until he had seen the statement. 

In the final day of hearing, July 14, in reopened No. 9200, 
Commissioner Mitchell granted the Post Office Department an 
adjournment until September 30, at which time, he said, the 
department would be expected to be ready to go ahead with its 
case. 

Mr. Delany had previously told the commissioner he needed 
time in which to study exhibits and testimony of railroad wit- 
nesses. He said he would need two weeks in which to prepare 
for cross-examination of J. P. Cole, assistant to the vice-presi- 
dent of the Association of American Railroads — accounting, 
finance, valuation—who had given evidence as to development of 
a formula for transporting railway express traffic, and the de- 
velopment of the formula used in the mail pay case. That time, 
however he said would not permit him to carry his cross-ex- 
amination beyond “clarifying” the meaning of the testimony. 

Asked by the commissioner how long, after Congress 
granted the special appropriation for the work, the department 
would need to prepare its case Mr. Delany made a “guess” of 
two months. Referring again to the lack of knowledge con- 
cerning the railroad mail situation, Mr. Delany said his cross- 
examination, without further preparation, could only be “fishing, 
fishing, fishing.” 


Rails Ask 35 Per Cent “Interim” Increase 


When the commissioner ruled that the hearing would be 
adjourned, Mr. Orcutt offered a motion for ‘‘compensation for 
transporting United States mail during the interim from and 
after February 19, 1947, until final order . . . herein of not less 
than 35 per cent in excess of the rates now in force.” 

In support of the motion, the railroads said, notwithstand- 
ing the desire of the Postmaster General for a re-examination 
in their entirety of the rules governing the transportation of the 
mail such transportation had been and would be furnished un- 
der presently existing rules until they were changed; that they 
were entitled to fair and reasonable compensation for the trans- 
portation and service furnished and “ought not in fairness to 
be required to forego such fair and reasonable compensation” 
until it might be determined “at some distant date” whether or 
not such rules should or should not be changed in some slight 
degree or otherwise for future application. 


They said also they had “incontrovertibly established” that 
the cost of their overall operations in 1947 would be more than 
$2,750,000,000 in excess of operating costs in 1928, when the 
present mail rates were set, and that the portion of overall 
costs allocable to mail transportation and service would exceed 
the 1928 costs by far more than 45 per cent. Transportation of 
mail at rates less than fair and reasonable was contributing di- 
rectly and substantially to the present critical need of the rail- 
roads for increased revenue, the railroads said, and that im- 
mediate relief was necessary. 


Mr. Orcutt also filed a reply to the answer and cross-peti- 
tion of the Post Office Department to the petition for the 45 
per cent increase. Observing that no application for re-examina- 
tion of the system of rail mail rates had been filed by the 
Postmaster General prior to hearing, the railroads said the Sala 
issue raised by their petitions was the extent to which the 
existing level of mail pay rates should be increased. The peti- 
tions raised no issue to the continuance or propriety of differ- 
entials in those rates, or of the Commission’s rules as to the 
manner in which the rates were applied, or as to any other 
feature of the system of railway mail pay the railroads said. 
After reviewing the 1928 rail mail pay case, the railroads said 
in deciding what the level of mail-pay rates was to be, the 
Commission was performing a function entirely different from 
that performed by it in deciding what rules were to comprise 
the system by which the level of rates fixed was to be applied. 
The two functions required important differences in approach, 
they said, and much evidence pertinent to one function would 
not be pertinent to the other. 


No Right To “Confuse” Issue 


Evidence submitted by the Post Office Department on any- 
thing but the single issue before the Commission would make 
consideration of that issue more difficult and complicated, said 
the railroads, “by the confusion of that issue with the unspeci- 
fied ones which might be construed to be contemplated by the 
vague prayer of the Postmaster General.” 

If the Commission should enter an order enlarging the 
issues in the proceeding, they said, the order should require the 
Postmaster General to state specifically what features of the 
system of railway mail pay, as comprised by the Commission’s 
rules, he desired to have eliminated or altered, and in what 
manner, and to allege facts on which those requests for altera- 
tions or eliminations were based. They asked also that enlarge- 
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ment of the issues should in no way hinder or delay determina- 
tion of “the single issue upon which hearing is now being held.” 

For more than 19 years, the rails continued, the Postmaster 
General had not challenged before the Commission any one of 
the rules or regulations of the system under which the pre- 
scribed level of mail-pay rates was applied. Referring to state- 
ments that the department was not prepared to go ahead with 
its case, the railroads said the Postmaster General’s right to 
challenge or not the features of the existing system could not 
properly be exercised in such a manner as to confuse or delay 
the Commission’s decision on the present level of rates. 

The Post Office Department was given 10 days in which to 
reply to the motion for the 35 per cent “interim” increase. 


Railroad Testimony 


In addition to Mr. Cole, testimony in support of the rail- 
roads’ petition was presented by Frank J. Wall, vice-president 
of the New Haven, and Joseph Marks, assistant freight traffic 
manager of the Southern Railway System. 

Mr. Wall testified to the increased costs of railway opera- 
tions since 1928. Having referred to added costs of railroad 
mail cars incurred by the Illinois Central, Mr. Wall, under 
cross-examination by Mr. Delany, said he had the facts from 
that railroad, and in answer to a further question agreed he 
would not have been on the stand had Mr. Delany been willing 
to listen to the president of the Illinois Central on the preceding 
Saturday. When Mr. Delany asked who had prepared his state- 
ment, Mr. Wall asked: “Who do you suppose prepared it?” 
adding that the statement was his own. 

Mr. Marks offered a number of exhibits to show the “per 
car’ and “per car-mile’”’ earnings on various types of freight 
traffic. While Mr. Delany was cross-examining him, Commis- 
sioner Mitchell asked if he understood what was apparently the 
purpose of Mr. Marks’ testimony, i. e., to introduce earnings 
on freight traffic that might be compared with earnings on the 
transportation of mail. 


Controversy Over Continuance 


Mr. Cole had been recalled to the stand for cross-examina- 
tion when a lengthy exchange between Commissioner Mitchell 
and Mr. Delany occurred as to when the latter would be pre- 
pared to go ahead with his case beyond a “clarifying” cross- 
examination. Mr. Delany said he did not think there was much 
chance that the department would not receive the special ap- 
propriation it had requested and again raised the point that 
the Supreme Court had taken judicial notice of the length of 
time to decide “such cases,” inferring from the statute the 
power of the Commission to make its order retroactive. To this 
Commissioner replied he could see no reason for delaying this 
case because another one had taken three years to decide. He 
added he was told by another commissioner that when the 
former decision was finally made after three years, the Com- 
mission was seriously criticized by President Coolidge. He said 
if the department was given “a couple of months” there should 
be no alibi about proceeding with the case. Mr. Delany said, 
after the appropriation was received, cost accountants and 
transportation economists would be employed on a temporary 
basis, and added a great deal of time would have been saved 
if the department had been permitted to participate fully in 
the investigation the railroads made. 

Commissioner Mitchell said, by the same rule, the depart- 
ment would be ready if it had kept records up to date, adding 
it might, perhaps, have been “in here” two, or five, or ten years 
ago asking for a reduction. 

Mr. Orcutt said he opposed the formal motion for a con- 
tinuance generally, offered by Mr. Delany, with conferences 
from time to time to inform the Commission of progress, “‘just 


} as vehemently” as he could. He said he was amazed at Mr. 


Delany’s complaint that the railroads’ entire case had not been 
made known to the department in advance of presentation. 

At the final session, Commissioner Mitchell ruled that the 
National Council of Business Mail, Inc., and the National Pub- 
lishers Association, Inc., an organization of magazine publishers, 
would be permitted to intervene and produce evidence on the 
Specific question before the Commission. 


PACIFIC ELECTRIC MAIL PAY 
_The Pacific Electric Railway Co., Los Angeles, Calif., has 
petitioned the Commission for an increase in rates of compen- 
sation for transporting U. S. mail. The applicant said that it 
Sustained a loss of $76,285 a year, based on revenues in effect 
March 30, 1947, and out-of-pocket costs of handling the mail. 
It proposed increases in rates of pay that it estimated would 

produce additional annual revenue of $84,959. 


DENVER I. C. C. PRACTITIONERS 
Commissioner Aitchison, chairman of the Commission, will 
be the guest speaker at the August 8 luncheon meeting of the 
Denver chapter, Association of I. C. C. Practitioners, at the 


181 


Cosmopolitan Hotel. Members of traffic and transportation or- 
ganizations have been invited to be present on the occasion. 
Lowe P. Siddons, general traffic manager, Holly Sugar Corpora- 
tion, will be toastmaster. The Denver chapter, youngest of the 
association affiliates, is headed by Chairman W. W. Anderson, 
traffic manager of the Dorr Co., Denver. 


Cotton Belt Reorganization Ends 


The St. Louis Southwestern Railway Lines will return to 
private ownership on July 24 under an order signed July 14 by 
Federal District Judge George H. Moore at St. Louis to dismiss 
the eleven and one-half year old reorganization proceedings. 
Dismissal of the trusteeship is the culmination of a voluntary 
readjustment program outlined in a joint petition filed several 
weeks ago by Judge Berryman Henwood, trustee of the prop- 
erty, and the debtor corporation, railway officials said. The plan 
as approved is in lieu of a reorganization plan which would have 
cost stockholders complete loss of their heldings. The Cotton 
Belt’s readjustment plan is the first case in recent years in 
which all the interest of stockholders in a railroad in reorgani- 
zation was preserved, stated Judge Henwood. 

During the depression of the early 1930’s the railroad 
sought protection of the courts for the third time in its history, 
and in December, 1935, filed petition in the federal court at St. 
Louis seeking reorganization. In emerging from the recent 
reorganization proceedings, the Cotton Belt’s debt has been re- 
duced by some $12,000,000 and its annual fixed charges will 
be 36 per cent less than before it went into bankruptcy. ‘With 
its property and equipment in good condition as a result of 
numerous improvement programs, the Cotton Belt faces the 
future with confidence,” officials announced. 


Motor Act Prosecutions 


(Digests ot statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Northern Georgia district, Atlanta division, at Atlanta. On 
July 3, Eldridge H. Williams, of Marietta, Ga., and Carl M. 
Cain and Robert W. Smith, of Atlanta, were fined a total of 
$800 on their separate pleas of nolo contendere to informations 
charging them with violations of part II of the interstate com- 
merce act. Williams was charged with operating as a common 
carrier of passengers in interstate commerce for compensation, 
by transporting charter parties, without a certificate having 
been issued to him by the Commission authorizing the particu- 
lar operations described in the information. Cain, who holds a 
broker’s license from the Commission to arrange for the trans- 
portation of passengers, and Smith, who has been associated 
with Cain in the operation of the brokerage business, were 
charged with aiding and abetting Williams in some of his oper- 
ations on the ground that they had arranged for Williams to 
transport charter parties from Atlanta to points outside of 
Georgia, knowing that he did not have authority to perform 
such transportation. Of the total fine, Williams was ordered 
to pay $600 while Cain and Smith were required to pay $100 
each. ; 


Alabama middle district, northern division, at Montgomery. 
On June 30, Austin Jordan, a motor carrier, and Standard 
Forge and Axle Co., Inc., a shipper, were fined a total of $1,500 
following entry of their separate pleas of guilty to an informa- 
tion. Of the total fine, Austin Jordan was fined $500, and 
Standard Forge and Axle Co., Inc., $1,000. Both fines were 
ordered paid in full. Jordan was charged with operating as a 
carrier of property for compensation without a Commission 
certificate authorizing the particular operations described in the 
information. Standard Forge and Axle Co., Inc., was charged 
with aiding and abetting Jordan in such operations. The trans- 
portation in question was performed under purported leases of 
Jordan’s motor vehicles to the shipper, which the government 
contended were ineffective as leases and were designed to give 
the appearance of private carriage to operations that were in 
fact transportation for compensation. 

Missouri western district, western division, at Kansas City. 
Kansas City Southern Transport Co., Inc., of Kansas City, on 
June 25, was fined $1,500 following its plea of nolo contendere 
to an information charging it with operating as a common car- 
rier of property without Commission authority. The fine was 
required to be paid. The carrier’s interstate certificate con- 
tained conditions providing that the service to be performed by 
it was limited to service that was auxiliary to, or supplemental 
of, rail service of the Kansas City Southern Railway Co. or the 
Arkansas Western Railway, and providing that the carrier 
should not serve any point not a station on rail lines of those 
railways, or transport shipments between designated key points 
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or through, to, or from more than one designated key point on 
the railways. The unauthorized service performed by the de- 
fendant on which the prosecution was based was service be- 
tween such key points and through, to, or from, more than one 
of such designated key points on the railways. : 
New Jersey district, at Newark. On June 27, Zohn’s Refrig- 
erated Trucking Service, Inc., of New York, N. Y., was fined 
$1,500 following entry of a plea of guilty to an information 
charging it with operating as a common carrier of property for 
compensation without a Commission certificate authorizing such 
operations and with so operating without having filed with the 
Commission a tariff of rates and charges applicable to such 
transportation. The fine was required to be paid. 


Emergency-Law-Repeal Bill Near 
Passage; Transport Affected 


As the House prepared to consider S. J. Res. 123, a resolu- 
tion declaring that, in interpreting certain acts of Congress, 
joint resolutions and proclamations, “World War II, the limited 
emergency, and the unlimited emergency shall be construed as 
terminated and peace established,” there became available at 
the Capitol a 104-page compilation setting forth in detail the 
provisions of war emergency laws terminated, repealed or un- 
affected by the joint resolution. 5 

The compilation, prepared by the staff of the Senate ju- 
diciary committee, was identified as part 2 of Senate report No. 
339, 80th Congress. Part 1 of the report, issued prior to adop- 
tion of S. J. Res. 123 by the Senate, merely identified by num- 
ber and section each of the provisions of law covered by the 
joint resolution. 

In part 2 of the Senate report it was shown that a number 
of emergency laws affecting the field of transportation were 
among those terminated, repealed, or made inoperative (be- 
cause of the conclusion of the emergencies to which they applied, 
under terms of S. J. Res. 123) by the resolution. 


Rule Granted in House 


The House rules committee on July 14 granted a rule to 
expedite disposition of the joint resolution by the House. The 
rule fixed a one-hour limit on House debate on the measure. 
Observers at the Capitol believed House passage of the resolu- 
tion was certain. 

Part 2 of the Senate report listed 542 provisions of law that 
were in effect in the war emergency. In part 1 of the report, 
the Senate judiciary committee said it had found that, at the 
time of preparation of the report, 44 of the 542 emergency and 
wartime provisions of law had already expired or had been re- 
pealed or similarly affected, some on March 31 of this year and 
others on the President’s proclamation of the cessation of hos- 
tilities; that 70 provisions would expire on a definite date al- 
ready fixed by Congress in the terms of the provisions them- 
selves; that 71 were not war measures in the sense in which 
that term was usually interpreted, but related to U. S. agricul- 
tural programs, provided rights for veterans, or pertained to 
other similar matters, and that a number of other provisions 
comprised those relating to matters on which legislation was 
now pending in Congress. 

Section 1 of the resolution, the committee said, would effect 
immediate repeal of 60 statutory provisions, including “the 
bulk of all the temporary statutes enacted since the beginning 
of World War II;” section 2 would amend 16 additional statutory 
provisions so as to effect their repeal at a fixed time in the 
future, to permit a necessary period for conversion to peace- 
time operations; and section 3 would have the effect of termi- 
nating immediately operations under statutory provisions which 
were in effect only during a period of war or emergency, nearly 
all of the 108 provisions of law affected by this section being 
permanent legislation under which the authority provided be- 
came effective only in emergency or wartime periods. 


Emergency of wartime provisions of law relating to trans- 
portation which are among those itemized and discussed in part 
2 of Senate report 339 embrace the following: 

Interstate and Foreign Commerce Generally 


Item 400. Provision of 39 Stat. 604 (Aug. 29, 1916) that the Presi- 
dent may demand, in time of war or threatened war, that preference 
and precedence over all other traffic be given for the transportation of 
troops and war material, This would be terminated by S. J. Res. 123. 

Item 401. Provision of 39 Stat. 645 (Aug. 29, 1916) that the Presi- 
dent in time of war is empowered to assume control of transportation 
systems for the transfer of troops, war material, etc. This would be 
terminated by S. J. Res. 123. 

Item 402. Provision of 41 Stat. 477 (15)—Feb. 28, 1920—that the 
Interstate Commerce Commission is to direct that preference be given 
to transportation of such traffic as the President deems essential to 
national defense and security in time of war or threatened war. This 
authority would be terminated by S. J. Res. 123. 

Item 405. Provision of 56 Stat. 298, sec. 420 (May 16, 1940) making 
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equally applicable to freight forwarders the authority of the President 
to certify to the I, C. C. that certain traffic is to be given priority in 
transportation in time of war or threatened war. This would be ter. 
minated by S. J. Res. 123. 


Comment by Senate Committee 


The Senate judiciary committee made the following com- 
ment with respect to item 400, and said its comment was “sub- 
stantially applicable” also to items 401, 402 and 405: 

“The committee, in the resolution, effects a termination of 
the war power of the President under this provision of the 
interstate commerce act. It is the view of the committee that 
the Office of Defense Transportation, which presently exercises 
such power, will have ample authority to effect necessary regu- 
lation of transportation under the bill containing allocation 
powers. .. . The effect of the resolution (S. J. Res. 123) on the 
cited provision of the interstate commerce act will be to lapse 
the authority thereunder only, and such authority will remain 
available for exercise in the event of occurrence of the con- 
tingencies provided for in terms of the provision.” 

Unaffected by the joint resolution, the committee said, was 
a provision of 58 Stat. 751, ch. 423 (Sept. 27, 1944) permitting 
common carriers to grant reduced rates of fares to (1) person- 
nel of the armed services (U. S. or foreign) traveling at their 
own expense while on official leave, furlough, or pass; and (2) 
persons discharged, etc., from U. S. armed services within 30 
days prior to commencement of such transportation to their 
homes. The committee stated that provisions of “this perma- 
nent statute” were permissive only and that, “in view of the 
character of this legislation, it appeared desirable to the com- 
mittee to retain it in full force and effect.” 

Pipelines 

Item 407. Provision of 55 Stat. 612, ch. 333 (July 30, 1941) per- 
mitting continuance until ‘‘one year after the termination of the ‘un- 
limited emergency’ of operation or maintenance of petroleum pipelines 


constructed under authority of the act of July 30, 1941. This would be 
terminated by S. J. Res. 123. , 



















“ane resolution,” the committee said, “has the effect of 
terminating the emergency to the extent that it pertains to this 
statute. The resolution thus will have the effect of beginning 
the one-year period which is provided in this statute. The com- 
mittee is informed that this action is agreeable to the War 
Assets Administration.” 

It said that S. J. Res. 123 would not affect a provision of 
law enacted June 30, 1943, and extended June 8, 1945, under 
which certain pipeline operators had relief until June 30, 1951, 
from duties or liabilities under the interstate commerce act and 
other acts ‘“‘to such extent as the President may deem advisable 
for national defense purposes.” 









Civil Aeronautics 


Item 415. Provision of 56 Stat. 265, ch. 266 (April 29, 1942) author- 
izing 100 hours a month as maximum flying hours of air pilots. 








The committee said it had been informed this authority 
was no longer required and that the resolution had the effect 
of repealing this statute immediately. 

It said S. J. Res. 123 would not affect public law 377, sec. 5, 
approved May 13, 1946, authorizing appropriations for grants- 
in-aid for airport projects for seven years ending June 30, 1953, 
or public law 490 of the 79th Congress (approved July 5, 1946) 
making available $45,000,000 for federal-aid airport programs 
until June 30, 1953, since neither of those laws was a war 
measure. 








Merchant Marine Generally 


Item 418. Provisions of 40 Stat. 901, sec, 4 (July 15, 1918) and 49 
Stat. 2016 (June 29, 1936) prohibiting, without prior approval of the 
Maritime Commission, transfer of any American ship to foreign registry, 
sale of an American vessel to a non-citizen, agreement to build ships, 
ete., before end of war or emergency, for non-citizens, vesting in 
foreigners controlling interest in shipyards, or causing an undocumented, 
U. S.-built vessel to depart from a U. S. port ‘‘when the United States 
is at war or during any national emergency the existence of which is 
declared by proclamation of the President.’’ 


The committee said S. J. Res. 123 would have the effect of 
lapsing the authority described in item 418, adding that “‘the 
statute is retained as part of the permanent legislation of the 
United States, to be again available in event of the occurrence 
of a contingency provided for therein,” and that the action was 
in accord with the Maritime Commission’s views. 


Item 419. Provision of 49 Stat. 1993, sec. 302(h), and 2010, sec. 712(d) 
—June 29, 1936—under which the President, in a national emergency 
as proclaimed by him, might suspend sec. 302 of the merchant marine 
act, 1936, relating to citizenship of officers and crews of vessels. 


The, committee’s comment on the termination of provisions 
described in item 419 was similar to its comment on item 418. 


Item 420. Provision of 53 Stat. 1254, sec. 1(d), and 1255, sec. 3(a)— 
Aug. 7, 1939—permitting the Maritime Commission to terminate chal- 
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ters of ships and to requisition, etc., ships of citizens ‘‘whenever the 
President shall proclaim that the security of the national defense makes 
it advisable, or during any national emergency declared by proclama- 
tion of the President.”’ 


After explaining that S. J. Res. 123 would lapse the author- 
ity cited in item 420 “so far as such authority is dependent 
upon the existence of emergencies declared by the President 
on September 8, 1939, and May 27, 1941,” the committee added 
the comments it had made on items 418 and 419 as to retention 
of “the statute.” 

Item 421. Provision of 54 Stat. 216-217, ch. 201 (May 14, 1940) as 
extended June 16, 1942, suspending restrictions on use of laid-up ships 
in section 510(g) of the 1936 merchant marine act ‘‘until six months 
after the present war,’’ and granting authority to sell or charter cer- 


tain ships in that same period. This provision would be repealed by 
Ss. J. Res. 123. 

Item 422. Provision of 54 Stat. 306, ch. 327, as extended June 6, 
1942, relating to determination of foreign construction costs under sec. 
502(b) of the 1936 merchant marine act, as amended, ‘‘until six months 
after the present war.’’ This provision would be repealed by S. J. 
Res. 123. 

Item 423, Provisions of 54 Stat. 689-691, ch. 447 (June 29, 1936), as 
extended April 11, 1942, covering marine insurance and reinsurance 
until six months after the present war. This provision would be re- 
pealed by S. J. Res. 123. 

Item 425. Provision of 54 Stat. 148-150, ch. 84 (May 2, 1941), as 
extended June 16, 1942, extending emergency provisions for construc- 
tion and chartering of ships by Maritime Commission ‘‘until six months 
after the present war.’’ This provision would be repealed by S. J. 
Res. 123. 

Item 427. Provision of 55 Stat. 591-592, ch. 297 (July 14, 1941), as 
extended June 16, 1942, extending until six months after the present 
war the President’s authority to authorize issuance of warrants for 
priorities in transportation by merchant vessels. This provision would 
be repealed by S. J. Res, 123. 

Item 429. Provision of 57 Stat. 51, sec. 3(i)—March 24, 1943—au- 
thorizing War Shipping Administrator, whenever he concludes insurance 
is required in prosecution of war effort and cannot be obtained at rea- 
sonable rates or on reasonable conditions from private companies, to 
provide insurance protection against legal liabilities of companies per- 
forming services or providing facilities for public or private vessels. 
This provision would be repealed by S. J. Res. 123. 

Item 430. Provision of 57 Stat. 158, ch. 130(d)—June 17, 1943— 
granting extensions of time within which deposits in ship construction 
reserve funds should be expended, ‘‘until six months after the present 
war.’’ This provision would be repealed by S. J. Res. 123. 

Item 431. Provision of 58 Stat. 216, ch. 178 (April 24, 1944), au- 
thorizing suspension of operation of statute of limitations under insur- 
ance agreements until two years after the present war. 


In discussion of item 431, the committee said S. J. Res. 123 
had the effect of repealing that provision immediately, “except 
that any suspension of the statute of limitation heretofore pro- 
vided for in an agreement entered into under the authority of 
this provision prior to the effective date of the resolution is 
permitted to continue for the period provided in such agree- 
ment, but in no case longer than two years after the date of 
approval of the resolution.” 

The committee designated provisions of law relating to 
draft exemption of certain ship personnel, awarding of medals, 
etc., to ship crew members, and reemployment benefits for sea- 
men in specified periods in and after the war, which provisions, 
it said, would be terminated by S. J. Res. 123. 

It said the resolution would repeal provisions for awards 
by the Maritime Commission to ship personnel for distinguished 
service, and for certain benefits under the public health service 
act to seamen on foreign-flag ships owned or operated by U. S. 
citizens. It said the resolution would terminate authority of the 
Federal Communications Commission to suspend a requirement 
of six months’ prior service for radio operators on cargo ships, 
in the “limited emergency,” and that it would repeal a prohibi- 
tion against employment “in the present war” of ship radio 
operators disapproved by the Secretary of the Navy. 


Miscellaneous Laws Affected 


Item 446. Repeal of statutory permission for vessels of Canadian 
registry to transport iron ore on the Great Lakes until ‘‘six months 
after the present war.’”’ 


After explaining that S. J. Res. 123 would provide for 
repeal of the permission described in item 446 six months after 
its approval, the committee said it was informed that “the in- 
adequacy of American vessels for the movement of iron ore 
from the Great Lakes during the 1947 shipping season makes 
it advisable that an earlier repeal of the statute not be made.” 
It added that “it is anticipated by the committee that the repeal 
provided in the resolution will take effect after the completion 
of the 1947 shipping season on the Great Lakes and before the 
beginning of the 1948 season.” 


Item 33. Provision for use of the railroad of the Hoboken Manu- 
facturers Railroad Co. by the United States ‘“‘in the event of war or 
other national emergency.’’ (43 Stat. 984, ch. 340—Feb. 26, 1925.) 


_ “This statute,” said the committee, “is permanent legisla- 
tion which becomes effective in the event of war or other na- 
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tional emergency. The resolution merely lapses the authority 
conferred by this statutory provision.” 

It made similar comment with respect to its proposed termi- 
nation of provisions of 52 Stat. 834, sec. 3 (June 21, 1938), con- 
veying to the city of Hoboken, N. J., the right to take over the 
Hoboken Pier Terminal property “in event of national emer- 
gency” (item 39). 


Item 103. Provision of 56 Stat. 760-761, ch. 567 (Sept. 29, 1942), 
empowering the War Department to move merchandise from transpor- 
tation and storage facilities at any port of entry or elsewhere to other 
facilities when needed for military purposes. This provision would be 
repealed immediately by S. J. Res. 123. 

Item 536. Provisions of 55 Stat. 765-770 (Nov. 19, 1941)—the defense 
highway act of 1941 as amended July 13, 1943, and April 14, 1944— 
making available during the ‘‘unlimited emergency’’ appropriations 
authorized under that act for ‘‘stategic network of highways,’’ includ- 
ing access roads to sources of raw materials, etc. This provision would 
be repealed immediately by S. J. Res. 123, in accordance with ‘‘a recom- 
mendation contained in the President’s message to Congress of Febru- 
ary 19, 1947.’’ 

Item 451. Provision of 40 Stat. 220 (June 15, 1917) that ‘‘whenever 
the President by proclamation or by executive order declares a national 
emergency to exist by reason of actual or threatened war,’’ the 
Secretary of the Treasury (or the Secretary of the Navy whenever the 
Coast Guard operates as part of the Navy) may assume control, etc., 
over vessels, foreign or domestic, and United States ports, under the 
espionage act. 


“The resolution,’ said the committee, “has the effect of 
lapsing immediately the authority under this provision to the 
extent that such authority depends upon the existence of war 
heretofore declared or the emergencies heretofore proclaimed 
by the President. The statute remains as part of the permanent 
legislation of the United States. ... The committee is advised 
that this action is in accordance with the views of the Treasury 
Department.” 


New Transport Bills Discussed by 
Sponsors Before House Committee 


Six bills dealing with transportation were discussed by 
the House members who had introduced them, at a meeting of 
the House interstate and foreign commerce committee held 
July 14, called by Chairman Wolverton to acquaint committee 
members with the purposes of new legislation on transportation 
and other subjects to be acted on by the committee. 

Bills affecting transportation were: 


H. R. 3835, to amend the civil aeronautics act of 1938, a measure 
dealing with the controversy over efforts of steamship companies to 
obtain authority to operate overseas airlines between points served by 
their ships. Representative Miller, Connecticut. 

H. R. 4021, relating to continuation of the transportation services 
of the Inland Waterways Corporation and to sale and lease of its trans- 
portation facilities. Representative Howell, Illinois. 

H. R. 3730, to amend the interstate commerce act with respect to 
recourse, by an initial or delivering carrier, against a carrier on whose 
lines loss of, or damage or injury to, property was sustained, on ac- 
count of expense incurred in defending actions at law. Representative 
Andrews, Alabama, 

H. R. 4092, to promote the safety and health of baggage, mail, or 
express train service employes. Representative Bennett, Missouri. 

H. J. Res. 217, to provide for installation of radar and other safety 
equipment in commercial aircraft and airfields. Representative Bender, 
Ohio. 

H. R. 3841, to amend the railroad retirement act of 1937 so as to 
provide full annuities for persons who completed 30 years of service. 
Representative Clason, Massachusetts. 


Steamship Air-Carrier Authority 


Representative Miller said he believed his bill to amend 
the civil aeronautics act, H. R. 3835, would help to clear up the 
difficulties of steamship companies in seeking to engage in air 
transportation. The bill would amend the “declaration of 
policy” set forth in section 2 of ‘the act of 1938 by including a 
provision that among other things to be considered by the Civil 
Aeronautics Board as being in the public interest should be the 
“encouragement and development of an air transportation sys- 
tem (including the use of aircraft by common carriers by 
water in overseas and foreign air transportation) properly 
adapted to the national transportation system and adequate to 
meet the present and future needs of the foreign and domestic 
commerce of the United States, of the postal service, and of 
the national defense.” 


An important provision of his proposal, he said, would be 
amendment of subsection (d) (1) of section 401 of the act by 
adding the following proviso: 


Provided, That nothing contained in this act shall be construed as 
placing any special or different standards, requirements, or burdens of 
proof on any applicant that is an operator of ships registered under 
the laws of the United States, to engage in foreign or overseas air 
transportation. 
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Mr. Miller, after the hearing, said his provision was de- 
signed to permit the C. A. B. to pass on steamship company 
applications for air service on their merits on the same basis 
as it acted on other applications for air transport authority. 


Inland Waterways Bill 


Representative Howell, in his explaining his bill relating 
to continuation of the Inland Waterways Corporation services, 
referred to the report of the House committee on small busi- 
ness. That report had recommended that the government 
should get out of the barge business, but should limit immediate 
action to disposal of the Warrior River unit (see Traffic World, 
June 14, p. 1895). He said that the work done by the small 
business committee should relieve the interstate and foreign 
commerce committee of the necessity of holding further hear- 
ings. He said the small business committee’s report was sub- 
mitted to a subcommittee of the appropriations committee. He 
referred to the fact that every Secretary of Commerce in recent 
years, including Secretary Wallace, had recommended sale of 
the barge line. The issue was a basic one, he said, between 
private and public operation. 


Letter of Commissioner Splawn 


Representative Andrews of Alabama, urging the passage 
of H. R. 3730, dealing with court costs in loss-damage cases, 
read a letter in support of the bill from Commissioner Splawn, 
chairman of the Commission’s legislative committee consisting 
also of Commissioners Mahaffie and Rogers. 


Mr. Splawn’s letter said that section 20(11) of the inter- 
state commerce act made an originating or delivering common 
carrier primarily liable to a shipper for loss of or damage to 
shipments in transit, even though such loss or damage might 
have occurred on the lines of another carrier that had partici- 
pated in a joint haul. The letter said that section 20(12), which 
would be amended by H. R. 3730, provided that “when an 
originating or delivering carrier shall have been required to 
pay for loss or damage sustained on the line of another carrier, 
it shall have a right of action against that carrier for the 
amount which it has been required to pay.’ Commissioner 
Splawn’s letter added: 


This bill would provide that the recovery may also include the 
amount of any expense reasonably incurred by it in defending any 
action at law brought by the owners of such property.’’ An originating 
or delivering carrier in this position would seem to be fairly entitled 
to the additional indemnity. 


Rail Retirement Amendment 


Representative Clason, referring to his bill to amend the 
railroad retirement act, H. R. 3841, said the present law pro- 
vided for retirement of railroad workers after 30 years of serv- 
ice with annuities, or at 60 if workers‘accepted a reduction in 
annuities. He said railroad men had informed him there would 
be better railroad service and fewer accidents and injuries if 
30-year men were retired at their option. His amendment, he 
said, would provide for such retirement after 30 years’ service. 


Baggage, Mail, Express Safety Measure 


Representative Bennett said his bill, H. R. 4092, was de- 
signed to correct “shocking conditions of sanitation and safety” 
in the baggage, mail and express service. The bill was to “pro- 
mote the safety and health of employes engaged in baggage, 
mail, or express-train service in interstate commerce by re- 
quiring common carriers by railroad and any express company 
to install and maintain all such cars and equipment used or 
furnished by them for such purposes in safe and suitable condi- 
tions for use in the service for which they are put.” 

Mr. Bennett said that unfortunately the Commission had 
taken the position that it had no authority to investigate these 
matters under its present authority. He said the proposed leg- 
islation was designed to furnish this authority. 


C. A. A. Criticized 


Representative Bender, of Ohio, in support of his joint 
resolution No. 217, referred to recent airplane disasters in 
Florida and elsewhere’ and severely criticized the Civil Aero- 
nautics Administration in connection with ‘the training of 
ground crews and other safety measures. He said he believed 
that after an air disaster the public was entitled to “more than 
a release from the C. A. A.” There was a need for a shake-up 
in that agency, he said, more than in any other governmental 
unit. 

Chairman Wolverton said the full committee, not merely 
a subcommittee, had been making an exhaustive investigation 
of air. accidents, had held numerous hearings, had sent special 
investigators to the scene of each recent accident, and added 
that he believed everything possible that could be done was 
being done to improve the situation. 





TRAFFIC WORLD 


9 House Committee Members Sign 
Minority Report on Howell Bill 


Protection afforded railroad employes under the existing 
benefits provided for them by law was still far from adequate, 
despite improvements that had been made from time to time, 
and under these conditions there could be no just claim that 
“surplus financing” of the rail unemployment insurance account 
should be devoted to a tax reduction rather than to more nearly 
adequate benefits, it was stated in a minority report signed by 
nine members of the House interstate and foreign commerce 
committee concerning H. R. 3150, the Howell bill to amend the 
Crosser act of 1946. 


H. R. 3150 would repeal Crosser act provisions for payment 
of maternity benefits and so-called non-occupational sickness 
and accident benefits and would reduce the present rate of tax 
paid by the carriers for support of the rail unemployment in- 
surance fund to a “sliding scale” basis proportionate inversely 
to the balance in the fund (see Traffic World, July 5, p. 47). 

Signers of the minority report were: Representatives Cros- 
ser, of Ohio; Bennett, of Missouri; Elsaesser, of New York; 
Sadowski, of Michigan; Harless, of Arizona; Beckworth, of 
Texas; Harris, of Arkansas; Rabin, of New York, and Bennett, 
of Michigan. Sixteen committee members had voted for report- 
ing the Howell bill and 10 had voted against it. 


“Deprival” of Benefits Alleged 


At the outset, the minority report set forth contentions to 
the effect that, though supporters of the Howell bill claimed 
the bill would remove nonoccupational sickness and accident 
insurance from the rail unemployment insurance act and would 
set up a system of merit rating, the bill did neither of those 
things. Instead, the minority report said, the bill deprived 
railroad employes of unemployment benefit payments when 
they were unemployed because physically unable to work, “and 
there is then turned over to the railroads the savings deprived 
from depriving employes of unemployment benefits.” The mi- 
nority averred that the Crosser amendments provided no in- 
demnity for sickness or other incapacity, no reimbursement for 
medical, hospital or subsistence expenses, and no indemnity for 
suffering or impaired earning capacity, and that “the only 
beneficiaries are those who suffer a loss of wages by being kept 
from their employment.” Later in the report, its signers spoke 
of benefits provided by the Crosser act for “unemployment due 
to illness.” 

“Those who suffer . . . unemployment,” the Howell bill 
opponents said in their report, “are compensated (under the 
railroad unemployment insurance act as amended by the Cros- 
ser act) solely for that unemployment in the same way, and at 
the same rates, as any other unemployment is compensated.” 

Their report continued as follows: 


These unemployment payments do not compete with commercial 
health and accident insurance. The record plainly shows the contrast 
between the limited protection against wage loss afforded by the rail- 
road unemployment insurance act and the terms of insurance com- 
pany policies, which aim to indemnify generally against loss from 


sickness or accident in amounts determined by the degree of protection™ 


purchased and without regard to any actual loss in wages. 


If past experience is any guide, the amendments to the railroad 
unemployment insurance act, adopted by the Seventy-ninth Congress, 
should prove to be a stimulus to the health and accident insurance 
business of private insurance companies, rather than a hindrance, 
because it will make railroad workers more insurance conscious. 


A great deal of confusion has been created by the labored efforts 
of supporters of the Howell bill to drag into the discussion of unemploy- 
ment insurance a distinction, wholly irrelevant to that subject, between 
occupationally connected incapacity and that which is of nonoccupa- 
tional origin. Such a distinction is, of course, highly significant for 
workmen’s compensation purposes but is absolutely irrelevant to un- 
employment insurance. Workmen’s compensation, being an outgrowth 
of employers’ liability legislation, which, in turn, was an outgrowth of 
common-law liability for negligence or other fault, necessarily includes 
only industrially connected injuries or diseases. Unemployment insur- 
ance, on the other hand, has no common foundation with workmen’s 
compensation but is simply a means for providing through social means 
a partial indemnity for the wage loss suffered when a wage earner is 
prevented from earning the wages upon which he usually depends for 
support for himself and his family. It is in this respect much more 
closely akin to retirement or survivors insurance which provide similar 
indemnities when old age or permanent disability or death put an end 
to wage incomes. 

These types of insurance are in no way based upon industrial 
causation. No industry is responsible for the fact that workers grow 
old, Eligibility for survivor benefits is not predicated upon the death 
of the wage earner having been industrially connected. It is clear also 
that business and economic conditions rather than industrial fault are 
responsible for the unavailability. of employment. 

The tendency to confuse the philosophy of unemployment insurance 
with that underlying workmen’s compensation is perhaps accentuated 
by the fact that it is the established American policy to support unem- 
ployment insurance funds by pay-roll taxation levied; exclusively on 
the employer. That circumstance may have led some fallaciously to 
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assume some kind of industrial responsibility as a basis for the policy. 
There has long been much discussion as to the soundest method of 
distributing the cost of social insurance. Some favor the use of general 
taxation exclusively, and others favor it in part. Others favor pay- 
roll taxation, and where pay-roll taxation is favored there may be much 
difference .of opinion as to whether the tax should be borne by the 
employer or the employe or by both; and in the latter case, in what 
proportions. Such issues will no doubt be debated as long as any 
interest in social insurance exists, Suffice it to say for present pur- 
poses that it has been the established American policy since the begin- 
ning to support social insurance by pay-roll taxation. For the sup- 
port of retirement insurance it has been the policy to impose that 
taxation jointly and equally upon employer and employe and to 
impose it exclusively on the employer for the support of unemploy- 
ment insurance. In no case does the use of pay-roll taxation or its 
allocation as between employer and employe imply any relationship 
to fault or responsibility. 


The amendments to the railroad unemployment insurance act 
adopted by the Seventy-ninth Congress did not establish a new policy 
in assessing upon employers the cost of the unemployment that was 
made compensable by those amendments. In fact, no new tax at all 
was imposed to meet these costs. From its inception, the railroad 
unemployment insurance act has embodied thé established national 
general policy of supporting unemployment insurance with the pro- 
ceeds of a 3-per cent pay-roll tax on employers, and the Seventy-ninth 
Congress merely applied the available proceeds of the preexisting tax 
to the payment of the new unemployment benefits just as they were 
already applied to the previously provided benefit payments. 


In utilizing the revenues available from the preexisting tax to 
provide more adequate protection, rather than to tax reduction, the 
Seventy-ninth Congress was likewise following established national 
policy. The basic assumption of the proponents of H. R. 3150 is 
false. They argue as though adequate benefit standards had been 
set in the beginning and their cost had been overestimated, in conse- 
quence of which the employers were overcharged. Historical evi- 
dence developed at the hearings shows that when the national policy 
with respect to unemployment insurance was established, it was 
determined that 3 per cent of the pay roll was the proper proportion 
of the national income to devote to benefits. Through excess of 
caution and lack of experience the benefits that such a tax could 
support were underestimated, in consequence of which the employees 
were underprotected rather than the employers overcharged. 


In relaxing limitations on the protection provided, so as to afford 
the most adequate protection that the 3-per cent tax apparently can 
provide, the Seventy-ninth Congress was following a course that 
Congress had adopted in earlier liberalizations of the railroad unem- 
ployment insurance act and that all State legislatures had adopted in 
liberalizations of their unemployment insurance acts. Notwithstand- 
ing the improvements that have been made from time to time, the 
protection afforded is still far from adequate. Under these conditions 
there can be no just claim: that surplus financing should be devoted 
to a tax reduction rather than to more nearly adequate benefits. 


The supporters of H. R. 3150 never squarely answer the principles 
set forth above. Instead they try to divert attention from those 


principles by constantly pointing to the possibility of nonoccupa-° 


tional causation of unemployment to which compensability has been 
extended. But, as we have shown earlier, causation is not a relevant 
factor in unemployment insurance. Their arguments, in substance, 
come to this: Although it must be conceded that it would have been 
in accord with the established national policy for Congress to apply 
the full proceeds of the 3-per cent tax to providing more adequate 
unemployment insurance protection, if the increased protection had 
been exclusively in the form of higher benefit rates and more benefit 
days, it is a radical deviation from established policy to include for 
unemployment benefits those involuntarily unemployed for reasons 
other than lack of employment. There is no reason why there should 
be any policy difference between increasing protection with respect 
to the unemployment already covered and extending protection on 
account of other unemployment to which the beneficiaries are also 
subject. One would suppose that the choice should be left to the 
beneficiaries themselves to determine whether or not they desire to 
spread their protection more thinly over all unemployment or more 
thickly over a limited class of unemployment. 

If, however, the choice of the beneficiaries is not deemed entitled 
to controlling weight, it nevertheless appears clear that the choice of 
the Seventy-ninth Congress to extend protection to unemployment 
due to sickness was a sound one. In the railroad industry the sen- 
jority system is more highly developed than in any other industry. 
It so operates to control the incidence of unemployment, due to lay- 
offs, that such unemployment falls almost exclusively on the younger 
men. The older men, on the other hand, as advancement in age causes 
them to be more subject to periodic illnesses, bear the brunt of un- 
ployment due to sickness. If the former class of unemployment is com- 
pensated and the latter is not, there is class discrimination against the 
Older, more experienced men, who are the backbone of the industry. 


Since the benefit provisions of the railroad unemployment insur- 
ance act, as amended last year, should be left undisturbed, it likewise 
follows that the tax scale proposed in H. R. 3150 should not be 
enacted. Theoretically, the sliding-scale method of taxation might 
be considered independently of the proposed deprivation of benefits. 
Practically, however, the two are completely interdependent. Cost 
estimates furnished the committee by the Railroad Retirement Board 
show that even with the present large reserve the tax cannot safely 
be réduced below 3 per cent if benefits are to be left undisturbed. The 
sliding scale proposed in the Howell bill, however, would operate im- 
Mediately, and at least for several years to come, to reduce the tax 
collections to one-half of 1 per cent. It makes no provision for the 
Subsequent collection of a rate higher than 3 per cent to compensate 
for the loss of taxes and interest resulting from this reduction of taxes 
and depletion of reserves. Thus, if the present best estimates are 
Correct in the conclusion that 3 per cent is required, the railroad un- 
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employment insurance account would be financially unsound under 
the proposed sliding scale. 

The question whether or not the railroad unemployment insurance 
act should provide for merit rating has been before Congress on sev- 
eral prior occasions, and the decision has always been against the 
adoption of such a system. It is unnecessary here to review the reasons 
for that decision, since the proposed sliding scale, although called a 
system of merit rating by its proponents, bears no resemblance to 
merit rating, The only virtue ever claimed for merit rating consists of 
an alleged incentive to individual employers to stabilize employment 
in order to gain an individual tax advantage as against other employers 
who do not stabilize their employment. The sliding scale here proposed 
does not even purport to hold out such an incentive. It treats all em- 
ployers alike, irrespective of whether they do or do not stabilize em- 
ployment. It is simply a device to utilize the present reserve in order 
to reduce the taxes of the railroads. 

The feature the proposed sliding scale has in common with merit 
rating is the one which opponents of merit rating consider the fatal 
defect of such schemes. When employment is at high levels the re- 
serves will increase and the taxes are reduced. Yet it is at just such 
times that the industry is prosperous and can best afford to make 
higher payments. On the other hand, when there is a large volume 
of unemployment the reserves will be depleted and the tax will be 
increased. Yet it is at just such times that the industry is least 
prosperous and can least afford an increase in taxes. 

The increased retirement taxes which public law 572 of the Seventy- 
ninth Congress imposed equally on both railroads and their employes 
has already, so far as the employers are concerned, been taken into 
consideration by une Interstate Commerce Commission in fixing trans- 
portation rates. The facts concerning these increased costs as well as 
all other increased operating costs were fully before the Commission 
when it granted the increase in freight rates, effective beginning Jan- 
uary 1, 1947. If the railroads were now also granted a reduction in 
unemployment taxes to which they were subject when freight rates 
were increased, they would be doubly benefited. 

The proponents of the bill argue that although the basic unem- 
ployment tax imposed on other industries is the same as that paid by 
the railroads, merit-rating systems have operated to make the average 
currently effective rate under state laws a little less than 2 per cent. 
They also say that state laws generally do not provide for compen- 
Sating unemployment due to sickness. They accordingly argue that 
railroad employers are discriminated against and railroad employes 
are preferred. This is a distorted picture of the situation. 

Evidence produced at the hearings shows that the problem of pro- 
viding compensation for the wage loss resulting from unemployment 
due to illness has been under intensive consideration in the federal- 
state unemployment insurance system for some years. Recognition of 
the desirability of providing such protection has been established. 
Some progress in meeting the problem has been made in some states, 
notwithstanding the fact that effective solution has been delayed by 
indecision as to whether the problem should be met on a federal or 
state level. 

This delay in providing a solution has had a highly significant 
consequence. The record shows that a large and rapidly growing 
number of employes in other industries have had to obtain protection 
against this loss through negotiated health and welfare funds. These 
funds provide the covered employes with much more complete pro- 
tection than the modest protection that this bill seeks to take away 
from railroad employes. These benefits in industries having such 
funds are generally financed exclusively by the employers through 
contributions of 2 to 3 per cent of pay roll. Those contributions are 
in addition to statutory unemployment compensation contributions. In 
comparison with such industries, the discrimination and preference is 
exactly the reverse of that suggested by the proponents of the Howell 
bill, H. R. 3150. Railroad employes are discriminated against, and rail- 
road employers are preferred. To deprive railroad employes of the 
degree of protection they now have, as this bill proposes, would 
almost inevitably force the health and welfare issue into labor-manage- 
ment relationships in the railroad industry, with all the potentialities 
for industrial strife that might attend the settlement of the issue in 
that arena. 

The majority report states that— 


“The plant adopted in the railroad unemployment insurance act 
for determining eligibility for, and the measure of, the benefits for 
which it provides produces shocking results when applied to benefits for 
sickness and maternity financed wholly at the expense of the em- 
ployers.”’ 


‘This statement is followed by an admittedly ‘‘extreme example’”’ 
which is intended to show the ‘‘shocking results.’’ 


In every system of. unemployment insurance some period of time 
is specified during which a worker must have employment in order 
to be qualified for benefits during some later period which is also 
specified. The benefit period cannot begin until after the qualifying 
period ends, because the amount of total earnings in the qualifying 
period must be known in order to determine the rate at which benefits 
are payable. And some time must elapse between the two periods 


to permit the administering agency to get the earnings records and put 
them in shape for its use. 


Under the railroad unemployment insurance act the qualifying pe- 
riod is the calendar year. The period for receiving and posting 
records is the next six months (January 1-June 30). The benefit period 
is the year beginning July 1 and ending the next June 30. Conceivably 
other periods might have been used; but whatever periods are used it 
is always possible in extreme cases under any system that the qualify- 
ing employment may occur early in the qualifying period and the 
unemployment late in the benefit period, thus causing benefits to be 
paid at a time considerably later than the termination of the qualifying 
employment. During this interval the worker may have been working 
in employment covered by another unemployment insurance system. 
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For example, if he has qualified in one state he may in the interval 
have been working in another state. 

While periods of time other than those used in the railroad unem- 
ployment insurance act might have been used, the periods now specified 
have been so specified ever since the law was first enacted in 1938, 
experience has shown that these periods work well in the railroad 
industry, the amendments adopted last year made no change in this 
respect, and the Howell bill proposes no such change either. The 
extreme example stated in the majority report might have occurred 
with respect to other unemployment any time before the enactment 
of the Crosser act and might occur any time in the future even if the 
Howell bill were enacted. 

Evidence developed at the hearings shows that these extreme cases 
seldom occur and if they do occur the benefits paid will be negligible 
in amount. The implication in the majority report that there might 
be half a million such cases is a distortion of the evidence. The testi- 
mony showed that there might be half a million men who worked 
sometime in the course of a year but not in the last pay-roll period 
of the year. But this does not mean that all these men, or any sub- 
stantial proportion of them, had left the railroad industry. Irregularity 
of employment characterizes the work of many men‘ whose career is 
railroading. Other testimony by the same witness to whom the major- 
ity report refers shows that all but a negligible few of the beneficiaries 
under the railroad unemployment insurance act are actually at work 
on the railroads very shortly before they draw benefits, and there is 
every reason to believe that practically all return to railroad service 
as soon as they can. 

It is obvious that the majority report deliberately selected an ad- 
mittedly ‘‘extreme example’’ in order to becloud the issues. Stating it 
briefly, the situation complained of is inherent in all unemployment 
insurance systems and has been part of the railroad unemployment 
insurance act since 1938; the Crosser act did nothing to change it one 
way or the other; the results of the situation complained of are not 
shocking; and the Howell bill, H. R. 3150, would do nothing to elim- 
inate them. 4 


Truman Asks Changes in Financing 
of M. C. Ship Operations 


President Truman has transmitted to Congress drafts of 
proposed provisions pertaining to existing appropriations of the 
Maritime Commission, taking into account enactment of legis- 
lation extending until March 1, 1948, the authority of the com- 
mission to operate ships under general agency agreement for 
government account, and taking into consideration, also, a re- 
view of estimated expenditures of the commission for liquidat- 
ing obligations incurred prior to last January 1 under the for- 
mer War Shipping Administration. 

The proposed legislative provisions affecting the Maritime 
Commission’s appropriations were set forth in a letter signed 
by F. J. Lawton, acting director of the Budget Bureau, at- 
tached to the President’s transmittal letter. 

“These provisions,’ Mr. Lawton said, “are submitted as a 
substitute for a draft of a proposed provision providing $31,273,- 
000 for liquidation of the operating functions of the United 
States Maritime Commission and rescissions of $175,000,000 
transmitted to the Speaker of the House of Representatives on 
May 31, 1947. . . . In the accompanying letter from this office 
of May 28, 1947, the need for a possible amendment was antici- 
pated as follows: 


“The House merchant marine and fisheries committee now has 
under consideration legislation which would authorize continuation of 
vessel operation beyond June 30, 1947. In the event that these vessel- 
operating activities are continued by the Congress, the necessity may 
thereupon arise for the review and appropriate amendment of this sub- 
mission to bring it into accord with the requirements of such authorities 
as are contained in the extension of the act. 

“On June 28, 1947, by passage of public law 127, the au- 
thority of the Maritime Commission to operate vessels under 
general agency agreement for government account was ex- 
tended until March 1, 1948. This act also continues available 
the operating receipts fund established by the act of July 23, 
1946 (public law 521), without specific determination of the 
amount required, or the imposition of any of the usual limita- 
tions upon expenditures. 

“This office has reviewed the fiscal requirements of the 
Maritime Commission for activities authorized by public law 
127 and is recommending that $25,000,000 ‘of the operating re- 
ceipts fund be rescinded immediately, and that administrative 
expenses for the fiscal year 1948 be limited to $6,750,000. 


Loss of $6,000,000 a Month 

“The balance available after this proposed rescission (ap- 
proximately $100,000,000) should be adequate to provide for 
the continued operation of vessels to March 1, 1948, including 
administrative expenses and necessary working capital. 

“The net loss on the fleet which has been operated for 
government account has averaged about $6,000,000 a month 
during the past few months. It is believed that this loss can 
be expected to decline as the Commission progressively with- 
draws from these cost-plus operations, and as reconversion on 
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— withdrawn from the reserve fleets for operation is com- 
pleted. 

“A review of the estimated expenditures of the Maritime 
Commission for liquidation of obligations incurred prior to 
January 1, 1947, under the former War Shipping Administration 
revolving fund indicates that not in excess of $200,000,000 plus 
receipts accruing from non-governmental sources should be re- 
quired during fiscal year 1948. Accordingly, there is proposed 
the rescission of the balance in excess of this amount, estimated 
at $300,000,000. It is also proposed that all receipts except 
those collected through agent-operators, which would otherwise 
be deposited in this fund, be covered into miscellaneous receipts 
of the Treasury.” 














Senate Unit Eases Limitations 
on Year's Expenses of M. C. 


Committee report on independent offices appropria- 
tion bill for fiscal year ending June 30, 1948, increases 
amount provided for Maritime Commission in House- 
approved measure by net figure of $2,400,000, mak- 
ing specific provision for continuance of commission's 
financial and research departments, but not for office 
of historian or for public information division. Bill re- 
ported to Senate provides $561,000, not allowed by 
House, for maintenance and operation of five govern- 
ment-owned terminals, adds $4,400,000 to $100,000 
allowed by House for conversion and reconversion of 
vessels, and cuts House-approved item of $8,320,000 
for M. C. maritime training fund to $4,320,000 


As a result of protests made by its spokesmen in Senate 
appropriations committee hearings against the slashes the House 
had made in its budget estimates for the fiscal year begun July 
1, the Maritime Commission received more generous treatment 
from that committee than it had received from the House, but 
the commission’s program for the year remained “hard hit” in 
several respects, it was shown in the Senate committee’s report 
and in its printed hearings on H. R. 3839 the independent offices 
appropriation bill for the fiscal year ending June 30, 1948. 

The Senate committee recommended in its report that the 
limitation of $7,393,226 imposed by the House on the Maritime 
Commission’s “administrative expense, personel service” item be 
increased to $8,832,226, and noted that the latter figure was 
$1,307,774 less than the Budget request. 

“In allowing the increase over the House allowance,” said 
the Senate committee in its report, ‘‘the committee is of the 
opinion that the finance and research departments of the com- 
mission should remain adequately staffed to carry out their re- 
sponsibilities under the merchant marine acts. Estimated re- 
coveries of funds to the government will approximate $73,000,- 
000 | med the fiscal year 1948 if sufficient personnel is pro- 
vided.” 

The House appropriations committee had stated in its re- 
port on the bill that the reduction it was effecting with respect 
to the commission’s finance department (as against the Budget 
estimate) was $1,500,000, and that it was curtailing the amount 
for the commission’s research division by $125,000. It said it had 
eliminated altogether items of $30,651 for the “office of the 
historian” and $37,628 for the public information division. The 
Senate committee made no mention of those “eliminated” items 
in its report. _ 

The Senate committee recommended provision of $561,000 
for the expenses of operation of five government-owned ter- 
minals, and noted that the House had made no provision for 
those expenses in the bill. 


































Money for Ship Conversion 


For conversion and reconversion of vessels the Senate com- 
mittee said it had provided $4,500,000, as against only $100,000 
provided in the bill passed by the House. This amount the 
Senate committee said was to provide sufficient funds for mov- 
ing and transporting the ships, docking, survey and inspection, 
“preliminary to issue of invitations for bids on an ‘as is’ basis.” 

After stating that it was recommending $4,320,000 for the 
commission’s maritime training fund as against $8,320,000 al- 
lowed by the House and $5,470,000 requested by the Budget 
Bureau, the Senate committee said: 


This reduction of funds is to be absorbed by elimination of training 
schools at Alameda, Calif.; Pass Christian, Miss., and St. Petersburg, 
Fla., in the amount of $2,850,000. .The balance of the reduction in the 
amount of $1,150,000 is to be absorbed in programs other than state 
marine schools. Information supplied the committee indicated poor 
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administration of the training program and the proposed training of 
men over and above the required number. 


Testimony of Maritime Commission officials appearing in 
the printed hearings of the Senate committee on H. R. 3839 in- 
cluded representations that the funds required for the com- 
mission’s finance department in the fiscal year already begun 
would total $4,261,522, but that the House had granted only 
$2,761,522; that the House reduction by one-third of the appro- 
priation sought for the commission’s legal department for fiscal 
1948 would require the commission to function with a legal staff 
of only 17 lawyers, “approximately 50 per cent of its former 
peacetime legal staff in Washington,” and that the elimination 
of the public information division would “place additional work 
on other divisions of the commission already undermanned.” 


Problem of Regulation Division 


With respect to the commission’s division of regulation, 
Chairman Smith, of the commission advised the Senate com- 
mittee by letter that personnel of the division had gone down 
from 52 in 1940 to 23 in 1945; that the tariff filings, except do- 
mestic, amounted to 9,308 in 1940, and comprised 2,464 tariff 
filings and 54 agreements in 1943, but that the tariffs had grad- 
ually increased since that time “until at the present time they 
are averaging approximately 1,000 a month, and agreements 
during 1946 amounted to 82.” 

“Every attempt is being made,” Chairman Smith’s letter 
continued, “to service this increased amount of work with a 
personnel of 23. If the proposed decrease in appropriations 
(approved by the House) becomes effective the personnel will 
have to be reduced by at least a third, if not more. It there- 
fore will be impossible to police adequately the activities of 
these conferences or to supervise their freight rate practices. 
Instead of having 34 as was the fact in 1941 when the work 
load was considerably less than that now obtaining, the per- 
sonnel will be reduced at least to 13.” 

Chairman Smith said that the House cuts in the Maritime 
Commission’s appropriations would mean that two of seven 
existing positions in its Office of Trial Examiners would have 
to be discontinued. 

He told the Senate committee that the House cut of $125,000 
in the amount sought for the research division would “require 
elimination of functions specified under sections 211 and 212(a) 
(relating to trade routes, government aids, labor) of the mer- 
chant marine act, 1936, and under section 8 (relating-to port 
facilities) of the merchant marine act, 1920, and a sharp re- 
duction in the remainder of the work of the division relating 
to subsidy determinations and vessel statistics. 

“Actually, the work load of this division is increasing with 
post-war resumption of private operation of the merchant ma- 
rine,” he said. 


Plea of Information Division 


When S. C. Manning, Jr., director of the M. C. public in- 
formation division, testified in support of the request for money 
for that division, Senator O’Mahoney questioned the witness as 
to the type of press releases that were issued by the division, 
and Mr. Manning said the releases were “strictly on a factual 
basis, based on actions of the commission.” 

“You are aware, of course,” said Senator O’Mahoney, “that 
there has been a good deal of talk about the alleged issuance 
of releases which were intended, not primarily to furnish fac- 
tual information, but to sway judgment and promote pet proj- 
ects.” 

“Yes sir,” said Mr. Manning. “We are very much aware 
of that, and for that reason we are carefully editing every re- 
lease and we see that it is seen by the proper authority before 
it goes out.” 


‘I think the material to which you refer,” interjected 
Chairman Smith, “is gathered by newspaper reporters them- 
selves in the halls of our building. A great deal of it is wrong, 
and some of it is not of the proper kind and nature.” 

“TI cannot believe any such statement with respect to any- 
thing,” said Senator O’Mahoney. 


Differentials, Port Development 


H. D. Butler, director of the commission’s research division, 
testified that he had just returned from Europe, where he had 
made a survey in connection with the division’s function of 
calculating the difference between costs of ship construction 
and ship operation in foreign countries, “so as to compare those 
with the similar figures of the United States.” Mr. Butler said 
the division included a port development section, that the sec- 
tion was engaged in publication, in conjunction with the army 
engineers, of a “port series’ dealing with specific ports, and 
that “none of that work can be possibly carried out with this 
drastic cut (by the House).” 

In the course of questioning by the Senate committee, Wil- 
liam U. Kirsch, director of the commission’s budget division, 
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gave the following summary of financing of Maritime Commis- 
sion activities since 1936: 


The Maritime Commission was created in October, 1936, under the 
merchant marine act of 1936. 

There was a balance of some $88,000,000 transferred to the Mari- 
time Commission from the dissolved Shipping Board Merchant Fleet 
Corporation. We operated through 1936, 1937, 1938 and 1939 without 
additional appropriations, and then in the fiscal year 1940, Congress 
appropriated $100,000,000. 

In 1941, the commission received an appropriation of $144,500,000. 
The war began, and in fiscal 1942 we received $2,360,650,000. In 1943 it 
was $4,980,080,000. In 1944 it was $1,289,780,000. In 1945 it was $6,766,- 
000,000. In 1946 . . . we had no appropriation. 

In 1947 there was no appropriation of funds and we ask for no 
new money for 1948. I should like also to point out that since VE-day 
we have returned to the Treasury Department $4,275,028,000, and re- 
cently under public law No. 20 of the 80th Congress, an additional 
amount of $265,000,000 has been returned to the Treasury. In all, we 
have returned over 4% billions. 


Sales of Ships “As Is” 


The Senate committee heard testimony relative to the 
House proposal to require the commission to make allowances 
to purchasers of ships in lieu of putting the ships “in class” 
itself, from Bon Geaslin, vice president and general counsel, 
Waterman Steamship Corporation; Roscoe H. Hupper, counsel, 
Luckenbach Steamship Co., Inc.; Miles F. McKee, assistant 
secretary, Wisconsin & Michigan Steamship Co., and Frazer A. 
Bailey, president, National Federation of American Shipping. 

The Senate committee wrote into the bill the following 
provisions dealing with that subject: 


Conversion or reconversion of vessels for sale or given in exchange, 
$4,500,000, including cost of moving or transporting the vessels, dock- 
ing, survey and inspection, preliminary to preparation of specifications 
and invitations for competitive bids, subject to the limitation that not 
more than $30,000 be expended with respect to any one vessel; Pro- 
vided, that in order to accomplish the purposes and policy of section 2 
of the merchant ship sales act of 1946, the commission may,,.on such 
terms and conditions as it.may prescribe, 

(1) make allowances to purchasers of vessels or persons accepting 
exchanges under section 8(d) of said act for cost of converting, recon- 
verting or restoring for normal operation in commercial service, in- 
cluding removal of national defense or war-service features and meeting 
class and requirements of coast.guard and other regulatory bodies, such 
allowances to be determined on the basis of competitive bids under 
specifications prepared or approved by the commission, without regard 
to the provisions of the last paragraph of section 3(d) of the merchant 
ship sales act of 1946; Provided further, That if the commission shall 
determine that any part of the allowance so fixed is not expended in 
carrying out the work covered by the allowance, an amount represent- 
ing such part shall be repaid or reimbursed to the commission. Such 
allowances may be applied as credits against any sums payable by the 
purchaser to the Maritime Commission pursuant to section 4 of the act; 

(2) in lieu of making allowances as hereinbefore provided and not- 
withstanding any other provision of law, sell, upon competitive sealed 
bids, without reconversion to citizens of the United States, for opera- 
tion under the United States flag, war-built vessels which have been 
converted from original design to military types or otherwise unsalable 
as commercial vessels and contracts for the reconversion of which were 
not entered into prior to July 1, 1947. No award of any such vessel, 
except a damaged unsalable vessel, or a concrete vessel, shall be made 
upon a bid which is less than 25 per cent of the unadjusted statutory 
sales price determined under section 3(d) of said act, and at least 25 
per cent of said bid shall be paid in cash upon the delivery of the 
vessel; and 

(3) in either case, grant financial aid under the provisions of section 
509 of title V of the merchant marine act, 1936, and other provisions of 
said title to the extent applicable, to any person who in any manner 
converts, reconverts, or reconditions the vessel purchased by him if the 
amount expended for such conversion, reconversion, or reconditioning 
is in excess of $100,000. 


Amendments recommended by the Senate appropriations 
committee with respect to the items for the Maritime Com- 
mission were agreed to by the Senate, July 15, on which date it 
passed the independent offices appropriation bill and sent it to 
a conference committee for further action. 

The amendments affecting the Maritime Commission which 
the Senate adopted included one not stated in the committee 
— but appearing in the bill itself as reported, reading as 
ollows: 


Provided further, That, except for payment of construction- 
differential subsidies as provided in section 504 of the merchant marine 
act, 1936, as amended, no moneys of contract authority shall be avail- 
able during the period beginning with the date of enactment hereof 
and ending June 30, 1948, for the construction of any vessel begun 
after such date of enactment unless the Commission has entered into 
a contract for the sale of such vessel. 


“Topheavy” Staffs at Marine Schools 


Senator Reed issued a statement in which he elaborated 
on the appropriations committee’s action in cutting down the 
M. C. maritime training fund to $4,320,000. He said the bill 
specifically required elimination of maritime training schools 
at Pass Christian, Miss., Alameda, Calif., and St. Petersburg, 
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Fla. He stated that the committee had received from the 
Budget Bureau information showing that, as of May 30, there 
were 1,645 trainees and a total of 1,413 school staff members 
at the various marine schools in question, excluding 128 trainees 
assigned to ships at sea. The Budget Bureau tabulation showed, 
among other things, that among six schools specified the school 
at Sheepshead Bay, N. Y., had 278 trainees and 290 staff mem- 
bers, the one at St. Petersburg had 105 trainees and 148 staff 
members, and, at “other centers” not specified by name, there 
were 19 trainees and 245 staff members. 

“No other country in the world, so far as I know,” said 
Senator Reed, “undertakes to train its ordinary and unlicensed 
seamen. That would be about equivalent to starting a school 
to train men for duty as privates in the army. The Budget 
Bureau advises us that neither ship operators nor seamen’s 
unions give this training general support... . 

“The committee has asked the Maritime Commission for 


a later complete report of this. The report will be made public 
when received.” 


House Unit Probes Tank Car Use 
to Haul Export Oil to Ports 


Director Johnson, of the Office of Defense Transportation, 
and several executives of tank car companies were called to 
testify before the House merchant marine and fisheries commit- 
tee in the course of hearings in which the committee sought to 
obtain information about exportation of petroleum and its 
products to the Soviet Union, particularly with respect to 
United States origins of such export shipments. 

Chairman Weichel, of the committee, indicated by his line 
of questioning that, in view of advice he had received to the 
effect that this country had exported 220,000,000 barrels of oil 
(exclusive of lubricating oil) to Russia in the period from 
January 1, 1946, to July 1, 1947, and that a petroleum shortage 
had now arisen in the United States, he condemned what he 
regarded as a belated restoration of export control over pe- 
troleum products by the Commerce Department; that he be- 
lieved that “black market” prices had been offered by Russia 
to American petroleum products refiners and had influenced 
the sale of such products for export to the Soviet Union, and 
that he hoped to trace such alleged “black market” sales to 
their sources by obtaining data on tank car movements to ocean 
ports. 

However, Director Johnson began his testimony with the 
assertion that tank cars were not used for movement of oil for 
export; that the export oil was transported to the ports by 
means of tankers or pipelines, and that “the pipelines can take 
care of your export (of oil) without any trouble at all.” Chair- 
man Weichel then questioned the O. D. T. director as to spe- 
cific origins and destinations of oil movements in tank cars, 
and Director Johnson indicated he would attempt to supply 
that information to the committee. In the course of his testi- 
mony, Director Johnson gave a resume of the tank car situa- 
tion similar to that which he had presented in a hearing held 
by the House interstate and foreign commerce committee (see 
Traffic World, July 12). He added that the turn-around time 
for tank cars at present was considerably better than it had 
been in 1941; that the turn-around now averaged 13 or 14 days, 
whereas in 1941 the average had ranged from 16 to 18 days. 

Henry E. Sweet, deputy director of customs, reported to 
the Weichel committee that in June of this year 114 tankers 
had brought to this country a total of 11,290,493 barrels of 
petroleum products, of which only 117,000 gallons consisted of 
gasoline. He said these imports came from four countries: the 
Netherlands West Indies, Venezuela, Mexico, and Colombia. 

When the committee received further testimony from Un- 
dersecretary William C. Foster, of the Department of Com- 
merce, Chairman Weichel assailed the licensing by that depart- 
ment of oil exports to Russia at a time when, according to 
testimony he said had been presented by Navy Department 
witnesses, the navy was importing 500,000 barrels of petroleum 
products a month. Mr. Foster said that the sales of oil to Rus- 
sia were a matter of international trade, that they did not 
result in reduction of the United States reserves of oil, and that 
this country did not have sufficient storage capacity to handle 
the amount of oil that had been exported. 

Subsequently, the committee heard short statements by 
B. C. Graves, president of the Union Tank Car Co.; Walter J. 
Curley, vice president, General American Transportation Cor- 
poration; John B. Davenport, vice president, Shipper Car Line 
Corporation; Malcolm S. Langford, attorney for the Pan Amer- 
ican Petroleum Transportation Co.; E. J. Schiffer, general traf- 
fic manager, Gulf Oil Corporation, and Brigadier General Paul 
F. Yount, acting chief of transportation, War Department. The 
spokesmen for the tank car companies advised the committee 
that they were not in position to supply information as to 
origins and destinations of tank car oil shipments, since they 
leased their cars to other companies. 


TRAFFIC WORLD 


Lobbying Program of B. R. T. Head 
Called to Attention of House 


Rep. Owens, of Illinois, suggests that A. F. Whitney, 
president of trainmen’s brotherhood, may have vio- 
lated lobbyist registration act by alleged failure to 
register some employes engaged in opposing Taft- 
Hartley bill at Capitol prior to its passage. Text of 
Whitney letter, reproduced in Congressional Record, 
discloses disagreement between Whitney and two 
trustees of B. R. T. 


Prompt investigation by “those responsible for the proper 
enforcement of the reorganization act’ of the question whether 
A. F. Whitney, president of the Brotherhood of Railroad Train- 
men, and certain of his employes who had. participated in lob- 
bying activities were guilty of violation of the lobbyist-regis- 
tration provisions of the reorganization act, was advocated by 
Representative Owens, of Illinois, in extension of his remarks 
in the Congressional Record of July 9. 

When this investigation was made, he said, “it might also 
be well for the committee to examine into the background of 
those same persons as some very interesting facts would un- 
doubtedly be disclosed.” 

Mr. Owens inserted in the Record, as part of his remarks, 
the text of a circular or letter addressed by Mr. Whitney to 
the B. R. T. members who had been delegates to its 28th con- 
vention. In the circular, Mr. Whitney discussed steps he had 
taken to put into effect a public relations program of a type 
conceived by him to be in accord with recommendations made 
in a report at the convention by the brotherhood’s special pub- 
lic relations committee. 

Mr. Whitney complained, in his circular, that certain meas- 
ures he had sought to effect had been blocked or delayed by 
opposition to those measures by two trustees of the brother- 
hood—E. C. Bassett and B. J. Baumberger. 


Action on “Research Institute” 


Discussing one such development, Mr. Whitney said, in the 
circular, that he had discussed with B. R. T. leaders and with 
heads of certain other labor organizations the advisability of 
establishing a research bureau in Washington “to carry on a 
comprehensive research work to assist our national legislative 
staff and me as well as our friends in Congress.” He said it 
had been agreed to set up a Public Affairs Research Institute 
as a non-profit organization “financed by donations from a 
group of founders, including labor organizations and other 
liberal-minded citizens.” 

He said he had then laid before the trustees of the brother- 
hood a request for authority to spend up to $100,000 from the 
national legislative revolving fund of the B. R. T. to promote 
the “program,” and that Trustees G. J. Giguere and Bassett 
had approved the request, Trustee Baumberger having been 
absent at the time. Mr. Whitney then stated that, after he had 
arranged for deposit of $10,000 in a Washington bank “to get 
the institute started,” and after Dr. Dewey Anderson, “an 
economist of exceptional ability,” had been chosen by the insti- 
tute sponsors to serve as its director at $1,000 a month, he was 
advised by Trustees Bassett and Baumberger that they were 
withdrawing their support of the $100,000 appropriation. He 
said the research institute project then collapsed, but that he 
“took steps to make such emergency arrangements as appeared 
to be necessary to tide the situation over and to enable the 
brotherhood to throw its influence and weight against the 
vicious bills pending in the Congress.” 


Employment of “Public Relations Expert” 


Mr. Whitney reported that Walter J. Munro, “public rela- 
tions expert, and a former top conciliator, United States De- 
partment of Labor,” had been employed on March 1 to repre- 
sent the B. R. T. as public relations expert in Washington. 

Subsequently, after a conference with the B. R. T. grand 
lodge staff in Cleveland, he stated, he had instructed “Brother 
Byrl A. Whitney, a member of the grand lodge staff,” to confer 
in Washington with the national legislative representative of 
the brotherhood (Harry See) and his assistant, with Dr. Ander- 
son and Mr. Munro and with “friendly members of the Con- 
gress” to ascertain their needs in connection with efforts to 
defeat “the unfriendly labor measure.” 

“It was the unanimous opinion,” said Mr. Whitney, “that 
a temporary research bureau should be set up in Washington 
by the brotherhood following the lines first outlined. Pursuant 
to this suggestion . . . two additional expert economists and 
two stenographer-clerks were employed to complete the staff. 

“Our efforts, even though hampered by the action of Trus- 
tees Bassett and Baumberger, have defeated some of the most 
obnoxious provisions embodied in the Taft-Hartley bill. The 
prohibition of industry-wide bargaining and the close shop and 
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'the more vicious sections providing for unlimited use of injunc- 
"tive proceedings to prevent strikes were defeated. The small 
‘group of senators responsible for the defeat of these provisions 
‘of the bill have relied on research and material provided by our 
“Washington staff. Every resource at our command was made 
‘available to them and the success of their efforts to weaken 
‘the bill in the Senate was largely attributable to help given 
‘them by the brotherhood.” 

Mr. Whitney estimated that the brotherhood’s budget for 
‘support of a permanent “research institute” of the type de- 
scribed would be about $40,000 a year, or about 20 cents for 
pach member. 


Another Dispute with Trustee 


“Trustee Bassett,” he continued, “also objected to pay- 
ments made to Mr. Charles Kramer, whom I retained for a 
three-month period. Kramer was highly recommended by Sen- 

"ators Harley M. Kilgore, Democrat, West Virginia, and Claude 
‘Pepper, Democrat, Florida, and I was advised through other 
sources that he was a capable writer and research specialist. 
_,.. His services were terminated on February 28, 1947, due 
‘to Trustee Bassett’s vehement protests. He prepared some 
"very fine statements for the brotherhood, which I used to great 
"advantage. Trustee Bassett’s objection to Kramer’s employ- 
/ment is an attempt to usurp the managerial prerogatives of the 
president of the brotherhood. 
- “Another objection raised by Trustee Bassett was against 
a contribution of $1,000 to the Progressive Citizens of America. 
'This organization is an amalgamation of the former National 
‘Citizens Political Action Committee and several other progres- 
‘sive organizations. The general secretary and treasurer and I 
had agreed that a donation of $1,000 would assist this organiza- 
‘tion in its efforts to help preserve the gains made by labor 
“during the Roosevelt administration, thus implementing our 
own efforts. 
4 “Trustees Bassett and Baumberger also objected to reim- 
‘ursing Mr. Walter Munro, our public relations representative 
Washington, for the cost of dining members of Congress, 
press representatives and other influential persons connected 
With labor legislation. . . . Under every rule of reason and 
Mecency Mr. Munro should be reimbursed for moneys spent in 
Mdining these representatives.” 


“Lobbying” Expenses Itemized 


: Mr. Whitney then presented a tabulation of expense in- 
Pcurred by the brotherhood in the first five months of this year, 
"at Washington and Cleveland, “in connection with our public 
relations program.” This tabulation showed expenditures total- 
fing $15.625.73, including the following items: 

: Walter J. Munro, for months of March, April and May, 
"$3,170.10, including salary of $672.20 a month, per diem rang- 
‘ing from $342.20 to $365.80 a month, and other expenses. 
Charles Kramer, research writer, services at $750 a month 
for three months ended with February, total of $2,250. 

Dinner for 41 Republican members of Congress, March 12, 
at Mayflower Hotel, Washington, $246.50. 

a for 35 Democratic members of Congress, March 13, 

(“Most of our guests,’”’ Mr. Whitney wrote, “were serving 
their first term in the Congress and they were delighted to have 
an opportunity to be informed upon the brotherhood’s program, 
and its attitude toward the labor bills pending in Congress.’’) 

Press conference on rules movement, May 21, $231.05. 

Photographs distributed—pictures taken at dinners March 
12 and 13, $62. 

B. of R. T. pencils given to congressmen and others attend- 
ing dinners, $17. 

Newspaper advertisement, Washington, D. C., June 9, 1947: 
ee Washington Post, $1,049.20; The Washington Evening Star, 

108.80. 

Expense incurred by W. J. Munro entertaining congressmen 
and others at luncheon and dinners, which Trustees Bassett and 
Baumberger refused to approve for payment; March expense, 
$45.90; April expense, $35.55; May expense, $56.50. 


Opposition to A. A. R., Etc. 


“When request was made for authority to spend up to 
$100,000 . . . I did have the conviction that we should not 
‘scotch’ our funds and play into the hands of the N. A. M. (Na- 
tional Association of Manufacturer), the United States Chamber 
of Commerce, and the Association of American Railroads,” said 
Mr. Whitney in his circular letter. “I know that these associa- 
tions, with the support of certain Fascist-minded individuals 
and corporations, are spending vast sums of money in the hope 
of destroying labor. . . .” 


Mr. Whitney reported that the B. R. T. had spent, with 
“very beneficial” results, $21,447.98 for insertion of an adver- 


tisement in “key newspapers throughout the country” after the 
Tailroad strike of 1946; that it had undertaken, in September 
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of last year, expenditure of $27,136.13 for “preparation of radio 
spot announcements and newspaper advertising of educational 
political nature,” and that various state legislative advance 
funds had contributed $9,746.49 for newspaper advertising. 

The Whitney circular concluded with a plea to the conven- 
tion delegates to fill in a ballot attached to the circular, express- 
ing their approval or disapproval of the actions that Mr. Whit- 
ney had taken. : 

Commenting on the circular, Representative Owens said it 
was apparent that Mr. Whitney was attempting to use his posi- 
tion as B. R. T. president for the purpose of charging the 
brotherhood trustees with lack of cooperation, ‘‘when in truth 
and fact they are protecting the interests of the members of 
the brotherhood which Mr. Whitney was chosen to represent.” 

“It might be well for that organization,” Mr. Owens added, 
“to examine into his stewardship in view of the activities which 
he has admitted in his effort to obtain repayment of funds 
which appear to have been spent without authorization. It might 
also be interesting to see a complete breakdown of the expendi- 
tures in question. Mr. Whitney should also explain why a sum 
of $25,000 or more should be expended in lobbying against legis- 
lation which specifically excludes any and all persons who are 
subject to the railway labor act.” 

“It clearly appears from a reading of the circular that Mr. 
Whitney is maintaining a lobby on Capitol Hill,” said Repre- 
sentative Owens. “In view of the fact that the Brotherhood of 
Railroad Trainmen registered six persons by virtue of the provi- 
sions of that section of the reorganization act which requires 
registration with the Secretary of the Senate and the Clerk of 
the House of any person who shall engage himself for pay or 
for any consideration for the purpose of attempting to influence 
the passage or defeat of any legislation by the Congress of the 
United States, Mr. Whitney knows that he should register all 
persons whom he employs for such purpose. He also knows 
that it is necessary to give much additional information regard- 
ing the scope of the activities of such lobbyists.” 


House Subcommittee Report on 
Air Navigation Aids Issued 


Representative Hinshaw, of California, chairman of the 
aviation subcommittee of the House interstate and foreign com- 
merce committee has submitted a report on aids to air naviga- 
tion and landing, (House report No. 885) which, referring to 
the number of light-type personal planes in use, mostly equipped 
with low frequency radio receivers, said it would be necessary 
to continue in operation the existing low frequency radio range 
system long enough to permit users of this type of plane to 
change over to VHF (very high frequency). 

This program, it said, “must be keyed to the time of com- 
pletion of installation of the VHF range system.” The following 
factors in a program for installing a VHF fixed course range 
system, which the report said should be established at once, 
were set forth: 


1. Its urgency for safety in air navigation. 
2. Time required for manufacture and installation of proper trans- 
mission and receiving equipment (ground and air-borne). 


3. A period of time that will be fair to the light-plane owners and 
pilots. 


4. The expense to the government of operating and maintaining 
both low frequency and VHF ranges simultaneously. 

When that program is determined notice should be given to all 
concerned that within some specified time, such as 6 months or one 


year, after the date of completion of the VHF range installation program 
the LF ranges will be decommissioned. 

To the end that the light-plane flier may obtain maximum possible 
benefit from the VHF navigational-aid system, including markers, com- 
pass locators, etc., the radio manufacturers should be encouraged to 
develop a reliable light-weight low-cost VHF radio automatic direction 
finder (ADF) with instrument panel indicator. 


The report said the air carriers and the Civil Aeronautics 
Authority were “strongly favorable to the installation of the 
VHF omni-directional ranges with DME beacons in a frequency 
grid pattern covering the United States in approximately 599- 
mile squares.”” To do this, it said, would require the installation 
of 495 VOR stations. 

The report discusses other aids to landing aircraft, in- 
cluding approach lights. Among its conclusions and recom- 
mendations was one that funds be made available to selected 
manufacturers for their several or joint experimentation, de- 
velopment, and test of automatic means for indicating to ground 
personnel and pilots in flight, traffic separation in altitude, dis- 
tance, and direction. When approved, the report said, the new 
traffic-indicating system should be installed under a prede- 
termined program “geared to reasonable expedition,” and that 
when a satisfactory system had been approved, funds should be 
appropriated for a substantial scale-service test of an automatic 
system for posting indicated airways traffic information. 
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Other recommendations deal with approach lights; aids to 
instrument approach; enroute navigation aids; airport opera- 
tions capacity; and cooperation. Under the heading of coopera- 
tion, the report said: 


A strong note of hostility appears to be evident between other 
agencies of government on the one hand and the C, A. A. on the other, 
and between certain civil interests and the C. A. A. This appears to 
arise from a determination by the C. A. A. to dominate in important 
decisions. It is noted that the Air Coordinating Committee, under the 
executive order establishing it, cannot arrive at a conclusion or deter- 
mination that is not unanimous. We understand that in a number of 
important matters one agency has refused to concur, thus preventing a 
determination entirely or forcing amendment to include its dictum. It 
is this process, largely, that may have engendered duality in decisions 
and in important instances, excessive expense, under the federal budget. 

This practice should be stopped and full agreements reached, in 
the interest of economy in government. : 


Self-Liquidating Seaway Project 
Gets Senate Subcommittee’s O. K. 


Senator Wiley, of Wisconsin, chairman of the Senate for- 
eign relations committee’s subcommittee on legislation to author- 
ize the St. Lawrence seaway and power project on a self- 
liquidating and self-supporting basis, announced on July 15 that 
the subcommittee had “decided without dissent” to report the 
legislation (S. J. Res. 111, introduced by Senator Vandenberg, 
of Michigan, for himself and 15 other senators) to the full 
committee. 8 

Though Senator Wiley, in his announcement, expressed be- 
lief that the full committee would act favorably on the resolu- 
tion in an executive session on July 16, the full committee on 
that day deferred action on the measure until July 18. Senator 
Wiley said that the other subcommittee members who voted to 
report the resolution favorably were Senators Hickenlooper, of 
Iowa; Hatch, of New Mexico, and Thomas, of Utah. He added 
that Senator Smith, of New Jersey, voted to report the bill to 
the full committee “without prejudice.” 

In his announcement, Senator Wiley said it would be wholly 
inconsistent if the United States were to spurn the St. Lawrence 
project while spending money for capital projects in foreign 
countries. His statement included the following: 


I regard enactment of S. J. Res. 111 as an indispensable item to 
the agenda of the 80th Congress. ... 

The precedent of self-liquidation is a monumental step forward 
in establishing wealth producing projects of this nature on a wholly 
business-like basis. 


No dilatory tactics, no narrow sectional appeals, no quibbling as 


to insignificant details will be allowed to imperil the enactment of 
this resolution by the Senate and House in the 80th Congress. 


Subcommittee’s Views on Costs 


. The subcommittee’s printed report (“committee print’) on 
S. J. Res. 111 set forth details of the resolution, contained dis- 
cussion of some of the testimony presented in its hearings and 
listed the witnesses heard. Its comment on the resolution in- 
cluded the following: 


The total cost of the seaway and power project including expendi- 
tures to date is estimated at $884,000,000, of which the Canadian cost 
is $361,000,000 and the United States cost $523,000,000. The cost to 
complete the project is $720,000,000, of which Canadian cost is approxi- 
mately $230,000,000 and the United States cost $490,000,000. 

The cost to complete the project—namely $720,000,000—is the figure 
adopted by the subcommittee as the starting point for determining the 
amount to be liquidated. ... 


The plan for self-liquidation of the seaway carries with it the 
implication that with the retirement of the net investment after 40 
to 50 years, there will no longer remain any necessity to exact toll 
charges except for current operating and maintenance expenses. Con- 
sequently, after 40 to 50 years the toll charges will be purely nominal 
in amount. 

Incidentally, the subcommittee is not impressed by the contention 
that the United States will bear a disproportionate share of the total 
cost for new navigation works ($330,000,000 out of $398,000,000). It 
should be recalled that Canada has already expended $133,000,000 on 
navigation works (principally the Welland Canal) which are essential 
links in the St. Lawrence seaway as compared with United States 
expenditures of only $32,000,000... . 

In any event, the point is that the resolution provides for self- 
liquidation of the entire cost of the new construction so that the pro- 
portion of cost borne by each country is not of major importance in 
evaluating the project. The users will pay for the whole project... . 


House Committee Hearings 


Consideration of the St. Lawrence project by the House 
public works committee began July 15 when the first of a series 
of hearings by that committee on H. J. Res. 192, introduced by 
its chairman, Representative Dondero, of Michigan, and iden- 
tical in its provisions to S. J. Res. 111, washeld. At the outset, 
Chairman Dondero stated that only four of the present members 
of the committee had heard testimony presented before it in 
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1941 concerning the St. Lawrence project. He said the com- 
mittee did not expect to complete its “investigation” of the sub- 
ject in the current session of the 80th Congress, and that it ex- 
pected to resume its hearings at the second session, beginning 
next January. He described the St. Lawrence plan as the last 
“great public works project” that had not been completed or 
authorized. 

The House committee hearings had been scheduled to be- 
gin July 14, but the first hearing was postponed to the following 
day because of the death of Representative Mansfield, of Texas, 
— minority member and former chairman of the com- 
mittee. 

Proponents of the considered resolution who testified on 
July 15 were Lieutenant General Raymond A. Wheeler, army 
chief of engineers, and Julius H. Barnes, president of the Na- 
tional St. Lawrence Association. Witnesses heard that day in 
opposition to the resolution were former Representative Ham- 
ilton Fish, Jr., of New York City, and G. E. Mace, of the Com- 
merce and Industry Association of New York. On July 16 the 
committee heard testimony in support of the project by Major 
General Francis B. Wilby, chairman of the New York Power 
Authority. A statement in support of the resolution was placed 
in the hearing record on behalf of Grant Daniels, representing 
the North New York Federation of Chambers of Commerce. 


Senate Unit Minority Denounces 
Railroad Reorganization Bill 


Six members of the Senate interstate and foreign com- 
merce committee have signed a minority report on S. 249, the 
so-called railroad reorganization bill reported by a majority of 
the committee (see Traffic World, July 12, p. 115) and have 
likened the bill to “a speculator’s dream.” 

The minority report was released by Senator Hawkes, of 
New Jersey, and was signed also by Senators Brewster, of 
Maine; Capehart, of Indiana; Johnson, of Colorado; McMahon, 
of Connecticut, and Moore, of Oklahoma. 

If enacted, S. 249 would be certain to “harm millions of 
Americans for the benefit of a few,’’ would make fortunes for 
Wall Street speculators, and would “give control of some of 
our important carriers through a shoestring investment to in- 
terests ambitions to acquire control of some of our important 
transportation facilities,” the minority declared. 

Signers of the minority report said that S. 249 as orig- 
inally introduced (when it did not contain provisions affecting 
railroads in bankruptcy or receivership) was praiseworthy, but 
that the committee amendments to the bill ‘would undo sub- 
stantially all that has been done in the past in these long- 
standing reorganization cases almost completed.” They said the 
bill as now written would also establish dangerous precedents 
with a disastrous effect on future financing of the railroads. 

“Property would be returned to the debtor who would be 
treated as being solvent even though by no stretch of the 
imagination has it any equity in the property,” the minority 
said. 

The report referred to the Commission’s opposition to the 
legislation, and added: 


Every person who rides by railroad or ships by railroad and every 
railroad employe would be adversely affected by this legislation. It 
would also undo much good that has been done progressively with ref- 
erence to blue sky laws inasmuch as the result of this section (section 
2 of the bill) would keep alive equity securities of little or no value for 
distribution to the public. 


The minority report suggested that proponents of the bill 
realized that it was “now or never” for the legislation in ques- 
tion, since several roads now in reorganization under section 77 
of the bankruptcy act would have been reorganized by the 
time Congress reconvened in January, 1948. 


“A controversial and technical bill should not be passed 
at the eleventh hour and at the end of the session,” the minor- 
ity report concluded. 


Report on H. R. 2298 


In its report on H. R. 2298, the so-called Mahaffie bill to 
provide a procedure whereby railroads in financial difficulty 
but not in bankruptcy might alter or modify their debt obliga- 
tions and capital stock structures (see Traffic World, July 12, 
p. 118), the Senate interstate and foreign commerce committee 
said the bill would “provide a new, more expeditious, less ex- 
pensive and simple method of bringing about financial reorgan- 
izations of railroads.” 

“The amendments proposed by this committee,” it said, 
“have as their objective the broadening of this recommended 
legislation to cover modifications of stocks as well as of obliga- 
tions. These amendments have been strongly urged by a num- 
ber of witnesses . . . particularly witnesses representing the 
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Boston & Maine Railroad and the Missouri-Kansas-Texas Rail- 
way. These two railroads among others, face the problem of 
modifying their financial structures, but because of large ac- 
cumulations of arrearages of unpaid dividends on preferred 
stock would be unable to alter or modify their financial struc- 
tures under the provisions of the bill as it was passed by the 
House. . . . The Senate amendments here proposed, if adopted, 
will permit these railroads, and others in like circumstances, 
to take advantage of this new streamlined reorganization pro- 
cedure.” 

The railroad reorganization bill of the subcommittee 
headed by Representative Reed, of Illinois, H. R. 3980, was 
ordered reported by the House judiciary committee following 
an executive session held July 14. 

A number of amendments were voted, including the dele- 
tion of section 5, which read as follows: 


Sec. 5. Nothing in this act is intended or shall be construed so as 
to authorize the involuntary elimination or forfeiture of (4) any part 
of the lawful claims of the holders of obligations of any carrier, or (b) 
of the stock of any carrier: Provided, That no involuntary elimination 
or forfeiture shall be deemed to occur if such claims are lawfully satis- 
fied by the substitution of securities or otherwise under the provisions 
of this act; nor shall any involuntary elimination or forfeiture of stock 
be deemed to occur by reason of any alteration or modification of the 
corporate charter provisions of a carrier which alteration or modifica- 
tion is assented to or accepted by the holders of the requisite percent- 


age of such stock pursuant to the applicable provisions of section 1 of 
this act. 


The bill had been introduced by Representative Reed on 
June 25 as a “clean bill’ substitute for H. R. 3237, his bill to 
establish a procedure whereby certain railroads in reorganiza- 
tion under section 77 of the bankruptcy act might be returned 
to their original stockholders (see Traffic World, June 28, 
p. 2062). 


MISSOURI VALLEY AUTHORITY 
President Truman stated, in a press conference, that he 
had always actively supported proposals for establishment of a 
Missouri Valley Authority. He said he had told Senator Mur- 
ray, of Montana, in the course of a recent White House visit 
by the senator, that he (Senator Murray) should push his Mis- 
souri Valley Authority bill, now pending in the Senate. 


Mexico Temporarily Suspends 
Importation of Certain Goods 


The Departments of Commerce and State have announced 
that the Government of Mexico has taken action which will 
affect United States exports to that country. 


“In decrees published in the Diario Official (Official Ga- 
zette), the Mexican government took action to suspend tem- 
porarily the importation of certain goods regarded as non- 
essential, and also to increase import duties on an additional 
selected group of commodities,” it was stated. “The action was 
taken in order to check the heavy drain upon the Mexican 
reserves of foreign exchange by continued heavy imports. None 
of the articles enumerated in Schedule I of the trade agreement 
between the two countries signed December 23, 1942, on which 
Mexico granted tariff concessions in the agreement, has been 
subjected to increase in duties.” 

Continuing, the departments said: 


The decree suspending imports is effective July 11 but there are 
provisions for the granting of import permits on all shipments in 
transit and also for bona fide orders placed before May 18, 1947, for 
which payment arrangements have been fixed and which are to be 
delivered before October 15, 1947. Application for import licenses for 
such orders must be made by Mexican importers before August 15, 
1947. In addition, there is provision for special consideration in cases 
of grave injury to exporters or importers. 

The decree suspending imports envisages that quotas will later be 
established to replace the suspensions and that these restrictions will 
ultimately be withdrawn as the Mexican balance of international pay- 
ments improves. 

‘The classes of commodities affected by the suspension order are: 

Canned meats; certain fresh, dried and canned fruits, furniture 
(wood and metal); tanned furs, fur wearing apparel; bags, wallets and 
purses (of or containing leather); cut diamonds, glass and crystal 
wares; jewelry; refrigerators; certain wearing apparel and hosiery; 
coated cotton cloth; velvets; carpets; certain cosmetics; wines and 
alcoholic beverages; Kraft paper and cardboard; advertisements; cata- 
logs and calendars (but not before January 1, 1948); antiques; certain 
fountain pens and pencils; radio receivers, phonographs and pianos; 
watches; automobiles, trucks and buses. 


The decree establishing increased rates of duties, also published to- 
day, will become effective 15 days hence. It affects the following 
classes of commodities. 

Certain preserved fish, including codfish and sardines; artificial 
fibers of animal origin; beverage coloring (sugar’ base); unspecified 
essential oils; copper including electrolytic; lamps and lanterns; locks 
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and key blanks; curtain rods; calcium carbide; certain buttons; 
cigarette paper; trimmed felt hats; machetes, motorcycles. 

Details as to the list of commodities subject to suspension and 
the list subject to duty increases will shortly be obtainable from the 
Department of Commerce or any of its field offices. 


Congress Extends War Powers, 
Continues O. D. T. to March 1 


By agreeing to a conference committee report on H. R. 
3647, a bill extending certain powers of the President under 
title II of the second war powers act, comprising control of 
certain exports and imports and authority to allocate certain 
commodities remaining in short supply, Congress has taken its 
final action on the bill and has sent it to the President. The 
conference report which the Senate and House adopted con- 
tained a provision the effect of which was to extend the life of 
the Office of Defense Transportation through February 29, 1948, 
instead of until January 31, 1948, as provided in the Senate- 
approved version of the bill (see Traffic World, July 12, p. 115). 

By earlier “stop-gap” legislation, Congress had provided 
for continuance of the war powers under title III, including 
the authority assigned to the O. D. T. for allocation of the use 
of ee equipment and facilities by rail carriers, until 
July 15. 

Statements made by Director Johnson, of the O. D. T., and 
Senate Reed, of Kansas, appearing in the printed hearings of 
the Senate appropriations committee on the independent offices 
appropriation bill for the fiscal year begun July 1, indicated 
that the House appropriations committee could be expected to 
act to provide money for operation of the O. D. T. in the eight 
additional months in which it would continue to operate, under 
terms of H. R. 3647, soon after the House committee received 
advice as to disposition of the legislation to extend the life of 
the O. D. T. 

When separate legislation for continuance of the O. D. T. 
to January 31 was reported by the Senate interstate and for- 
eign commerce committee recently, Senator Reed said the com- 
mittee agreed on that “deadline” because the second session of 
the 80th Congress would be in progress at that time and, if it 
then appeared necessary to grant a further “lease on life’ to 
the O. D..T., Congress could enact legislation providing for 
such further extension. 


Continuance of Controls 


In discussion of changes made by the conferees in the 
provisions of H. R. 3467, Representative Springer, of Indiana, 
stated in the House that the conferees had decided that controls 
over hard fiber and cordage were no longer necessary and had 
stricken those controls from the bill. 


“On the question of cinchona bark, quinine, and quinidine,” 
he said, ‘the allocation and control was limited to a stock pile 
which the government might now have on hand, or which it 
might hereafter acquire. The hearings disclosed that 1,000,000 
ounces of quinine have been discovered as surplus in the hands 
of the army. That is coming into the possession of the govern- 
ment quite soon. Of course, that particular quinine will be sub- 
ject to allocation. . . . However, the industry has the power and 
the right to purchase cinchona bark, quinine and quinidine on 
the open market without any control and without any alloca- 
tion, and that which is purchased on the open market... is 
not subject to any allocation as to those into whose hands it 
might finally fall and where it might eventually be used... . 
The protection with reference to petroleum and petroleum 
products which was written into this measure in the House is 
carried forward in this measure by the conferees. I think that 
is a wholesome and effective provision for the protection of the 
people of this country with reference to petroleum and petro- 
leum products. Too much of those commodities has been sent 
to Russia and to foreign countries... .” 


He said the export controls embodied in the bill were con- 
tinued, under its terms, until March 1, 1948, and were a con- 
tinuance of the controls embraced in the export control act. 

President Truman signed the bill, designated as the second 
decontrol act of 1947, on July 15, and issued.a statement in 
which, with reference to the export controls set forth in the 
legislation, he said he was “gratified that the Congress has 
again demonstrated its willingness to support the achievement 
of our foreign policy objectives.” 


He observed that the act extended until March 1, 1948, 
“the authority of the government to regulate the export of 
commodities which are in critically short supply here and 
abroad; to control] the importation and domestic use of a small 
group of essential commodities which we must obtain from 
sources of supply abroad; to allocate transportation equipment 
of rail carriers; and to direct the delivery abroad of goods 
required for the production in foreign countries of commodities 
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urgently needed in the United States, or required for carrying 
out our foreign policy.” 

“Our objective,” the President said, ‘‘continues to be the 
removal of interferences with world trade. We shall, accord- 
ingly, use these controls sparingly and dispense with them as 
soon as conditions permit. . . . Under this legislation, it will 
be the duty of the Secretary of Commerce to watch the effect 
upon the domestic economy of the exercise of these pow- 
Siar s 


$400,000 More Recommended for 
I. C. C. by Senate Committee 


Printed hearings on “independent offices” appropria- 
tion bill include testimony of Commission members 
indicating that Official Territory lines plan actions for 
larger divisions on interterritorial traffic. Record load 
of I. C. C. work reported, increases in volume of cases 
handled by various bureaus noted 


In its report on H. R. 3839, the independent offices appro- 
priation bill for the fiscal year begun July 1, the Senate ap- 
propriations committee recommended a total of $11,011,100 for 
the Interstate Commerce Commission—$400,000 more than had 
been provided for it in the bill as passed by the House, but 
oy ae = than the Budget Bureau had recommended for 
the I. C. C, 


The committee added the $400,000 to the Commission’s 
allowance for “general expenses” and made no changes in the 
House-approved amounts of $908,000 for the Commission’s 
Bureau of Safety, $605,000 for locomotive inspection, $200,000 
for printing and binding, and $30,000 for penalty mail costs. 

Taking part in presentation of the Commission’s plea for 
more money than the House had granted it, Commissioner 
Mahaffie testified, as shown in the printed hearings of the 
Senate committee, that “never in the history of the Commis- 
sion has it had a comparable working load of important, diffi- 
cult proceedings such as it has now.” 


“May I say that statement covers my knowledge and expe- 
rience in the Commission, going back to 1907,” Chairman 
Aitchison interposed. 

Commissioner Mahaffie stated, in the course of a discussion 
of major formal cases pending before or anticipated by the 
Commission, that ‘“‘we have been notified that the Official Terri- 
tory lines expect to raise the question of division as to both 
their divisions with the transcontinental, southern, and south- 
western lines.” 


“Those proceedings,” he said, “have not yet been insti- 
tuted, but we have been told officially that they will be.” 


Effect of Pay-Increases 


Inserted in the Senate committee hearing record was a 
letter addressed to the committee by Chairman Aitchison, in 
which attention was called to the effect of federal employe 
pay increases voted by Congress last year on the Commission’s 
budget for the new fiscal year. Referring to the House action 
limiting the I. C. C. amount for “general expenses” to $8,868,- 
100 for the fiscal year begun this month, Chairman Aitchison 
said that “a comparison of $8,868,100 and 2,192 positions for 
1947 with the $7,235,338 and 2,238 positions appropriated for 
1946 shows an increase of $1,632,762 and a decrease of 46 posi- 
tions for 1947 over 1946.” 

“Our records,” his letter continued, “show increasing 
trends in work coming to the Commission during the 1947 fiscal 
year over that received during the 1946 fiscal year, for exam- 
ple: Bureau of Formal Cases, formal proceedings increased 6 
per cent; Bureau of Motor Carriers, Section of Complaints, ap- 
plications, rate and other proceedings increased 24.9 per cent; 
and Bureau of Traffic, tariffs, concurrences, power of attorneys, 
special permission and temporary authority applications, and 
bilateral contracts increased 28.4 per cent... . 


“n the Bureau of Inquiry, there were substantial increases 
in work pending on May 31, 1947, over that pending on May 
31, 1946, as follows: Investigations, 111.5 per cent; cases for 
prosecution, 13.6 per cent; and cases pending in court, 140 per 
RR 

Commissioner Mahaffie reported to the committee that at 
the end of May there were pending in the complaints section 
of the Bureau of Motor Carriers 2,399 application cases—appli- 
cations either for a new operation or for extension of an exist- 
ing operation. 


“Seven Months... Too Long” 


“Those cases have to be heard,” he said. “The average 
time of disposal, roughly, is seven months. That is too long. 
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Some of them, of course, where they are heavily litigated, have 
to run a good deal longer than that. There have to be proposed 
reports, arguments, and so forth. 


“With that grist of work, I think seven months is longer 
than we ought to have on an average. That is one of the 
bureaus and one of the activities which we think would be 
adversely affected by this shrinkage of $1,267,000 that the 
House has set... . 


“Positions authorized by Congress (in the Commission) 
have run from 2,545 in 1940 up to 2,670 in 1943, and they are 
back to 2,245 now. In that period . . . the work of the Commis- 
sion has very greatly increased. We are doing it now with a 
lesser force from the standpoint of numbers than we have 
heretofore had.” 


Commissioner Johnson testified with respect to the Com- 
mission’s Bureau of Service and its relationship to the Office 
of Defense Transportation, headed by him. He said that for 
the fiscal year ended June 30 the Commission supplied 30 serv- 
ice agents and 12 field clerk-stenographers; that the O. D. T. 
appropriation covered 40 field service agents and three stenog- 
raphers, “giving us 70 field service men and 15 stenographers, 
and that “if the House cut (in the I. C. C. appropriation) 
stands, we will have 30 in I. C. C., 29 in O. D. T., total of 59; 
but if O. D. T. does not continue, then we will have a total of 
only 30 field service agents, and 12 stenographers.” He added 
that if the O. D. T. was “confined to its job” until next Febru- 
ary, “I am sure we will have to ask Congress for some tempo- 
rary addition to the I. C. C. Bureau of Service.” 

The Senate passed the bill on July 15, accepting the 
amendments recommended by its appropriations committee 
with respect to the I. C. C. The bill was sent to a conference 
committee of Senate and House members for the ironing out 
of differences between the House-approved and Senate-ap- 
proved provisions. 


House Unit Probes Tank Car Use 
to Haul Export Oil to Ports 


Mr. Graves stated that his company owned about 39,000 
cars, and that about 4,000 of them were used in movements of 
crude oil, including some movements to Canada. Mr. Curley 
said that General American owned about 37,000 tank cars, and 
that none of them were hauling oil to the Pacific coast. He said 
he thought he could obtain for Chairman Weichel information 
that the latter wanted. Mr. Schiffer said that Gulf Oil Cor- 
poration operated a total of 3,084 tank cars, including 1,524 
that it owned, and that the oil moved to refineries on the Gulf 
could go “for export or anywhere else.” General Yount said 
that about 1,500 of the War Department’s 3,500 tank cars were 
used in movement of petroleum and that those 1,500 cars were 
used in movement of aviation gasoline consumed entirely within 
the United States, at army installations. 


In the course of questioning of Joseph E. Keller, associate 
counsel for the National Petroleum Association, who appeared 
on behalf of the Texas Pipe Line Co., of Houston, Tex., Chair- 
man Weichel expressed dissatisfaction with response received 
after the dispatching of 50 or 60 telegrams to pipeline com- 
panies and tank car interests, requesting representation of them 
at his committee’s hearings. A. J. Welliver, assistant general 
manager of the wholesale department.of the Sun Oil Co., Phil- 
adelphia, described pipeline operations of that company and 
told of petroleum products exported by it to Britain and France. 
He said that less than 0.4 per cent of his company’s products 
had been shipped overseas this year. 


Chairman Weichel made the following statement: 

“Testimony has shown and a number of telegrams have 
shown that the American pipelines have been used to a high 
degree to carry crude, gasoline and petroleum products, not to 
the interests particularly of the United States, but that go into 
export, which has created part of this shortage, and the same 
thing goes with reference to the use of tank cars. 


“Hundreds of tank cars . . . are used for export purposes, 
directly or indirectly. Tank cars, because of the shortage of 
pipelines due to not enough steel, are carrying crude to refin- 
eries, and from the refineries the product finds its way to export 
through the ports on the Gulf coast and on the east coast. 
The use of these facilities . . . with reference to the fluids that 
find their way into export, lessens and stops the domestic 
distribution. 

“Tank cars are expected to be used generally for domestic 
distribution, and the pipelines were expected to be so used, but 
in so far as they are now used for export, it cuts down the 
domestic distribution, and the purpose of this hearing is to get 
into the record, the fact that these facilities are used which 
are creating the present shortage, to which the Secretary of 
Commerce has contributed to the greatest degree possible. .. .” 
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Bulwinkle’s Own “Rate Bureau” Bill 
Ordered Reported, with Amendment 


The House committee on interstate and foreign commerce 
on July 11 ordered favorably reported to the House, with an 
amendment, H. R. 221, the bill introduced by Representative 
Bulwinkle, of North Carolina, to exempt I. C. C.-approved 
agreements of regulated carriers concerning rates and services 
from application of the anti-trust laws. 

In the executive session in which it decided to report H. R. 
221, the committee also had under consideration S. 110, the 
so-called Reed-Bulwinkle bill which the Senate had amended 
and passed and which had been included with H. R. 221 as the 
subject matter of hearings held by the House committee (see 
Traffic World, July 5, p. 43). When he introduced H. R. 221 
early in the present session of Congress, Representative Bul- 
winkle stated that its text was the same as that of the original 
Bulwinkle bill, H. R. 2536, 79th Congress, in the form in which 
the House passed it in December, 1945. 

The amendment adopted by the committee to H. R. 221 
would insert a new subsection (3) on page 2 of the bill. and 
would require appropriate changes in cross-references and in 
numbers of subsequent subsections. 


Text of H. R. 221 


The bill as ordered reported to the House, including the 
new subsection (3), follows: 


A bill to amend the interstate commerce act with respect to certain 
agreements between carriers. 

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That the interstate 
commerce act, as amended, is amended by adding after section 5 thereof 
a new section as follows: 

“Sec. 5a (1) For purposes of this section— 

‘“*“(A) The term ‘carrier’ means any common carrier subject to part 
I, II, or III, or any freight forwarder subject to part IV, of this act; and 

‘“*(B) The term ‘antitrust laws’ has the meaning assigned to such 
term in section 1 of the act entitled ‘An act to supplement existing laws 
against unlawful restraints and monopolies, and for other purposes,’ 
approved October 15, 1914. 

**(2) Any carrier party to an agreement between or among two or 
more carriers may, under such rules and regulations as the Commission 
may prescribe, apply to the Commission for approval of the agreement, 
and the Commission shall by order approve any such agreement (if 
approval thereof is not prohibited by paragraph (4), (5), or (6)) if it 
finds that, by reason of furtherance of the national transportation policy 
declared in this act, the relief provided in paragraph (9) should apply 
with respect to the making and carrying out of such agreement; other- 
wise the application shall be denied. The approval of the Commission 
shall be granted only upon such terms and conditions as the Commis- 
sion may prescribe as necessary to enable it to grant its approval in 
accordance with the standard above set forth in this paragraph. 

**(3) Each conference, bureau, committee, or other organization 
established or continued pursuant to any agreement approved by the 
Commission under the provisions of this section shall maintain such 
accounts, records, files, and memoranda and shall submit to the Com- 
mission such reports as may be prescribed by the Commission, and all 
such accounts, records, files, and memoranda shall be subject to in- 
spection by the Commission or its duly authorized representatives. 

‘*(4) The Commission shall not approve under .this section any 
agreement between or among carriers of different classes unless it finds 
that such agreement is limited to matters relating to transportation 
under joint rates or over through routes; and for purposes of this 
paragraph carriers by railroad, express companies, and sleeping-car 
companies are carriers of one class; pipe-line companies are carriers 
of one class; carriers by motor vehicle are carriers of one class; car- 
riers by water are carriers of one class; and freight forwarders are 
carriers of one class. 


**(5) The Commission, shall not approve under this section any 
agreement which it finds is an agreement for a pooling, division, con- 
solidation, merger, purchase, lease, acquisition, or other transaction, 
to which section 5 of this Act is applicable. 

*“*(6) The Commission shall not approve under this section any 
agreement which establishes a procedure for the determination of any 
matter through joint consideration unless it finds that under the agree- 
ment opportunity to act contrary to the determination arrived at through 
such procedure is afforded to each party to the agreement which did 
not concur in such determination, 

“*(7) The Commission is authorized, upon complaint or upon its own 
initiative without complaint, to investigate and determine whether any 
agreement previously approved by it under this section, or terms and 
conditions upon which such approval was granted, is not or are not 
in conformity with the standard set forth in paragraph (2), or whether 
any such terms.and conditions are not necessary for purposes of con- 
formity with such standard, and, after such investigation, the Com- 
mission shall by order terminate or modify its approval of such agree- 
ment if it finds such action necessary to insure conformity with such 
Standard, and shall modify the terms and conditions upon which such 
approval was granted to the extent it finds necessary to insure con- 
formity with such standard or to the extent to which it finds such 
terms and conditions not necessary to insure such conformity. The 
effective date of any order terminating or modifying approval, or modi- 
fying terms and conditions, shall be postponed for such period as the 
Commission determines to be reasonably necessary to avoid undue 
hardship. d 


““(8) No order shall be entered under this section except after in- 
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terested parties have been afforded reasonable opportunity for hearing. 

**(9) Parties to any agreement approved by the Commission under 
this section and other persons are, if the approval of such agreement 
is not prohibited by paragraph (4), (5), or (6), hereby relieved from 
the operation of the antitrust laws with respect to the making of such 
agreement, and with respect to the carrying out of such agreement in 
conformity with its provisions and in conformity with the terms and 
conditions prescribed by the Commission. 

**(10) Any action of the Commission under this section in approving 
an agreement, or in denying an application for such approval, or in 
terminating or modifying its approval of an agreement, or in prescrib- 
ing the terms and conditions upon which its approval is to be granted. 
or in modifying such terms and conditions, shall be construed as hav- 
ing effect solely with reference to the applicability of the relief pro- 
visions of paragraph (9).”’ 


Chairman Wolverton, of the committee, said that the House 
rules committee would be asked to grant to rule to expedite 
consideration of the measure, but that whether or not the Bul- 
winkle bill would be considered by the House before its ad- 
journment on July 26 until next January was a matter that 
would have to be decided by the “managers” of the majority 
in the House. 

Representative Bulwinkle indicated that there had been 
some controversy over the bill in the closed session of the 
committee and that a minority report would be filed. It was 
stated by a committee spokesman that there had been no rec- 
ord vote of the committee members on the bill. Mr. Bulwinkle 
said some time would be required for printing of the committee 
report on the bill, and that the bill would not be considered in 
the House until after the report had been printed and distrib- 
uted. Asked what efforts would be made to effect passage of 
the bill in the House at the earliest possible date he smiled and 
said that “it’s getting pretty close to the end of the session.” 


Bill Reported to Senate 


The Senate interstate and foreign commerce committee has 
ordered favorably reported to the Senate H. R. 2109, amending 
the civil aeronautics act of 1938 so as to remove existing legal 
technicalities standing in the way of establishment of through 
connecting service performed jointly by airlines and motor car- 
riers (see Traffic World, March 22, p. 893, and April 12, p. 1177). 

“Under section 1003(b) of the civil aeronautics act, where 
an air carrier provides through service with a common carrier 
subject to the interstate commerce act,” said the committee in 
its report, “the carriers are required to establish joint rates for 
such through service. This bill eliminates the mandatory re- 
quirement that ‘joint’ rates be established in such a case and 


substitutes a requirement simply that ‘just reasonable rates’ 
be established. 


“The air carriers which hold certificates issued by the Civil 
Aeronautics Board authorizing them to carry property are 
working with motor carriers of property in an effort to improve 
the air-freight service by establishing, on one bill of lading, 
through service involving both types of carriers. The airlines 
say that by such arrangement it will be possible to provide a 
convenient air freight service to many communities which are 
not directly served by air carriers... .” 

The report included the text of letters endorsing the bill, 
including a_ letter from Roland Rice, general counsel of the 
American Trucking Associations, Inc., in which it was stated 
that actual publications of joint air-truck rates, as required by 
section 1003 of the civil aeronautics act in the absence of H. R. 
2109, would “impose a tremendously expensive and time-con- 
suming obligation upon both forms of carriers” and that the 


tariff which would result would “probably be far larger than 
the well known library dictionary.” 


Mississippi River Basin Project 
Completion Asked by Truman 


In a message to Congress on July 16 in which he urged 
that body to undertake a program that would “provide for the 
substantial completion within ten years of the flood control 
projects necessary for the protection of the Mississippi River 
Basin,” President Truman suggested that in the carrying out 
of such a program there would be opportunity, also, for use 


of water for irrigation, navigation, and development of hydro- 
electric power. 


_ He asked that the proposed flood control program for the 
Mississippi River basin be initiated “during this fiscal year’ 
and said that the appropriations required for the first year, 
“in addition to appropriations heretofore made or considered 
for the fiscal year 1948,” would total approximately $250,000,- 
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000, of which $237,000,000 would be for use by the War De- 
partment’s corps of engineers. 

“This plan,” he said, “does not change the desirability of 
the ultimate establishment of valley authorities, but the 
urgency of the flood problem is such that we must take neces- 
sary steps to expedite this program. .. . What we need to do 
is to take immediate advantage of the Mississippi Basin au- 
thorizations—totaling almost $6,000,000,000—which the Con- 
gress has already voted for flood control and related purposes. 
Of this amount, from three and a half to four billion dollars 
is either directly or closely related to flood control... .” 

The President said that the means available for solution 
of the flood control problem would “permit us... to improve 
the utility of the rivers for transportation” and would permit 
the effectuation of various other waterway developments. 


Senate Committee Retains House 
Provisions for U. S. Barge Line 


A report of the Senate appropriations committee on H. R. 
3756, the government corporation’s appropriation bill for the 
fiscal year ending June 30, 1948, showed that the committee 
was recommending no change in those provisions of the bill, 
as passed by the House, which affected the Inland Waterways 
Corporation, operator of the Federal Barge Lines (see Traffic 
World, June 14, p. 1896). 

The bill passed by the House and reported to the Senate 
would permit expenditure of not to exteed $418,100 by the 
Inland Waterways Corporation for administrative expenses 
and not to exceed $20,100 by the Warrior River Terminal Co. 
for administrative expenses. 

The Senate committee report made no mention of the 
Inland Waterways Corporation or its operations. Printed hear- 
ings of the committee on H. R. 3756 included testimony by 
Edward A. O’Neal, president of the American Farm Bureau 
Federation, opposing sale of the Federal Barge Lines to private 
interests, and by John R. Owens, secretary-treasurer and leg- 
islative agent of the International Longshoremen’s Association, 
New York City, who asked that the Inland Waterways Corpo- 
ration be authorized to pay a total of $3,918.48 as “annual 
leave, retroactive wage increases, and other salary or wage 
amounts earned or accrued up to the time of dismissal” of 18 
employes of the Federal Barge Lines at St. Louis, Mo., and 
Memphis, Tenn., who were discharged after having participated 
in a strike. The bill reported to the Senate did not contain any 
amendment of the sort requested by Mr. Owens. 

Mr. O’Neal’s presentation before the committee concerning 
the Federal Barge Lines included the following: 


In view of the need for further improvement of terminal facilities 
and for the replacement and modernization of equipment of the cor- 
poration where needed to serve areas not adequately served by private 
carriers, and in view of the need for further pioneering work in these 
areas not so served, and the need for developing joint rail and water 
rates, we believe the sale of the corporation’s facilities at this time 
would be unwise, We, therefore, oppose sale of the corporation’s 
facilities as directed by the House of Representatives in passage of 
the government corporation appropriation bill. 

Meanwhile, however, the inland waterways should be operated in 
such manner as to encourage rather than discourage the establish- 
ment of adequate, dependable transportation services and facilities 
on these waterways at reasonable rates. 


The Senate passed the bill, July 16, and sent it to confer- 
ence, without any mention of the Inland Waterways Corpora- 
tion having been made in its debate on the measure. 


BILL TO AMEND SHIPPING ACT 1916 


The Senate interstate and foreign commerce committee has 
reported favorably S. 1132 to amend section 40 of the shipping 
act of 1916 as amended. The committee report explained the 
provisions of the bill and its purpose as follows: 


Section 40 of the shipping act of 1916, as amended, requires the 
vendee, mortgagee, or transferee of a vessel who presents to a collector 
of customs for recordation a bill of sale, mortgage, hypothecation, or 
conveyance of the whole or any part thereof or any ihterest therein, 
to also file a decleration in the form prescribed by the United States 
Maritime Commission setting forth, among other things, certain facts 
relating to his citizenship, Section 40 requires that such declaration 
when filed by or on behalf of a corporation shall be signed by the 
president, secretary, or treasurer of the corporation. 

The purposes of this bill is to permit the signing of the declaration 
by a duly authorized official of the corporation other than the presi- 
dent, secretary, or treasurer. 

No one has interposed any objection to this bill. The Commerce 
Department, the Treasury Department, and the United States Maritime 
Commission recommend its enactment. Letters from these agencies are 
set forth below. The Maritime Commission points out that many cor- 
porate owners, mortgagees, and transferees have found it difficult to 
have a president, secretary, or treasurer available for the purpose of 
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signing the declaration referred to in section 40 of the shipping act; 
and particularly, that national bank mortgagees do not regularly have 
secretaries and treasurers as such. 


The Senate passed the bill on July 16 and sent it to the 
House. 


Senate Bill Would Permit Use of 
U. S. Ships by Germany, Japan 


Acting in accordance with a recommendation from Secre- 
tary Patterson, of the War Department, Senator Gurney, of 
South Dakota, has introduced S. 1619, a bill to authorize the 
President to direct the Maritime Commission to charter certain 
vessels to persons not citizens of the United States. : 

The bill specifies that such chartering of American ships 
would apply to “Liberty-type. vessels (other than collier or 
tanker) and vessels designed or convertible for fishing purposes, 
owned by the United States of America, and under the juris- 
diction and control of the (Maritime) Commission, which the 
President shall determine are not necessary to the defense of 
the United States or to the promotion and maintenance of an 
American-owned merchant’ marine.” 

In a letter to Senator Gurney, chairman of the Senate 
armed services committee, Secretary Patterson said the pur- 
pose of the bill which the War Department had drafted and 
which the Budget Bureau had amended was to effect a substan- 
tial economy in supplying food to Germany and Japan “by 
authorizing the execution of a plan suggested by Mr. Herbert 
Hoover in his report to the President upon the completion of 
an economic mission to Germany and Austria, which he under- 
took at the request of the President.” 

Secretary Patterson’s letter continued as follows: 


Mr. Hoover’s plan provided for the manning and operation of 
Liberty ships, now laid up, by Germans who would transport in these 
vessels food supplies for Germany. Later this proposal was extended 
to aid Japan. All of the cost of operation of these vessels, with the 
exception of fuel and certain necessary expenditures at United States 
ports, could under this bill be paid for in marks or yen, respectively. 

Mr. Heover’s plan further provided for the chartering of vessels 
designed for or convertible to fishing purposes. The basis of this recom- 
mendation for Germany is that, although adequate supplies of fish are 
to be found in the Baltic and North Seas, the present German diet is 
sadly deficient in protein content because the Germans have lost a 
considerable part of their deep sea fishing fleet. If the Germans obtain 
fishing vessels, not only would the German food supply be materially 
augmented by their catch of fish, but the German requirements for 
foodstuffs with high protein content, which must now be shipped largely 
from this country at great cost, could be greatly reduced. A comparable 
situation exists in Japan. 

The War Department estimates that a minimum saving which might 
be expected by the operation of 75 Liberty ships by the Germans would 
be $14,000,000 for the first year of operation. Mr. Hoover has estimated 
an even higher figure. To such figures should also be added the large 
similar saving possible in supplying Japan. While no definite estimate 
can be made of the savings which would be effecting by the chartering 
of fishing vessels to the Germans and Japanese, such sums would cer- 
tainly be very substantial... . 


Aydelott Discusses Railroads’ Use 
of Oil, in Senate Hearing 


Testifying before the Senate public lands committee on 
July 14 in the course of a hearing held by that committee in its 
investigation of the petroleum supply situation, J. H. Aydelott, 
vice president, operations and maintenance department, Asso- 
ciation of American Railroads, said that the railroad industry 
was “deeply concerned about this general oil situation” and 
asked that the committee consider the needs of the railroads for 
an uninterrupted supply of all grades of oil. 

“In transportation service alone,” he said, “the railroads 
in 1946 used 91,622,000 barrels of fuel oil, 12,376,000 barrels of 
Diesel oil, and their use of gasoline amounted to 350,000 barrels. 
In addition, they purchased large quantities of kerosene, also 
oil used for lubricating car journals and other oils for use in 
their shops in furnaces. From these figures it will be seen that 
the railroad industry each year will use something like 125,000,- 
000 barrels of oil, as the detail of usage shown includes that for 
Class I railroads only, while several hundred short line rail- 
roads contribute to make the total as stated.” 

Mr. Aydelott reported that consumption of Diesel oil had 
increased almost 12 per cent, 1946 over 1945, on Class I rail- 
roads. He said there were now in service on the railroads, both 
long and short lines, about 7,250 oil-burning steam locomotives 
and about 4,500 Diesel locomotives. 


“Oil burning steam engines comprise almost all the active 
engines on several southwestern railroads and on some in the 
far west, while on other railroads the engines in active road 
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and yard service are almost all steam oil burning engines or 
Diesel engines,” he said. 

Mr. Aydelott stated that, before new refining processes for 
application to residual oil were introduced, the railroads had 
stockpiled such oil several months ahead of actual need, its 
supply having been ample at that time, but that now such oil 
seemed to be getting shorter and shorter in supply. 

“Southwestern railroads during the first four months of this 
year used 1,500,000 barrels of this oil more than they were able 
to purchase,” he said, “with the result that the inventories on 
several railroads were in danger of being exhausted right at 
the time of maximum demands due to the large grain move- 
ment. At the present time buying is on a ‘hand to mouth’ basis, 
with supplies being picked up wherever obtainable. It is not a 
healthy situation. .. .” 


House Ways and Means Unit Hears 
Railroads’ Tax Revision Plea 


Railroad proposais for changes in the Internal Revenue 
Code were presented at a House ways and means committee 
hearing on July 11, on behalf of the Association of American 
— by Joseph F. Mann, general counsel of the Union 
Pacific. 

His testimony placed emphasis on four problems in which, 
he said, the railroads were in a somewhat different situation 
from other taxpayers, and dealt also with nine other proposals 
which he described as “sound revenue legislation.” 

The four subjects he emphasized were: (1) Elimination of 
2 per cent penalty for filing consolidated returns; (2) inclusion 
of lessor companies in consolidated returns; (3) allowance of 
loss on retirement and allowance for depreciation of leased 
property, and (4) elimination of withholding of 2 per cent tax 
on tax-free covenant bonds. 


The other nine tax relief measures he suggested were: (1) 
Reduction in the rate of interest on deficiency assessments and 
refunds; (2) exclusion of dividends received from gross income 
of corporations; (3) inclusion of dividends received credit in net 
operating loss deduction; (4) application of tax benefit rule to 
depreciation deduction; (5) allowance of carry-over of net oper- 
ating loss for at least five years; (6) replacement of involun- 
tarily converted property prior to recovery of the proceeds 
from conversion; (7) repeal of excise taxes on amounts paid for 
the transportation of persons and property; (8) incorporation 


' of sections 22(b) (9) and 22(b) (10) as permanent parts of the 


Code, and (9) allowance of losses on substantial investments in 
affiliated companies. 


In discussion of repeal of the tax on amounts paid for trans- 
portation of persons and property, Mr. Mann referred to a 
statement the railroads had presented to the House ways and 
means committee on May 27, setting forth the reasons why they 
thought those taxes should be repealed (see Traffic World, May 
31, p. 1735). He concluded his brief treatment of this subject 
by saying that “we wish again to direct attention to the urgent 
necessity for such repeal.” 


Shipyard Workers Present Program for 
Ship Construction to Congress 


Spokesmen for the Industrial Union of Marine and Ship- 
building Workers of America, C. I. O., made an effort to present 
an information program in the House caucus room, July 15, 
at a meeting to which members of the Senate and House inter- 
state and foreign commerce committees and the House mer- 
chant marine and fisheries committee had been invited. Their 
presentation was in connection with their campaign spear- 
headed by the slogan, ‘“‘The Nation That Invented the Steam- 
ship Must Now Use It.” 

Only 59 new American ships started this year were needed 
to keep American shipbuilding strong, union representatives 
said, adding that they might well be the most important 59 
merchant ships in the country’s history. 


Walter Oakes, Washington representative, and Sam Kramer, 
public relations director of. the shipyard workers’ union, said 
the union urged reactivation of the Maritime Commission’s 
pre-war shipbuilding program in order to maintain an Amer- 
ican merchant marine. There was no backlog in any major 
U. S. shipyard now, they said, and shipyards would be closed 
in two years unless there was a definite shipbuilding program. 
They said present U. S. ships afloat were not designed for the 
necessary speed to compete with the faster ships now being 
built by the British and other nations. 

An hour after the time for the meeting as called by the 
union, only a few of those invited had put in an appearance. 

Messrs. Oakes and Kramer said the union wanted to pre- 
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vent a complete shut-down of the shipbuilding industry in the 
next few years. 

The union’s position, said Mr. Kramer, was that the ship- 
building industry should not be subsidized at the expense of 
workers’ wages. They must be paid an “American wage,’ he 
said, adding that they were now working at 1945 standards. 
He observed that at present some 67,000 workers were out on 
strike in 19 shipyards and that another strike was due on July 
23. That strike, he said, might involve 15,000 workers at the 
Port of New York, 5,000 at New Orleans, and 5,000 at San 
Pedre, Calif. 

Earlier, Senator Cain, of Washington, speaking in the Sen- 
ate, said he had an invitation to the union’s program in the 
House caucus room jointly signed by Senator White, of Maine, 
chairman of the Senate interstate and foreign commerce com- 
mittee; Representative Weichel, of Ohio, chairman of the House 
merchant marine and fisheries committee; and Representative 
Wolverton, of New Jersey, chairman of the House interstate and 
foreign commerce committee. 

“Several weeks ago, at a dinner which was given in Wash- 
ington by the International Union of Marine and Shipyard 
Workers,” said Senator Cain, “a very dramatic and graphic pro- 
gram was presented showing the needs and realities of the 
American merchant marine. Among the guests were a number 
of Senators and Representatives. They were exceedingly in- 
terested and impressed by the character of the program which 
they witnessed and of which they were a part.” 

Senator Cain said he believed that Senators able to attend 
the meeting would receive additional information on a “subject 
of rich concern to all of us.” 


Refund of Mexican Rail Workers’ 
Retirement Taxes Proposed 


Speaker Martin, of the House of Representatives in Con- 
gress, has received from Secretary Marshall, of the State 
Department, and has referred to the House committee on inter- 
state and foreign commerce a letter proposing enactment of 
legislation for payment to the government of the United Mex- 
ican States of the railroad retirement taxes withheld from the 
paychecks of approximately 135,000 Mexican nationals who 
were employed in railroad construction and maintenance in the 
United States in the war years. Secretary Marshall said it had 
been estimated that the tax deductions involved aggregated 
about $5,000,000. 

He discussed anticipated difficulties in the distribution of 
retirement pay checks, under provisions of the railroad retire- 
ment act, to the Mexican workers who had now returned to 
their homes in their own country. He said that on August 7, 
1946, President Truman had approved a State Department pro- 
posal, developed after “continued pressure” from the Mexican 
embassy for “early action,” providing for refund of “the taxes 
deducted from the pay of the Mexican workers on U. S. rail- 
roads under the rail retirement act. 

One provision of the bill which the State Department had 
drafted, the text of which was attached to Secretary Marshall’s 
letter, was that if any Mexican worker affected by its provi- 
sion’s returned to the United States and the Mexican govern- 
ment reimbursed the railroad retirement account in the amount 
of the worker’s retirement tax deductions, the worker should 
be restored to the rights and benefits to which he would have 
been entitled if no refund had been made. Other sections of 
the drafted bill included provisions for the making of the. pay- 
ments by the United States to the Mexican government and 
for finality of decisions of the Railroad Retirement Board as 
to the amounts to be paid. 


TEMPORARY AIR POLICY BOARD BILL 


Favorably reported to the Senate by its interstate and 
foreign commerce committee on July 11 was S. 1433, a bill 
introduced by Senator Brewster, of Maine, proposing establish- 
ment of a Temporary Air Policy Board. According to a state- 
ment issued by Senator Brewster, the board would consider 
“the plight of the aircraft manufacturing industry” and make 
recommendations to the President and Congress for the formu- 
lation of a national air policy. 

Membership of the board, Senator Brewster said, would 
comprise the Secretaries of State, War, Navy and Commerce, 
three members of each House of Congress, and two members, 
to be appointed by the President, from outside the government. 

“In general aspect,” he stated, “the proposed Air Policy 
Board comes very close to the Morrow Board established by 
President Coolidge in 1925, which consisted of members of 
Congress and senior citizens of the United States. The Morrow 
Board held hearings and took testimony from all branches of 
the aeronautical industry and the government departments 
concerned with the conditions and the healthful continuation 
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A PROGRESS REPORT 


from the Burlington to All America 





We address this report to all America because every man, woman and child shares 
in the progress of America’s backbone transportation system—the railroads. 

Millions of people ride trains every day. Most of the things we eat and wear—the things 
with which we build and maintain our homes, factories, schools and churches—move as 
freight over the gigantic network of America’s railroads. It’s a strong, flexible network, quickly 
adjustable to the challenges of war, flood and ever-changing transportation requirements. 


The progress recorded in this Burlington report typifies advancements of alert railroads 
throughout the country. 








America’s First Diesel-Powered Streamlined Train 





The Burlington’s Pioneer Zephyr entered 
service in 1934, opening a glorious new.era 
of diesel-powered, streamlined trains for all 
America. This original Zephyr is still in reg- 
ular daily service with more than 2,100,000 
miles to its credit. 
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Today—a Fleet of 28 Modern Diesel-Powered 
Trains for Burlington Passengers 


Burlington Introduced the Vista-Dome Car 


When the first of these cars went into service in 
July, 1945, we said: “‘If the public likes the Vista- 
Dome idea, the Burlington will build a fleet of such 
cars.” The public did like the idea of a “penthouse 
on wheels,” and 40 streamlined, stainless steel 
Vista-Dome cars are now being built for use in 
eight new Zephyrs. 


Serving America to the tune of 20,663 miles a day, these 
modern trains are establishing new standards of luxuri- 
ous, high-speed travel. Already, Burlington passengers are 
enjoying the comfort and performance of ten post-war 
trains. And eight new Zephyrs, featuring Vista-Dome cars, 
are on the way. 





Through Trains and Through Cars 
For 38 years the Burlington 
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has provided through train 
service between Chicago 
and the Pacific Coast . 

through trains or cars be- 
tween the principal cities of 
the West. Today, this serv- 


Eight Glamorous New Vista-Dome Zephyrs 


New scenic thrills await you when you ride these diesel-powered, stainless steel 
trains; the new Twin Zephyrs, twice daily between Chicago and St. Paul-Min- 
neapolis, along the upper Mississippi River Scenic Route... and the California 
Zephyrs, daily between Chicago-Denver-Salt Lake City-San Francisco, by day- 








light through the Colorado Rockies and Feather River Canyon. 
ice is being speeded and 
streamlined, and coast-to- 
coast sleepers are in daily 
operation via the Burling- 
ton between New York and 
San Francisco. = 





Rail Travel Credit 


One credit card, issued by the Rail 
Travel Credit Agency, provides handy 
““charge-it” service on the Burlington 
and 44 other major railroads. The 
Burlington took a leading part in 
making this service available to trav- 
elers. 





Burlington 
Speeds Vacationists 
Everywhere West 





Improved 
Passenger Stations 





Rail-Auto Service —This serv- 
ice, which provides a rented car at 
station destinations, was first intro- 
duced by the Burlington in 1940. 
Discontinued during the war years, 
this travel convenience is again 
available to business and vacation 
travelers on the Burlington and 
other major railroads. 


The atlases 
Everynight Service between Chicago and 
Cool Colorado. The Burlington also pro- 
vides through service to Magic Yellow- 


introduced Overnight, 
Burlington’s program of prog- 
ress includes the construction 
or modernization of many sta- 
tions. Several (like those in 
LaCrosse, Wis., and Burling- 
ton, Iowa) have won national 
acclaim. 


stone . . . Glorious Glacier Park . . . the 
Evergreen Pacific Northwest . . . Sunny 
California, adding hours of comfort to your 
vacation enjoyment. 
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Burlington Building 3,000 





New Freight Cars 


America’s railroads, 47,000 Bur- 
lington freight cars serve con- 
sumers, industry and agriculture 
. .. coast to coast, border to bor- 
der. This year, 2,000 new box cars 
and 1,000 new hopper cars are 
being built. 


Centralized Traffic Control 


In the last 10 years Burlington has invested $2,746,501 
to equip 579 miles of its main line with “CTC.” This en- 
ables a dispatcher, with the tip of his finger, to instantly 


speeds traffic, saves time and motive power. 
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Working with Industry 


Burlington is working with industry in many 
ways beyond providing efficient transporta- 
tion. Problems involving plant location, 
sources of raw materials and markets for 
finished products have assumed new impor- 
tance in recent years. Burlington provides 
sound counsel in helping to solve them. 





Working with Agriculture—Proud of 
its traditions as a “‘granger railroad,” Burling- 
ton has worked with farmers for almost a cen- 
tury ...investing time and money in pro- 
grams to improve livestock and crops—to con- 

serve and improve the soil—to improve trans- 
portation for farm and ranch products. Agri- 
cultural and livestock agents are constantly in 
the field helping solve current problems. 





Improved Facilities 


Burlington Lines now serve 14 states with 11,000 
_ miles of roadway. In 1946, these lines expended 
.|- $88,716,853 in their continuous program of main- 
f tenance and improvement of roadway, structures 
and equipment. A good example—the new Torsion 
Resisting rail, a Burlington contribution to better 
railroading. 





Chicago, Burlington & Quincy Railroad 
Colorado and Southern Railway 
Fort Worth and Denver City Railway 
The Wichita Valley Railway 
Burlington-Rock Island Railroad 


Everywhere Weil 


than 200 interchange pints, the BURLINGTON , | : : : Route 


Sleek Zephyrs and Mighty Freights— 








control train movements over many miles of track. It _ 


Both Have Diesel Power! 


Used interchangeably by all of Pe The first Zephyr introduced diesel power to 


main-line service in 1934. Today, Burlington 
Lines have 171 of these modern locomotives 
at work... hauling top passenger and freight 
trains . . . speeding switching operations. 
Twenty more diesel locomotives will be de- 
livered this year. 


Burlington’s New 
“Humps” Speed Freight 


As many as 9,000 freight cars 
are sorted daily in strategically- 
located Burlington hump yards, 
using gravity and electro-pneu- 
matic controls. These modern 
freight yards represent an invest- 
ment of more than $5,000,000. 





Two-Way Radio Increases Efficiency 


Thousands of freight shipments a 
day are handled faster, more effi- 
ciently —thanks to the Burlington’s 
two-way radio. The Burlington was 
among the first to experiment with 
two-way radio for trains; now radio 
is an everyday tool for better rail- 
roading. 





11, World's Largest 
Livestock Hotel 





Federal laws require that live- 
r stock be fed, watered and in- 
spected at regular intervals on 
long trips. Burlington has facil- 
ities for such care at more than 
MA 50 points. World’s largest (at 
Montgomery, Illinois), has pas- 
ture and barn accommodations 

75, for 100,000 “guests”. . . serves 
$ " over ten million pounds of bal- 
« anced rations each year. 


Burlington 


F = serves as an essential link between railroads 


AN ESSENTIAL LINK IN TRANSCONTINENTAL TRANSPORTATION 
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of the industry as an integral part of the program of national 
defense and commercial development. In like manner the Tem- 
porary Air Policy Board as established by the Brewster bill 
would be authorized to conduct studies and investigations in the 
interest of a correct ascertainment of facts. It is authorized to 
hold hearings and to require by subpoena or otherwise the at- 
tendance of witnesses and data, and to make such expenditures 
as it deems advisable.” 


Senate Majority Leaders Plan 
for Adjournment on July 26 


The Republican policy committee, of the Senate, after a 
meeting on July 11, issued a ‘“‘statement to the press” in which 
it specified nine bills, none of them of major concern to trans- 
portation interests, which would be “proposed for considera- 
tion” after the disposition of the tax reduction bill and the 
remaining appropriation bills. The committee added, however, 


that “other measures apparently involving more controversy | 


= under consideration for action before adjournment on July 
tn,”” . 

The nine bills specifically designated for consideration 
prior to adjournment of the Congress, the committee said, had 
been selected “largely because it is hoped they can be disposed 
of without long debate.” 

“The calendar will be called from time to time for bills to 
which there is no objection,” said the committee. 

Among the bills of general concern scheduled specifically 
for consideration by the Senate prior to adjournment was H. R. 
3818, freezing the social security tax. 


I. C. C. POWERS OVER GAS PIPELINES 

The House, July 11, passed and sent to the Senate H. R. 
4051, the Rizley bill to amend the natural gas act of 1938 and 
to define the Federal Power Commission’s jurisdiction over 
natural gas pipelines, after rejecting an amendment offered by 
Representative Priest, of Tennessee, to delete from the bill a 
provision under which the Interstate Commerce Commission 
would have jurisdiction over common carrier pipelines for 
— of natural gas (see Traffic World, July 12, p. 

1). 

The Priest amendment was rejected by a voice vote. Speak- 
ing in support of the amendment, he said that the section, of 
the bill proposed to be stricken (section 7) would amend the 
interstate commerce act, not the natural gas act. He said he 
thought the section might in the future cause great difficulty 
in his own area, and that ‘we are consumers there, we are not 
producers.” 

“It is my judgment,” he continued, “that a common carrier 
must accept what is offered to it for transportation and de- 
livery to the point to which it is consigned. Therefore, there 
would be no question, if the gas line that serves my particular 
area now decides in the future to operate as a common carrier, 
that it would not be required under a certificate of convenience 
and necessity to supply consumers in the area with natural 
gas.... think it (section 7) would not apply to any operating 
gas line today that is transporting natural gas. I think it might 
apply in the future... .” 

The Senate interstate and foreign commerce committee: on 
July 17 voted against reporting the House-approved bill (H. R. 
4051) to the Senate, a majority of its members taking the po- 
sition that the bill contained controversial provisions and that 
it should not be reported at this late stage of the present ses- 
sion of Congress. 





CHANNELING OF FEDERAL AIRPORT FUNDS 


Representative Howell, of Illinois, has introduced H. R. 
4165, a bill to amend the federal airport act in several respects, 
including an amendment under which all federal-aid funds 
available for allotment to the states for airport construction 
purposes would be allotted to each state airport agency, or 
pending the establishment of such an agency, to the chief 
executive of the state. Provisions of the bill are similar to those 
of a bill (S. 1038) introduced in the Senate by Senator Brew- 
ster, of Maine, and made the subject of hearings by the aviation 
subcommittee of the Senate interstate and foreign commerce 
committee (see Traffic World, May 24, p. 1665). The Brewster 
bill was reported by the Senate interstate and foreign com- 
merce committee June 26. 


EXPRESS CAR INVESTIGATION 


Chairman Wolverton, of the House committee on inter- 
state and foreign commerce, has announced assignment of con- 
sideration of H. R. 4092, the Bennett bill to authorize I. C. C. 
investigation and action with respect to allegedly unsafe and 
unsanitary express cars (see Traffic World, July 12), to a sub- 
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committee headed by Representative Gillette, of Pennsylvania. 
Other members of the subcommittee are Representatives Hale, 
of Maine; Rogers, of Florida; Carson, of Ohio, and Bulwinkle, 
of North Carolina. 


MONEY FOR C. A. A. AND C. A. B. 


Among the appropriations made for the current fiscal year 
for the State, Justice and Commerce Departments, on signing 
of the appropriation bill for those departments (H. R. 3311) by 
President Truman, were various items for the Civil Aeronautics 
Administration and $3,000,000 for “salaries and expenses” plus 
$40,000 for “printing and binding” for the Civil Aeronautics 
Board. For the C. A. A. the act provides the following amounts: 
$72,923,248 under the general heading of “salaries and ex- 
penses;” $11,109,066 for establishment of air navigation facili- 
ties; $1,600,000 for technical development; $1,102,500 for main- 
tenance and operation of the Washington National Airport, and 
$32,500,000 for the federal-aid airport program. 


MONEY FOR N. M. B. AND R. R. B. 


In the appropriation bill for the Department of Labor, the 
Federal Security Agency and related independent agencies 
(H. R. 2700), which has become public law No. 165 with the 
signing of it by President Truman, the following amounts are 
provided for the National Mediation Board: For salaries and 
expenses, $328,700; penalty mail costs, $700; arbitration and 
emergency boards, $119,000, and printing and binding, $9,000. 
For the National Railroad Adjustment Board the act provides 
$367,000 for salaries and expenses, and $45,000 for printing and 
binding. For the Railroad Retirement Board the act places 
limitations on expenditures as follows: For salaries, $4,560,000; 
for miscellaneous expenses other than salaries, $1,046,000; for 
printing and binding, $53,000; for penalty mail costs, $175,000, 
and for the railroad retirement account, $685,072,000, ‘‘of which 
$203,793,000 shall be immediately available.” 





MONEY FOR TRANSPORT OF AIR MAIL 


With the signing by President Truman of H. R. 2436, the 
Treasury and Post Office Department appropriation bill for the 
fiscal year begun July 1, now identified as public law 147, there 
became available to the Post Office Department $5,500,000 for 
“transportation of foreign mails by aircraft . . . including the 
transportation of mail by aircraft between Seattle, Washington, 
and Fairbanks, Alaska, via intermediate points,’ and $37,000,000 
for “expenses necessary for the inland transportation of mail by 
aircraft . . . including not to exceed $173,000 for supervisory 
officials and clerks at field headquarters.” 


USE OF FEDERAL-AID HIGHWAY FUNDS 


Before passing the independent offices appropriation bill 
for the fiscal year ending June 30, 1948—H. R. 3839—and send- 
ing it to a conference committee, the Senate, on July 15, 
adopted an amendment offered by Senator Reed, of Kansas, 
which he said would permit the use of a total of $9,750,000 of 
unallocated emergency funds appropriated in 1943 and a few 
years earlier, for repair by the state of damage to main high- 
ways and secondary roads by storms and floods in the central 
west. He pointed to “unobligated balances” that were available 
for designated states out of the emergency funds in question. 

The bill as passed by the Senate made no other changes 
in the amounts provided by the House-approved bill for the 
Public Roads Administration. Those amounts were: Federal- 
aid highway system, $10,288,854; secondary or feeder roads, 
$3,000,000; federal aid, ‘postwar highways, $247,711,146, and 
public lands highways, $3,000,000. 


TRANSPORTATION TAX EXEMPTION REPEAL 


The House ways and means committee has reported favor- 
ably H. R. 4069, to terminate certain war and emergency tax 
provisions before the end of World War II, including termina- 
tion of the existing exemption from the tax on amounts paid 
for transportation of persons applying to members of the 
armed forces traveling in uniform. 

The committee said in its report that section 12 of H. R. 
4069 would “make inapplicable to amounts paid after Decem- 
ber 31, 1947, the provisions of section 3469(f) (2) of the Internal 
Revenue Code which allows an exemption from the tax on the 
transportation of persons applicable to payments for transpor- 
tation or facilities furnished under special tariffs providing 
for fares of not more than 1% cents per mile for round-trip 
tickets sold to personnel of the United States army, navy, 
marine corps and coast guard traveling in uniform of the United 
States, and to members of the military or naval forces of any 
of the other United Nations traveling in uniform of such nation, 
at their own expense, when on official leave, furlough, or pass, 
including authorized cadets and midshipmen, issued on presen- 
tation of properly executed certificate.” 
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VENUE OF SUITS AGAINST RAILROADS 

Representative Devitt, of Minnesota, in extension of his 
remarks in the appendix of the Congressional Record, called 
attention to a minority report of House judiciary committee 
members on H. R. 1639, limiting, with respect to the jurisdic- 
tions in which such actions might be brought, the filing of suits 
for damages against railroads (see Traffic World, July 12). The 
minority report was signed by Mr. Devitt and by Representa- 
tives Byrne, of New York; Lane, of Massachusetts; Gorski, of 
Illinois; Walter, of Pennsylvania; Celler, of New York, and 
Reed, of Illinois. 

The signers of the minority report said they admitted that 
certain unethical attorneys solicited cases under the federal 
employers’ liability act and transported them to far-distant 
places for trial; that this ‘‘evil” would not be wiped out by the 
proposal embodied in H. R. 1639, to require the bringing of 
such lawsuits in the district or county of residence of the 
plaintiff, or in which the cause of action arose, and that a fair 
amendment of the present law would contain a provision that 
such lawsuits must be brought “in a federal district where the 
plaintiff resides or where the interstate common carrier by 
railroad operates trains.” 


TEMPORARY STOPS ON AIR ROUTES 


Representative Norrell, of Arkansas, has introduced H. R. 
4169, proposing amendment of section 401 of the civil aero- 
nautics act of 1938 so as to permit the granting of authority 
for temporary emergency service of air carriers by the Civil 
Aeronautics Board to points not now served by certificated air- 
lines, if the board finds ‘“‘(1) that by reason of unusual cir- 
cumstances affecting the public health, safety, or welfare, there 
exists an emergency requiring such service to and from such 
point or points, and (2) that adequate facilities are available 
at such point or points for the rendering of such service.” 


MEDICAL SERVICE FOR SEAMEN 
Chairman Weichel, of the House merchant marine and 


’ fisheries committee has introduced H. R. 4163, proposing au- 


thorization of medical and hospital service for those employed 
in the maritime service, by amendment of the public health 
scrvice act as set forth in the bill. The measure would extend 
hospital and medical service to veterans of merchant marine 
scrvice as well as to those actively employed as seamen. 





NATURALIZATION OF NON-CITIZEN SEAMEN 


Representative Celler, of New York, under terms of a bill 
(H. R. 4156) which he has introduced, would provide United 
States citizenship for non-citizens who have records of service 
in the American merchant marine meeting the requirements 
set forth in the bill. 





INVESTIGATION OF EXPRESS CARS 


Senator Johnson, of Colorado, has introduced S. 1635, a 
bill intended, according to its title, to “promote the safety and 
health of employes engaged in baggage, mail, or express train 
service in interstate commerce by requiring common carriers 
by railroad and any express company to install and maintain 
all such cars and equipment used or furnished by them for 
such purposes in safe and suitable conditions for use in the 
service for which they are put.” The bill is a companion meas- 
ure to H: R. 4092, introduced in the House by Representative 
Bennett, of Missouri, and makes provisions for investigation 
by the Interstate Commerce Commission of the adequacy, from 
the standpoints of safety and sanitation, of cars used in express 
service (see Traffic World, July 12, p. 119). 


FINANCING OF U. S. REPARATIONS ACTIONS 

Included in the appropriations provided for the State, Jus- 
tice and Commerce Departments for the fiscal year begun July 
1, by the signing of the appropriation bill for those departments 
(H. R. 3311, now public law 166) by President Truman, was an 
item of $2,400,000 for the Justice Department’s anti-trust divi- 
sion. The act provides that, of that amount, $250,000 shall be 
available exclusively for activities in connection with railroad 
reparations cases.” 


BEHLING NOMINATION TO F. P. C. 


A controversy between the Senate committee on public 
works and its committee on interstate and foreign commerce as 
to proper reference of the nomination of Burton N. Behling, a 
member of the staff of the late Board of Investigation and Re- 
search—Transportation, to be a member of the Federal Power 
Commission, was resolved on July 15 when the Senate adopted 
a resolution transferring the reference of the nomination from 
the public works to the interstate and foreign commerce com- 
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mittee. Mr. Behling was in charge of the public aids study of 
the B. I. R. when he served in that agency. 


I. C. C. AUTHORITY OVER PULLMAN CO. 


H. R. 2331, the Wolverton bill to amend section 20a of the 
interstate commerce act so as to give the Commission jurisdic- 
tion over the Pullman Co. with respect to issuance of securities 
and effectuation of interlocking directorates, has been ordered 
favorably reported to the Senate by the Senate interstate and 


— commerce committee (see Traffic World, May 17, p. 
Ith): 


HEARING ON LEMKE BILL JULY 18 

Representative Gillette, of Pennsylvania, chairman of a 
House interstate and foreign commerce subcommittee in charge 
of H. R. 3140, the Lemke bill to provide for establishment of a 
Bureau of Service in the Commission by law rather than by 
the Commission’s own administrative action, has announced 
that his subcommittee will resume hearings on the Lemke bill 
on July 18 (see Traffic World, June 21, p. 1971). 


Transport Comment Shows Rail 
Income Distribution 


Addition of payroll taxes and pensions made but a small 
change in railway income as a per cent of national income, said 
the Bureau of Transport Economics and Statistics of the Com- 
mission in its monthly comment on transportation statistics, 
issued as information not considered or adopted by the Com- 
mission. 

Income of Class I railways in 1919, $3,924,000,000, was 5.75 
per cent of national income in that year, while their income of 
$5,372,000,000 in 1946 was 3.26 per cent of national income, 
according to a tabulation in the comment. 

The release also showed by five-year intervals, distribution 
of income produced by Class I railroads. The 1919 income 
aforementioned was distributed as follows: Compensation to 
employes, $2,850,000,000; earnings on capital, $1,074,000,000; 
and rent paid $180,000,000: Of the earnings on capital, $1,074,- 
000,000, a tabulation showed that, in 1919, $447,000,000 was for 
interest accrued; $180,000,000 for rent paid; $279,000,000 for 
cash dividends declared; and $168,000,000 was listed as business 
savings. The 1946 income distribution was: Compensation to 
employes, $4,434,000,000; earnings on capital, $938,000,000; and 
rent paid, $277,000,000. 

In a comparison of the first quarters of 1947 and 1946, the 
bureau said total dollar earnings of employes in the 1947 quar- 
ter were only slightly above the high level reached in the 1946 
quarter, while earnings on capital showed a very substantial 
increase. In terms of income, it said, employe compensation 
fell and earnings on capital rose by 4.5 per cent. It observed 
that the first quarter of 1946 included most of the 1946 wage 
increases but none of the freight rate increases subsequently 
authorized in 1946. 

As to railway dividends, the bureau said there was a de- 
cline between the first quarters of 1946 and 1947, and con- 
tinued: 

This tends to explain the disturbance in the valuation of railway 
securities in 1947 and the high yield basis on which these securities 
have sold as indicated in the monthly comment of April 9, 1947. The 
failure of the railroads to earn their dividends and interest in the first 
and second quarters of 1946 accounts for the small business savings 
in the year as a whole, shown in the annual data. The increase in 
business savings in the first quarter of 1947 as compared with the first 
quarter of 1946 can be attributed to the higher level of railway income 
in the first quarter of 1947. This higher 1947 level was favorably affected 
by the higher level of production and resulting high national income 
as well as by the increases in freight rates beginning in January. 


Railway Net Working Capital 


Including materials and supplies, said the bureau, the total 
net working capital of Class I steam railways was $1,868 mil- 
lion on April 30, 1947, as compared with $2,066 million one year 
earlier, or a reduction of $198 million. Excluding materials and 
supplies, the costs of which, it said, had been increasing stead- 
ily for some time, the bureau said the decrease in net working 
capital was $311 million. However, it continued, on either basis 
the April, 1947, figure was appreciably higher than that for 
April in the war years of 1942, 1943, and 1944. Excluding ma- 
terials and supplies, it said, the April, 1947, figure was roughly 
four times that of 1941. Including this item, said the bureau, 
it was almost three times as great. It added that, in April, 
1941, $369 million was included in the materials and supplies 
account as compared with $608 million in April, 1946, and $721 
million in April, 1947. 
Pullman Returns 
The bureau said Pullman Co. returns for the first four 
months of 1947 showed a decrease of 21.6 per cent in total rev- 
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enue compared with the same 1946 period, but a still greater 
decrease, 23.6 per cent, in operating expenses. It said operating 
income after taxes increased from $1,362,607 in the 1946 period 
to $1,523,509 in 1947. 


Revenue Freight Loading 


Revenue freight loading the week ended July 12 totaled 
806,961 cars, according to the Association of American Rail- 
roads. This was 28.3 per cent above the preceding week; 9.8 
per cent below the corresponding week last year, and 8.7 per 
cent below the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 71,093 cars, 12,126 above pre- 
ceding week and 12,066 above corresponding 1946 week. 

Livestock, 11,402 cars, 2,149 above preceding week and 
8,991 below corresponding 1946 week. 

Coal, 102,709 cars, 69,956 above preceding week and 86,919 
below corresponding 1946 week. 

Coke, 12,306 cars, 3,783 above preceding week and 1,087 
below corresponding 1946 week. 

Forest products, 44,706 cars, 12,111 above preceding week 
and 1,024 below corresponding 1946 week. 

Ore, 85,537 cars, 7,142 above preceding week and 9,678 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 109,870 cars, 13,223 above preceding 
week and 11,297 below corresponding 1946 week. 

Miscellaneous, 369,338 cars, 57,267 above preceding week 
and 547 below corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 

Four Weeks of January ...... 3,168,397 2,883,863 3,003,655 
Four Weeks of February ..... 3,179,198 2,866,876 3,052,487 
Five Weeks of March ........ 4,170,420 3,982,240 4,022,088 
Four Weeks of April ......... 3,232,947 2,604,049 3,377,335 
Five Weeks of May .......... 4,376,122 3,242,821 4,294,351 
Four Weeks of June ......... 3,543,476 3,436,013 3,528,630 
WG OF FUle G ook soe vienicss.. 629,204 679,775 726,663 

MS ih asa a isclkie 60s, AP nie As 22,299,764 19,695,637 22,005,209 


Retirement Board Analyzes 100 
Benefit Awards Under New Law 


Analysis of the first 100 death benefit awards under the 
railroad retirement act as amended in 1946 (the so-called 
Crosser amendments) “emphasizes the very substantial ad- 
vantages gained by survivors of railroad employes under the 
revised law,” the Railroad Retirement Board announced. For 
the 100 families, the benefits paid or payable under the amend- 
ments have an average insurance value of $3,570 per family, 
compared with an average under the old law of $451 per family, 
the board reported, adding that “the average value of the new 
benefits is almost eight times as high as the old.” 

Of the 100 families to whom benefits were awarded, 64 
received immediate monthly benefits averaging $4.31 per family 
and the remaining 36 received the new-type lump-sum benefits 
at an average amount of $345.82. In addition, in 57 cases the 
decesed individuals were completely insured and were survived 
by widows under age 65 who may be entitled to monthly bene- 
fits averaging $32.16 each should they reach that age without 
remarrying. 

If the amendments had not been enacted, said the board, 
lump-sum payments would have been made under the old law 
in only 57 of the 1900 cases. The average value of the benefits 
payable to these 57 families under the amendments is $4,165, 
while the average amount of lump-sum benefit they would 
have received under the old law would have been $791. “There- 
fore,” reasoned the board, “for the 57 familites to whom death 
benefits would have been payable under both the new and old 
laws, the average value of the new benefits is more than five 
times as great as the old.” 


In the demaining 43 cases in which no benefit would have 
been payable under the old law, the average value of the bene- 
fits payable under the new law is $2,780. 

In all there were 143 different beneficiaries in the 100 
families of whom 97 were widows 43 were children and three 
were other relatives who had borne the funeral expenses of the 
deceased railroad employes. Of the 97 widows 39 were already 
past age 65 when their husbands died and received widows’ 
annuities immediately. 


Representativeness of Group 


The first 100 death cases included 55 employes who had not 
yet retired, 30 annuitants, and 15 pensioners, reported the 
board. The representation of the three types of individuals in 
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the group would normally be made up of 60 employes, 33 an- 
nuitants, and 7 pensioners, the board said. The average age at 
death of the 55 employes was 54 years, compared to an average 
of 50 years for all employes whose deaths are currently re- 
ported. “Consequently,” concluded the board, “the group of 100 
individuals may be considered somewhat typical because of 
the under-representation and the higher average age of the 
employes, and the over-representation of the pensioners. 


RAIL FINANCIAL DATA 


At the end of April, 1947, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$3,521,171,958, including $973,154,746 in cash and $985,685,504 
in temporary cash investments, as compared with total current 
assets of $4,101,425,568, including $1,043,339,403 in cash and 
$1,443,867,034 in temporary cash investments, at the end of 
April, 1946, according to a statement, No. M-125, selected in- 
come and balance-sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $181,706,897 of funded debt 
would mature within six months from April 30, 1947. This 
compared with funded debt of $124,884,795 matured in the 
comparable period of last year. 

Total current liabilities stood at $1,653,055,837 at the end 
of April, 1947, as against $2,034,975,377 at the end of April, 
1946. Included in the current liabilities was accrued tax lia- 
bility of $495,576,300 at the end of April, 1947, as against $693,- 
398,297 at the end of April, 1946. U. S. Government taxes 
accounted for $379,711,004 of the accrued tax liability at the 
— April, 1947, as against $559,965,138 at the end of April, 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 47,630 
freight cars and an average daily shortage of 13,197 freight cars 
for the week ended July 5, according to the car service division 
of the Association of American Railroads. 

Questioned on the freight car supply situation, A. A. R. offi- 
cials said the. surplus report was not of material significance as 
the figure reflected the July 4 holiday and reduced loadings due 
to work stoppage in the coal fields. 

The surplus was made up as follows: Plain box, 1,231; auto 
box, 346; flat, 54; gondola, 19,678; hopper, 21,564; stock, 1,431; 
refrigerator, 2,682; and miscellaneous cars, 644. 

The shortage was made up as follows: Plain box, 9,545; 
auto box, 60; flat, 312; gondola, 2,024; hopper, 472; stock, 110; 
refrigerator, 656; and miscellaneous cars, 18. 


RAILROADS’ ADVERTISING EXPENSES 


Advertising expenditures of Class I railroads for the calen- 
dar year 1946 amounted to $19,624,511 compared with $16,709,- 
060 for 1945, according to a compilation prepared by the Asso- 
ciation of American Railroads. 


Of the total of $19,624,511, according to the compilation, 
$5,010,894 was expended for magazine advertising, $5,847,521 
for newspaper advertising, $438,428 for radio advertising, 
$7,524,752 for calendars and other advertising media, and 
$802,916 for advertising department salaries and expenses. 

_ The expenditure of $19,624,511 was contracted with total 
railroad operating revenues for the year of $7,627,650,517. 


CARGOCAINE COLOR FILM 


The first color motion picture of the Cargocaire system of 
dehumidification and ventilation has been completed and re- 
leased, officials of the Cargocaire Engineering Corporation have 
announced. This 16 mm. color sound film entitled, “Cargocaire 
for Cargo Comfort,” shows the method which modern ship op- 
erators are now using to combat the sweat damage suffered by 
a ship’s cargo while on the high seas, the Cargocaire officials 
said. The film has a running time of 11 minutes and is avail- 
able for showing before groups of ship operators, traffic man- 
agers, importers, exporters and members of the various Pro- 
peller Clubs. 


PENNSYLVANIA’S HEAVY-DUTY RAILS 


Three new designs of heavy-duty steel rail of greater 
strength and durability, assuring safer operation, smoother 
riding and economy of maintenance, have been developed by 
the Pennsylvania Railroad and are now being used wherever 
new rail is installed on the main lines, officials of the railroad 
have announced. The new rail for track carrying the heaviest 
traffic weighs 155 pounds to the yard, compared with the 152 
pound rail, already the heaviest used on any railroad, which 
it replaces. The additional steel, together wtih the new design 
of the railroad and the web, make the new rail ;the strongest 
that has ever been made, Pennsylvania officials said. 
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July 19, 1947 


N. A. R. U. C. Holds Fifty-ninth 
Annual Meeting in Boston 


State regulatory commissioners in association’s com- 
mittee reports present reviews of developments relat- 
ing to services of transportation agencies and of pub- 
lic utilities and to regulation thereof. Progress toward 
preparation of uniform freight classification reported. 
Increases in motor carrier rates discussed in report of 
committee on rates of transportation agencies. Mini- 
mum and maximum rate powers of state commissions 
listed. Discoveries in B. I. R. carload traffic study said 


to show great variations and differences in commodity 
rate scales 
By STANLEY H. SMITH 


In what was said to be unusually hot weather for Boston 
for which the hosts apologized, the fifty-ninth annual convention 
of the National Association of Railroad and Utilities Commis- 
sioners was Called to order July 14 in the Hotel Statler by 
President Duane T. Swanson, of Nebraska. The male delegates 
and guests were officially authorized to doff their coats and 
most of them did so. 

Approximately 400 delegates and guests registered. Com- 
missioner William E. Lee, of the Interstate Commerce Com- 
mission, responded in the roll call for the federal regulatory 
agency. 

After the invocation was pronounced by the Reverend 
Charles C. Keith, of the Eliot Congregational Church of Boston, 
there were addresses of welcome made by Lieutenant Governor 
Arthur W. Coolidge, of Massachusetts; John B. Hynes, tem- 
porary mayor of Boston; Michael T. Kelleher, president of the 
Boston Chamber of Commerce; Carroll L. Meins, until recently 
chairman of the Massachusetts Department of Public Utilities 
and now head of the newly created Metropolitan Transit Au- 


thority of the Commonwealth of Massachusetts which was ex- , 


tended membership in the N. A. R. U. C. by vote of the con- 
vention, and by Edward N. Gadsby, the new chairman of the 
Massachusetts commission. 

Walter R. McDonald, of the Georgia commission, first vice- 
president of the association, responded. 


President’s Address 


In his address President Swanson said he thought all would 
agree that the regulatory commissions “have an interesting and 
active year ahead.” 

“The post-war adjustments in the nation’s economy are far 
from settled,” said he. “Major wage and price shifts are still 
in the offing; sporadic but far-reaching work stoppages are 
likely to be experienced; critical material shortages are yet with 
us. These economic factors will have a direct bearing upon the 
adequacy, and manner of rendering, utility and transportation 
service, and the cost of such service to the users. In such an 
economic climate there can be no dearth of regulatory prob- 
lems. Many of them loom large and call for urgent action. 
Contacts with various commissions indicate a tremendous vol- 
ume of business in all details.” 

Mr. Swanson said motor truck and bus regulation would 
continue at an active pace, especially in view of the ever in- 
creasing pressure of competitive forces ‘which involve the whole 
transportation industry.” 

“There will be numerous applications for rate increases, 
and at the same time there will be requests for reductions in 
special cases to hold business or meet competition,” said he. 
“For the last year there has been great activity in motor carrier 
certificate cases, and there seems to be no immediate prospect 
of a tapering off. The National Bus Investigation, MC-C-550, 
in which the state commissions are cooperating with the Inter- 
state Commerce Commission, will be active throughout all of 
1947 and into 1948. A revision of I. C. C. motor carrier safety 
regulations, now well on the way to completion, is likely to lead 
to extensive revision of state rules and regulations.” 


Rail Transportation 


“Regarding railroad transportation,” he continued, “atten- 
tion will be focused on the national level.” 

Mr. Swanson referred to the class rate and classification 
Cases, the express rate increase case, the pick-up and delivery 
case (No. 29555), and the small shipments case (No. 29556), 
noting that the state commissions were participating in them 
under the cooperative procedure plan. He said the recent I. C. C. 
order authorizing a 10 per cent increase in passenger fares on 
eastern railroads (No. 29711) was calling for considerable state 
Commission work, as petitions for intrastate increases had been 
filed in all eastern states except Michigan and Illinois, where 
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peat intrastate fares were controlled by outstanding section 13 
orders. .- 
“The work in all these fields is challenging in scope and 
will require, of all of us, our best in ability, energy and wis- 
dom,” said he. “I am confident that the job will be well done 
and I know that this association meeting will itself contribute 
importantly to that achievement.” 

In the course of his address Mr. Swanson dealt in consid- 
erable detail with important regulatory issues involved in elec- 
tric, gas, telephone and telegraph regulation. 


Cooperative Participation Problems 


Mr. Swanson said that one of the state commissioners’ 
major activities had been cooperative participation in various 
federal commission proceedings involving important rate and 
service problems, such participation having been pursuant to 
the cooperative agreements between the association and the 
federal agencies. Pointing out that the state commissioner serv- 
ing as cooperators in these cases were appointed by the presi- 
dent of the association from among the panels chosen at the 
annual conventions of the association, he said in his term as 
president he had experienced considerable difficulty in finding 
panel members who were willing to accept these assignments. 
This was due in large part to the fact that many of the com- 
missioners were already assigned to one or more cooperative 
proceedings, said he, adding: 


In order to relieve this situation it is my recommendation that the 
regional groups, in selecting their respective panels at this conven- 
tion, elect a liberal number of state commissioners not now serving 
on the panels. It is not necessary to reelect present panel members 
in order to make it possible for them to continue present cooperative 
assignments. Under the cooperative agreements, cooperators retain their 
appointments so long as they are active commissioners, whether or 
not they are reelected to the panel. If this suggestion is followed, 
your next president will find it less difficult to make appointments 
during the forthcoming year; present panel members will be relieved 
of an undue burden; and an opportunity will be afforded for some 
new state commissioners to contribute their abilities to the cooperative 
effort. It is, of course, desirable to have some experienced cooperators 
on these panels, and where present cooperators indicate a willingness 
to accept new assignments their reelection to the panels would certainly 
be desirable, e 


President Swanson, in telling of problems confronting the 
state commissions generally, said: 


During the intervening period since our 1946 convention, our asso- 
ciation has been engaged in a three-front battle to preserve state 
regulatory jurisdiction in the local field traditionally occupied by the 
states. On one front, this battle has taken place before federal and 
state commissions, in proceedings directly involving the jurisdiction 
of the states. On another front, this battle has been waged in the 
courts, both state and federal. On the third front, our association has 
taken its problems to Congress and has sought legislation defining and 
preserving what we believe to be proper state jurisdiction. 

Some of these activities have brought our state commission mem- 
bership into direct opposition to the views of federal commissioners or 
of their staffs. But, more often than not, our quarrel has been, not 
with federal agencies, but with utility companies who were challenging 
state authority. 

In these engagements the stakes have been high and the results 
extremely vital to the states. Important phases of electric, gas, ware- 
house, telephone and telegraph regulation have been involved. It is 
easier to understate than to overstate the serious impact upon state 
regulation as a whole, should a substantial portion of these contro- 
versies be ultimately resolved against the states. 


Uniform Freight Classification 


The special committee on uniform motor freight and rail- 
road classification, of which John B. Smith, of West Virginia, 
is chairman, said its report would deal principally with the 
work that the railroads had and were doing toward compliance 
with Finding 10, Part 1 of the report in No. 28310, 262 I. C. C. 
447, 448 and 511, the uniform classification case. 

“The reason for picking this subject as of paramount im- 
portance in this report is but the continuation of the policy of 
this association, and of its special committee, looking toward 
the ultimate accomplishment of a uniform freight classification 
both for rail and motor freight,” said the committee. 

The committee pointed out that the railroads, in conformity 
with the decision in No. 28310, had set up an official classifica- 
tion committee on uniform classification, the three members of 
the committee being the chairmen of the three territorial 
classification committees. Continuing, it said: 


After much preliminary work in analyzing rate levels in the gen- 
eral territories, ‘ncluding classification exemptions and commodity 
rates, the committee has begun work on the new classification, and 
is now actively progressing with the proposed uniform classification 
ratings, said the committee. 

The three previously named classification committees, whose chair- 
men make up the official classification committee, will separately 
prepare all available information as to each individual item in the 
classification, including uses of the article, the weight per cubic foot 
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and value per pound as packed for shipment, the kinds and types of 
packages used, all exceptions ratings in effect throughout the country, 
the nearest prescribed 28300 class necessary to preserve existing reve- 
nue in each territory and interterritorially. All of this information, de- 
veloped separately by each committee, will be consolidated on one 
sheet by the uniform committee. With this information before it, 
the committee will recommend uniform ratings. The recommendations 
will then go to a small classification advisory committee in each of 
the territories, east, south and west. The recommendations that are 
acceptable to the advisory committees will then go on a special docket 
for public hearing at convenient locations. The recommendations which 
are not acceptable to one or more of the advisory committees will be 
disposed of by a joint meeting of the three advisory committees if 
the official classification committee is unable to reconcile the differ- 
ences by making new recommendations, . 

In general, the committee will take up the work of classification 
in alphabetical order of articles listed, however, it has been decided 
that the first docket shall embrace a wider variety of items than would 
result if a strict alphabetical order were followed. In order that this 
first docket will be in the nature of a composite cross section of the 
integrated classification upon its completion, it is planned to include 
tratlic which is light and bulky, heavy and compact, raw materials 
and finished products of high and low value, and requiring the use 
of box cars, open cars and refrigerator cars. 

it is understood that within a short time the official classification 
committee will publish this first docket, proposing uniform ratings on 
some approximately 13,700 items in the following groups of com- 


modities: 
1. Machinery or machines. 2. Fresh fruits and fresh or green 
vegetables. 3. Building woodwork or ships’ joiner work, wooden. 4. 


Lumber, veneer or forest products. 5. Meats—cooked, cured, fresh or 
preserved; lard and lard substitute; rendered pork fats; and dressed 
poultry. 6. Paper bags. 7. Paper. 8. Paper articles. 9. Wallboard. 

It is proposed that at later dates, public hearings be held for 
consideration of the proposed ratings of this committee in New York, 
Chicago and Atlanta, and possibly in Dallas, San Francisco, Seattle and 
Denver. It is probable that this first docket will be published during 
this present summer and public hearings held shortly thereafter. Addi- 
tional dockets will be published from time to time as they are com- 
pleted, and hearings held on each of these as they appear. 

A task imposed upon the official committee is the care that must 
be exercised by reason of minimum rates. Numerous commodity rates 
and exceptions ratings are subject to minimum rates on interterritorial 
traffic. The new classification will result in altogether new minimum 
rates, which can completely change present commodity rates and 
thereby upset the now existing economic equilibrium affected by freight 
transportation. 

The uniform classification, when completed must be such as to 
preserve the carriers’ revenues; be just and reasonable for the ship- 
pers; take the place of exceptions which would derange uniformity; 
make the least change in commodity rates; be non-discriminatory; and 
satisfy the demands of competition between articles, shippers, carriers 
and territories. 

In closing this report, reference is made to Docket No. M C 150 of 
the Interstate Commerce Commission. As this report is written, Docket 
No, M C 150 has not been assigned for hearing, and it is doubted if 


the motor carriers have progressed far, as yet, toward the establishment 
of a uniform classification. 


Report on Corporate Finance 


The committee on corporate finance, William Parillo of 
Illinois, chairman, said its report was designed to present in- 
formation as to the financial situation surrounding companies 
invested with a regulatory implication. The report fills 42 
mimeographed pages. ‘ 


“This information,” it continued, “may be briefly described 
as follows: 


1. A resume of the issuance of securities to present information 
bearing on the subject of availability of financing to the railroads and 
the utility industry; 


2. A review of the financial conditions and operations of the rail- 
road and utility industries from the point of view of the service 
rendered, the capacity to serve and the profitability of such service. 


“The recent developments in our domestic economy have 
made wage rates and wages assume a proportion requiring 
attention. As a result, available data as to this factor is pre- 
sented. Some comment on rate changes is, likewise, presented 
but it is restricted to known, factual information. 


“In preparing the report, the committee has utilized the 
information that it finds available without resorting to the ob- 
taining of special reports or to the preparation of additional 
data. The report is limited to a presentation of information 
available from published sources that are believed reliable. 
No attempt has been made to arrive at conclusions, it being the 
intent of the report to present factual information, leaving the 
conclusions to be drawn by the reader.” 


Administrative Procedure Report 


A review of developments regarding administrative regu- 
lation was set forth in the report of the special committee on 
developments in regulatory law, Everett C. McKeage, of Cali- 
fornia, chairman. The report dealt with the California admin- 
istrative procedure act of 1945 and the federal administrative 
procedure act of 1946 with respect to the provisions that have 
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to do with the manner and method of deciding contested cases 
—the deciding process. 

“One of the most hotly debated subjects involved in regula- 
tory law is the manner and method of the deciding procedure 
adopted by administrative tribunals,” said the report. ‘Of ne- 
cessity, this would be true for the reason that upon the proper 
observance of legal standards in carrying out the deciding proc- 
ess will depend whether or not a party receives due process of 
law. The decision of an administrative tribunal may be legally 
perfect on its face and utterly beyond revision by the courts, 
yet, it may have been decided in a manner wholly contrary to 
due process of law. This is why the deciding process is so im- 
portant.” 

The report included reviews and discussion of court deci- 
sions relating to the subject of the report as well as the provi- 
sions of the state and federal acts. 


Safety of Operation 


In addition to comment on developments with respect to 
increasing safety of operation of transportation agencies, the 
committee on safety of operation of transportation agencies, 
C. L. Doherty of South Dakcta, included in its report statistical 
tables giving the records of rail and motor vehicle accident 
results. 

The committee emphasized the work being done by indus- 
try, the national and state governments and fraternal organiza- 
tions in an effort to increase safety of operation of transporta- 
tion agencies. It also noted that since the submission of its last } 
report at the Los Angeles convention late in 1946 the situation 
had not changed materially with respect to demands on trans- 
portation agencies. Again, it continued, many features were 
involved in replacement and upkeep of equipment, and the sup- 
ply of repairs for replacement was slow and failure of many 
who were in service and war industry jobs to return to their 
former positions further complicated matters. It said receipt 
of materials and supplies was still slow in reaching the con- 
sumer and that strikes and shortage of labor contributed ma- 
terially to this situation. 

Many accidents, said the committee, were caused by me- 
chanical failures, an instant of neglect, carelessness, human 
frailty or a moment of hesitation by the operator. Excessive 
speed on the highways was noted as heading the list of causes) 
of accidents. q 

“Train accidents continue approximately with little change 
from last year,” said the committee. ‘While the number of’ 
train collision accidents has slightly decreased, there have been’ 
some serious derailment accidents, yet a slight improvement is 
noted for this year. Train accidents at highway grade crossings 
at which automobiles were involved ... have shown a decided * 
improvement this year as well as accidents involving vehicles 
in collision with trains.” 

The committee added, however, that it appeared that grade 
crossing accidents “are still one of the great problems before 
this committee.” It said the steam railroad section of the Na- 
tional Safety Council had been very effective in promoting 
safety of railroad highway grade crossings and that railroads 
themselves were making substantial contributions to the sec- 
tion and had an effective program for publicity on grade cross- 
ings. The committee said that.in this respect the grade crossing 
campaign was not entirely a railroad problem but a traffic 
problem of general public interest. It renewed recommenda- 
tions for a uniformity of railway grade crossing protective de- 
vices and standards for grade crossing protection. 

















Service and Facilities 


In the absence of Guy R. Johnson, of Pennsylvania, chair- 
man of the committee on service and facilities of transportation 
agencies, that committee’s report was presented by David B. 
Long, of Iowa, member of the committee. 

The committee said its report was necessarily based, for 
the most part, on the statistics of transportation agencies com- 
piled in 1946—the first full postwar year of peace. 

“The transition from war to peace, begun in the last quarter 
of 1945, continued spasmodically in 1946, handicapped a great 
deal by strikes, material shortages and other problems of re- 
conversion,” it continued. “Despite these handicaps efforts were 
made to improve service and to replace worn-out equipment. 
The present year will probably witness the greatest year in 
transportation history with new records in the number of pas- 
sengers carried brought about, in part, by installation of new 
equipment and the traveling public’s demand for faster, safer 
and more luxurious service.” 


In the course of its report the committee said the Chesa- 
peake and Ohio, through its chairman, Robert R. Young, had 
again taken the lead in instituting new and far-reaching im- 
provements in railroad passenger travel when it instituted In 
January, 1947, the charge-it-as-you-go plan. The committee 
referred to the promulgation of a similar plan by the Rail 
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Travel Credit Agency. It quoted remarks made‘by Mr. Young in 
a magazine article urging improvements in passenger service 
and promotion work to get the public to travel. It also quoted 
from an editorial in the New York Herald Tribune questioning 
the wisdom of railroad advertising forecasting ‘‘the least over- 
land journey of tomorrow in surroundings that would make 
Cecil de Mille cringe at their cost and impracticability.” 


Transport Regulation 


Matt L. McWhorter, of Georgia, submitted the report of 
the committee on progress in the regulation of transportation 
agencies, in the absence of Jeff A. Robertson, of Kansas, chair- 
man. This report reviewed the record of transportation regula- 
tion for the period between October 1, 1946, and June 1, 1947. 

“The federal and state commissions exercising regulatory 
authority over transportation agencies have had much to do 
during the period, especially with respect to rate matters,” said 
the committee report. “Some important proceedings pending 
and undetermined at the date of the last report have been 
concluded; others are still pending. If progress in regulation 
means efficient functioning of the regulatory bodies and the 
determination of the several matters submitted to them in the 
public interest with reasonable expedition, then it may well be 
claimed that progress has been made during this period even 
though it might be difficult to point out specific instances of 
betterment in regulatory practices within the period.” 


Uniform Motor Size and Weight Limits 


In its report the special committee to promote uniformity 
of regulations affecting motor carriers, Lawrence W. Cannon, 
Indiana, chairman, included a summary of state legislation con- 
cerning size and weight of motor vehicles, enacted since the 
1946 convention of the association. The committee said that, 
since its creation by resolution of the association adopted at the 
1941 convention in St. Paul, it had consistently recommended 
to the association that the state members of the association 
enact legislation or amendatory legislation to bring about rea- 
sonable uniformity of regulations governing the operation of 
motor carriers. To again repeat this recommendation would be 
repetitious “and would unduly burden the record of this con- 
vention.” 


Committee Report on Rates 


The report of the committee on rates of transportation 
agencies was presented by Agnes Mae Wilson of Missouri, chair- 
man of the committee. The committee explained that the pur- 
pose was to present a brief review of the important develop- 
ments in the field of transportation rates in the last six months. 
In addition, the committee submitted other information. The 
committee discussed motor rates and gave other information 
included in the following: 


No section of the country has escaped the ever increasing demands 
of the motor carrier industry for increases in rates, both interstate 
and intrastate. Numerous territorial proceedings have been before the 
Interstate Commerce Commission in recent months, which invariably 
are followed by requests for intrastate increases. 


Shipper interests are continually perplexed by the seemingly 
ever-changing position of motor carriers with respect to rates they 
should be permitted to exact to produce revenues that will yield a 
fair profit. In some circles it is felt that many of the recent requests 
for increased rates stemmed directly from the Commission’s report 
and order in Ex Parte 162. These requests seemingly represent formal 
steps on the part of the motor carriers to increase their general rate 


levels in proportion to the increases granted by the Commission in 
the rail cases. 


There is currently in process a cumulative attempt on the part of 
all transportation agencies to obtain increased revenues consistent 
with increased costs of operation. Within the bounds of the Interstate 
Commerce act and most state statutes this is a legitimate undertaking, 
but there is the danger of subjugation of the principle of competition 
in the field of transportation, which principle underlies all of the 
statutory approaches on the subject, in favor of what amounts at 
times to an inclination on the part of some carriers to charge shippers 
all that their traffic will bear under the present economic circumstances. 

There have been many applications and tariffs filed relating to 
intrastate motor carrier traffic and many shippers are genuinely con- 
cerned over the possibility of dissimilarity of treatment that might 
be accorded in the various states. It has been suggested that since 
the Interstate Commerce Commission has no Section 13 authority over 
motor carrier rates, as it has over rail rates, there should be a 
special attempt made by the Commission under its cooperative pro- 
cedure with the various states to bring about a nation-wide investiga- 
tion and adjustment of motor carrier revenue needs, both intrastate 
and interstate, that would be logical and consistent with the needs 
as they are made evident. Such an investigation would indeed be 
difficult from the outset because the accounts and accounting practices 
of motor carriers as a whole have not reached the stage of demanding 
recognition of their general integrity and soundness as have the ac- 
counts of railroads under the Commission’s administration of Section 20 
of the Act. 


This committee polled all state commissions on the subject of 
increases in intrastate motor carrier rates and we report our findings, 
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based on information received from 44 states, as follows: Since Jan- 
uary 1, 1946, the general level of intrastate motor carrier rates has 
been increased in all but five states and in two of these increase cases 
are pending. In the 39 states authorizing increases 24 acted after 
formal hearing, the remainder permitting filings on statutory notice 
without suspension. Intrastate increases authorized since January 1, 
1946, vary widely. Increases of 10 to 15 per cent predominated, but 
the range was from 4 to 29 per cent. In these same states the present 
levels of motor carrier rates range from 6 to 40 per cent higher than 
in 1939, but the predominant measures of increases range from 20 to 30 
per cent over the 1939 levels. 

In response to the question of the level of intrastate motor versus 
rail class rates we find that in 21 states the present motor carrier rates 
are generally on a higher level than rail. In five states the rail rates 
are higher, and 13 states report that rail and motor class rates are 
now approximately the same. 


Motor Contract Carrier Rates 


Thirty-two state commissions have the power to regulate motor 
contract carriers and eleven have no jurisdiction. With respect to five 
states we have no information. In 22 of the states having jurisdiction 
the rates of contract carriers are generally the same or higher than 


those of motor common carriers and in the remaining states they 
are lower.... 


Nineteen state commissions now have the power to regulate intra- 


- state air transportation within their boundaries. Twelve of these states 


have both minimum and maximum rate powers, two have maximum 
rate powers only, two have powers to fix the exact rate and three of 
the states have no rate powers as yet. In only four states, Arizona, 
Arkansas, Nevada, and West Virginia, have intrastate passenger fares 
been prescribed by state authorities and in only three states, Arizona, 
Nevada, and West Virginia, have intrastate cargo rates been prescribed. 


Rate Powers of State Commissions 


It was thought that the subject of rate powers of the various states 
might be of some interest to the members of this association and to 
that end we have prepared the following table giving such information 
in connection with rates of rail, motor common and motor contract 
carriers. 


Statutory Rate Powers of State Regulatory Bodies 


Motor 
Common Contract 
State Rail Carrier Carrier 
Alabama Min. & Max. Min. & Max. Min. 
Arizona Min. & Max. Min. & Max. Md 
Arkansas Min. & Max. Min. & Max. Min. & Max. 
California Min. & Max. Min. & Max. Min. & Max. 
Colorado Min. & Max. Min. & Max. Min, 
Connecticut Max. Min. & Max. Min. 
Delaware * 2 . 
Florida Min. & Max. Min. & Max. Min. & Max. 
Georgia Min. & Max. Min. & Max. Min. & Max. 
Idaho Min. & Max. Min. & Max. N. J. 
Illinois Max. None N. J. 
Indiana Min. & Max. * 9 
Iowa Max. Max. a 
Kansas Min. & Max. Min. & Max. Min. : 
Kentucky . a “d 
Louisiana Min. & Max. Min. & Max. Min. 
Maine Min. & Max. Min. & Max. Min. 
Maryland Min. & Max. Min. & Max. WN. J. 
Massachusetts Min. & Max. Min. & Max. Min. & Max. 
Michigan Max. Min. & Max. Min. 
Minnesota Min. & Max. Min. & Max. Min. & Max. 
Mississippi ¢ 4 * 
Missouri Max. Max. Min 
Montana Min. & Max. Min. & Max. N. J 
Nebraska (1) (1) Min. 
Nevada Min. & Max. Min. & Max. Min. & Max. 
New Hampshire Max. None N. J 
New Jersey (1) (1) N. J 
New Mexico Min. & Max. Min. & Max. 24 
New York 24 . s 
North Carolina * * a 
North Dakota Max. Min. & Max. Min. & Max. 
Ohio Min. & Max. Min. & Max. ° 
Oklahoma Max. Min. & Max. Min. & Max. 
Oregon (1) (1) (1) 
Pennsylvania Min. & Max. Min. & Max. Min 
Rhode Island Min. & Max. Min. & Max. Min. 
South Carolina Min. & Max. Min. & Max. Min. & Max. 
South Dakota Min. & Max. Min. & Max. Min. & Max. 
Tennessee s None Min 
Texas Min. & Max. Min. & Max. Min. 
Utah Min. & Max. Min. & Max. Min. & Max. 
Vermont . - N. J 
Virginia Max. Max. N. J 
Washington Min. & Max. Min. & Max. Min. 
West Virginia (1) (1) (1) 
Wisconsin Min. & Max. Min. & Max. Min. & Max. 
Wyoming Min. & Max. Min. & Max. Min. 


*—JIndicates information not available. 
N. J.—Indicates no jurisdiction. > 
(1)—Indicates power to fix the exact rate. 


Legislative Committee Report 
The report of the committee on legislation, of which H. 
Lester Hooker, of Virginia, is chairman, included a compre- 


hensive review of pending bills in Congress that would change 
existing law affecting transportation and utilities’/services. In 
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Concrete poured fast...at minimum cost 


...with DIAMOND T reliability 


ACK in ’49 they were panning gold around Sacra- 

mento, to build fortunes. Now in ’47 they’re 
building with concrete, and A. Teichert, Jr. reports 
that this 614H and its twin are “hauling maximum 
loads at a minimum cost.” 


A. Teichert & Son, Inc. are engineering contractors 
in modern Sacramento. Their Diamond T’s are 
equipped with Dumpcrete bodies and they deliver 
double the normal yardage of pre-mixed concrete—it 
is loaded as an “air-entrained admixture” and heavy 
agitator-type bodies are not required in this service. 


Today’s Diamond T trucks are the finest we have 
ever built—they haul “maximum loads at minimum 
costs” in every kind of service. The complete line in- 
cludes 19 models from one ton upwards. Every model 
has the built-in reliability for which Diamond T has 
been famous since 1905. 

See your Diamond T dealer. He is an expert on 
motor transport. Let him recommend the Diamond T 


that will do your job best for you. See him for truck 
service, too. 


DIAMOND T MOTOR CAR CO. CHICAGO 
Established 1905 


> DIAMONDT TRUCKS 
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the field of transportation the report dealt with the so-called 
Reed-Bulwinkle proposed legislation that would exempt carrier 
agreements from the antitrust laws when approved by the 
Commission; to proposed federal aviation legislation; to H. R. 
2657, the so-called federal practitioners’ bill; to S. 1141, amend- 
ing the transportation of explosives act; and to S. 46, the Hill 
pill to create additional federal transportation agencies as rec- 
ommended by the late Board of Investigation and Research- 
Transportation. The committee made a number of recommen- 
dations which were referred to the executive committee for 
action. 


Carload Traffic Study 


John L. Nichols, railway traffic specialist, Bureau of Trans- 
port Economics and Statistics, Interstate Commerce Commis- 
sion, who came to the Commission staff from the late Board of 
Investigation and Research-Transportation with the carload 
traffic study data collected and compiled by the B. I. R., illus- 
‘trated with charts an explanation of the carload traffic study 
based on waybill data. The material involved was transferred 
to the files of the Commission on expiration of the life of the 
Bis 


Mr. Nichols explained the nature of the data and the sta- 
tistical methods employed in its analysis. He said that from 
the point of view of the commissioners some of the more inter- 
esting disclosure were the many complexities in the rate struc- 
ture which came to light. 

“The variations and differences in class rate scales which 
have been so vigorously argued before the courts and the com- 
missions, and so widely discussed in the public press,” he said, 
“are in fact of rather minor importance when compared with 
the variations and differences of the commodity rate scales, for 
the reason that the differences in rates in the commodity scales 
are often greater than those of the well-known classification 
class rate scale, plus the fact that commodity rates are appli- 
cable on approximately 75 per cent of the carload tonnage, 
whereas class rates move only an estimated 5 per cent of the 
carload tonnage. The balance of approximately 20 per cent 
moves under exceptions ratings which, however, do bear a rela- 
tionship to the class rates.” 


Mr. Nichols said that the waybill data further disclosed 
that the intraterritorial disparities in many of the commodity 
rates were greater than the interterritorial differences in class 
rates. In weighing these differences, he added, within each 
major territory, it developed that the matter was more of an 
intraterritorial problem than that of an interterritorial one. 
This conclusion, said he, was reached on the basis of the fact 
that the great bulk of the tonnage moved intraterritorially and 
the bulk moved on commodity rates. The B. I. R.’s material 
was gathered on the basis of 1939 traffic and it showed that 
57.42 per cent of the volume then moved within Official Terri- 
tory; 7.65 per cent within Southern Territory; 10.42 per cent 
within Western Trunk Line Territory; 4.6 per cent within 
Southwestern Territory, and 5.99 per cent within Mountain- 
Pacific Territory. The foregoing, he said, totaled to 86.08 per 
cent, leaving only 14 per cent of the tonnage moving inter- 
territorially. Meanwhile, however, he also said that the inter- 
territorial movements for the most part covered much longer 
distances and thus involved a larger percentage of the revenue. 


Mr. Nichols said that in examining the mileage blocks 
wherein both intra- and interterritorial and intra- and interstate 
rates were brought into focus, based on the distance of haul, 
it was found that there were many “extremely high or low 
rates applicable for equal distances which seemed to bear no 
relationship to costs or to traffic densities or other rate basis 
factors.”” He went on to say that high rates were found in areas 
where the density of all traffic was heaviest and low rates 
Where the density was very light. To illustrate this situation 
Mr. Nichols presented numerous specific examples based on 
point-to-point studies of rates on potatoes, lime, and paper- 
board products. He called the examples typical of those found 
in other commodity groups. Many of the low rates were intra- 
state rates, he said. 


Mr. Nichols said that the B. I. R. data also revealed that 
circuity was highest in 1939 in those areas where the rail car- 
tiers “have had the most financial trouble, i. e., in southern, 
southwestern and western trunk line territories.” He added, 
however, that this financial situation had changed somewhat 
Since that time. He said that the overall circuity was 17 to 18 
per cent for 1939 traffic, adding, however, that to get this aver- 
age “a large amount of traffic must move from 30 per cent to 
: per cent circuitous because a large portion moves actual 
Short line.” 


_ Mr. Nichols said the study might be called the first national 
Inventory of the freight rate structure. 

In closing, Mr. Nichols said the rail carriers had not gone 
very far into the matter of costs versus rates or revenues in 
Specific cases. He expressed his belief that they would be more 
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than repaid in a single year for the costs involved in such an 


- inventory. 


Resolutions relating to proposed transportation legislation, 
submitted by Mr. Hooker, chairman of the committee on legis- 
lation, were approved by the executive committee and adopted 
by the association. The resolutions reiterated the position taken 
heretofore by the association in support of legislation providing 
for exemption from the anti-trust laws of carrier agreements 
approved by the Interstate Commerce Commission; approved 
amendments to pending aviation bills (S. I. H. R. 1699, H. R. 
2337) designed to protect the regulatory powers of the states 
with respect to aviation; opposed enactment of H. R. 2657 or 
any similar bill tending to limit the practice of non-lawyers 
before federal agencies; opposed provisions in S. 1141, relating 
to transportation of explosives, defining “dangerous articles,” 
“commerce,” and “carrier,” on the ground they would result 
in I. C. C. regulation, in time of war, of local transportation of 
gasoline, lumber, cotton, hay, grain and other products; and 
opposed enactment of S. 46, providing for creation of additional 
federal transportation agencies. 

The resolution supporting proposed legislation exempting 
carrier agreements from the anti-trust laws, as stated by asso- 
ciation representatives before congressional committees in the 
hearings on the so-called Bulwinkle and Reed bills, was opposed 
by Leon Jourolmon, Jr., member of the Tennessee commission. 


Cooperation Report 


The report of the committee on cooperation between state 
and federal commissions was presented by J. C. Darby, of South 
Carolina, in absence of Nat B. Knight, of Louisiana, chairman. 
The report told of the proceedings in which the state commis- 
sioners had cooperated with federal commissions. It added its 
support to President Swanson’s suggestions for increasing the 
number of state commissioners from which the president may 
select cooperators. 


Regulatory Procedure 


Mr. Darby, as chairman of the committee on regulatory 
procedure, submitted that committee’s report in which was in- 
cluded the classifications to practice before regulatory bodies in 
the different states in the Union. Twenty-seven of the regu- 
latory bodies had no requirements as to qualifications to prac- 
tice, eleven permitted only lawyers to practice before com- 
missions, three required the parties practicing before such 
bodies to have special training in law and regulatory matters 
before given permission to practice, and one commission re- 
served the right to designate the party who was to practice 
before its regulatory body, according to reports received by the 
committee. The committee said it therefore at this time made 
no recommendations so far as adopting uniform qualifications 
for parties practicing before regulatory bodies. 

With respect to regulatory procedure the committee said 
it had been working on what it considered would be a good 
uniform law. Under it a utility would be ordered before the 
regulatory body, a hearing held and order issued. Then, said 
the committee, the utility could apply for rehearing which the 
commission could either grant or deny the application. In event 
of denial the utility could appeal to court, the decision of which 
would determine what was to be done with respect to the 
order. The committee said it was seeking suggestions from all 
regulatory bodies that were members of the association in con- 
nection with its work on a proposed bill. 


Under the association’s procedure, committee reports are 
received for printing. Any committee recommendations in re- 
ports are referred to the executive committee which in turn 
may recommend adoption of resolutions to the association 
members. 


Bell and Edison Honored 


Wade O. Martin, member of the Louisiana Public Service 
Commission, delivered an interesting address in commemora- 
tion of the work of Thomas A. Edison and Alexander Graham 
Bell. It was entitled, ‘Thomas A. Edison and Alexander 
Graham Bell—A Centennial Appraisal.” 


Motor Carrier Regulation 


Motor carrier regulatory problems were discussed in pa- 
pers presented by Lynn H. Ashley, chairman of the Wisconsin 
Public Service Commission, and by Robert A. Nixon, chief of 
the motor carrier rates and litigation section of the transporta- 
tion rates division of the U. S. Department of Agriculture. 

Mr. Ashley’s topic was “Regulated Monopoly vs. Regu- 
lated Competition.” After discussing “monopoly” and “‘compe- 
tition” and the meaning of those terms, Mr. Ashley turned his 
a to the situation in the field of transportation. In part, 

e said: 


The term ‘‘regulated competition’? should mean but one thing; to 
regulate the service, rates and practices of such carriers and to permit 
reasonable competition to prevail in the hope that stability will flow 
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therefrom. No commission can ‘successfully prescribe rates greater 
than the traffic would bear, or service that reasonably could not be’ 
furnished without out-of-pocket loss to the carrier, nor prevent car- 
riers from entering into arrangements to divert traffic from one to 
the other when such practice is found necessary for their very exist- 
ence. Even the courts cannot require the impossible. 

The very essence of sound transportation is competition but not 
destructive competition. Healthy competition does, beyond a shadow 
of doubt, improve service and facilities, and holds rates within reason- 
able bounds. The very principle of rate-making under regulation is 
predicated upon competitive factors. 

This contemplates generally, with certain exceptions, of course, a 
minimum basis representing the out-of-pocket cost and a maximum 
basis of what the traffic will bear. Competition readily works within 
these bounds. It has been stated in various congressional reports and 
elsewhere, that less than 10 per cent of the rates on file with the 
Interstate Commerce Commission have been subject to judicial review. 
This would indicate that competitive forces have exercised a salutary 
influence through the voluntary establishment of reasonable rates and 
charges by the carriers—obviating the necessity for the use of set 


formulae propounded by regulatory bodies for the prescription of 
lawful rates. 


It would appear that all through the evolution of both regulation 
and free enterprise the trend has been to give the public the greatest 
benefits with the minimum of governmental interference, This is the 
ideal toward which we are all working. The more that administrative 
agencies become aggressive in eliminating the exercise of managerial 
discretion by the individuals under their jurisdiction, the greater will 
become the pressure by such individuals to obtain through legislative 
action a curtailment of the authority of the administrative bodies. 


In my opinion there is but one conclusion that can be drawn at 
this stage and that is that the entire subject hinges upon the degree 
of competition that regulation shall permit, rather than upon any idea 
that the transportation business is inherently a monopoly or should be 
regulated as such. 


In providing such regulation administrative bodies must exercise 
substantial discretion in the administration of the law. The only re- 
straint is that the decisions be based upon substantial evidence material 
to the general rules of conduct prescribed by the statutes and that they 
not be arbitrary or capricious. All transportation agencies exercise the 
right to managerial discretion, the only restraint being the right of 
the regulatory bodies, after investigation, to limit the exercise of such 
discretion whenever necessary for the proper protection of the public 
interest. This is true not only of rates but of service, facilities and 
operating authority. Regulation cannot properly require a carrier to 
expand his undertaking. The Wisconsin commission has had numerous 
requests from shippers and localities to require existing carriers to 
extend their undertakings of service or provide deviations in their 
routes. These requests have been denied on the ground that the carrier, 
and the carrier only, can determine where he will establish his venture 
and risk his investment. 

Undue competition has resulted in severe detriment to the public. 
A great many of the railroad abandonments were precipitated by 
unregulated truck competition. Upon the inception of the laws regu- 
lating truck transportation there were reserved to the truck lines their 
so-called ‘‘grandfather rights.’’ As a result the evils that grew up 
before regulation were not wholly eliminated. That is, the competition 
continued as strongly after regulation as before regulation, in so far 
as number of operators were concerned. 


The railroads, faced with this kind of regulated competition, were 
unable to recapture their tonnage losses and separated themselves from 
the particular field of competition. The elimination of the rail line did 
not necessarily mean increased traffic for the truck lines as might have 
been expected. Such commodities as coal, sand and gravel, many 
grains and other heavy loading articles were not susceptible to long 
distance highway movements except at prohibitive costs. Consequently 
the industries removed themselves from the particular location that 
had lost its rail service. The finished products of these industries 
were the lifeblood of the truck lines. Removal of the finished product 
resulted in gradual diminution of service by the trucks and eventual 
elimination of the truck lines entirely. 

Many communities in the United States today are entirely devoid of 
public transportation facilities and have become what we have called 
ghost towns because of too much competition in transportation. Losing 
a community is one of the nation’s tragedies. Besides the business 
losses, it entails a great deal of sentimental and moral loss. Next to 
the home, the community (particularly the small community) is the 
greatest social and moral stabilizing force we have. It has within its 
power to create substantial moral and social backgrounds and patterns 
that are of great benefit to the public as a whole. Can we afford to 
weigh merely the momentary monetary effects of competition when 
passing upon the merits of an application? I don’t believe so. 

In conclusion may I make this observation? The line of demarca- 
tion between healthy and ruinous competition is seldom clear or 
distinct. In the final analysis it must be determined by the exercise 
of informed and experienced discretion in the light of evidence of all 
relevant facts. 


However, it is generally impossible to present in a record the 
complete basis for exercise of experienced discretion. Such discretion 
unless arbitrarily exercised should be sustained unless clearly con- 
trary to the facts as established by evidence. 

I appreciate the opportunity of presenting my views to this 
group and also appreciate that what I have said here is without support 
of references to legal citations. However, I have attempted to present 
my views as informally as possible. Those that care to take exception 
to my views can in all probability support those exceptions with 
many, many decisions and citations. However, I do wish to emphasize 
this: That as business prospers, so prospers the public. Such prosperity 
reflects itself in the thinking of the administrators charged with regula- 
tion and tends to liberalize such thinking to the point where greater 
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latitude is given for free enterprise. We are in such a condition today 
and my talk is predicated upon conditions as they exist today. What 
I have said may be subject to severe criticism tomorrow—and rightly 
so—if conditions change to what they were in the early thirties. 


Nixon’s Address 


Mr. Nixon’s subject was “Motor Carrier Rates and Rev- 
enues.” He outlined the various types of for-hire motor carrier 
services and reviewed the rate situation, summarizing the his- 
tory of the general rate increases made effective in trunk-line 
territory in the ten years of public regulation. 

“One of the most significant facts revealed by our studies,” 
said he, “is that the industry is under-capitalized. It has been 
built up out of earnings.” 

After reviewing financial and revenue statistics, Mr. Nixon 
said analysis of the motor common carrier industry disclosed 


“some very troublesome economic problems in the regulation 
of rates.” 


“The most significant of these problems involves the lack 


of adequate data,” said he. “The student is handicapped at the 


outset in attempting to appraise the true state of affairs in this 
industry.” 


Treatment of carriers who rented equipment, terminal 
rentals, officers’ compensation as an item of expense and de- 
preciation practices were discussed as problems met in this 
industry. On the subject of operating ratios and in conclusion, 
Mr. Nixon said: 


Two schools of thought have grown up in recent years regarding 
the standard to be used in determining the revenue needs of the motor 
carrier industry. The carriers contend that the traditional concept of 
return on rate base or net investment should not be applied to their 
industry. They assert that theirs is a peculiar business unlike other 
regulated utilities in that the ratio of investment in operating property 
to annual revenue is extremely low. They contend that any so-called 
“reasonable return’’ on investment or rate base would so narrow the 
margin between expenses and revenues as to render the business ex- 
tremely hazardous. They advocate the use of the ratio of expenses to 
revenues as the proper standard for measuring their revenue needs. 
They have insisted that this standard should be fixed at 90 per cent 


or less and when expenses rise above the equivalent of 90 per cent of 
revenues, rates should be increased. 


Apart from the fact that the operating ratio bears no relationship 
to the amount of capital invested in the enterprise, our studies indi- 
cate that the ratio of return in investment per unit of operating ratio 
varies from 5.5 to 6.1 per cent; that is, a carrier with an operating 
ratio of 99 will generally have a return of from 5.5 to 6.1 per cent 
on the net investment in operating property. Thus it will be seen that 
an operating ratio of 90 indicates a return on investment of 55 to 60 
per cent or more. It is questionable, to say the least, that the motor 
carrier industry now requires annual net operating revenues sufficient 
to yield a return of 60 per cent on investment in order to continue 
rendering adequate transportation services to the public. Assuming 
that the element of business risk may be somewhat greater in the 
motor carrier industry than characterizes other forms of regulated 
transportation enterprises there appears to be no other factor which 
would require a greater return than might be expected from any other 
well established business. The elements of risk under efficient manage- 
ment in the motor carrier industry have been exaggerated. While some 
carriers have been placed in receivership during the ten year period 
of regulation the mortality rate among Class I operators has been sur- 
prisingly low. Moreover the low ratio of debt to book cost of operating 
equipment; substantial reserves for depreciation; excellent cash posi- 
tion, and record of profitable operations since public regulation be- 
came effective indicates that the business risk in this industry is not 
as great as many have believed. But whatever standard is used, if 
the return to the investor amounts to 10 or 12 per cent, the industry 
should continue to be sufficiently attractive to assure the continuation 
of adequate service. Certainly with present interest rates and return 
on capital, he has no occasion for complaint. 


It is not my purpose to here suggest solutions of the problems I 
have touched upon in this discussion but rather to direct your atten- 
tion to the need for study and consideration of them. The regulatory 
process necessarily includes some experimentation, a vast amount of 
research, and to some extent the use of methods of trial and error. 
I do suggest that the problems of accurate and uniform record keep- 
ing; the promulgation of standards for determining proper allowances 
for the cost of management as an item of expense in measuring the 
revenue needs of motor carriers; the establishment of fair and proper 
methods for measuring the revenue needs of carriers with little or no 
investment in operating property; the improvement in depreciation 
practices and the need to set at rest the present uncertainty as to the 
proper amount of net earnings the motor carriers are entitled to ask 
of the shipping public are matters deserving your further consideration. 


Officers Elected 


Walter R. McDonald, chairman of the Georgia Public Serv- 
ice Commission, who has been first vice-president and chairman 
of the executive committee, was elected president of the asso- 
ciation. Justus F. Craemer, member of the California Public 
Utilities Commission, who has been second vice-president, was 
elected first vice-president. 


Mr. Meins was elected second vice-president. Members of 
the staff were reelected as follows: Frederick G. Hamley, gen- 
eral solicitor; Ben Smart, secretary-treasurer, and Stanley Al- 
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They Transport “‘Flesh, Fowl and Good Red Herring”’ 


Yes, IN INTERNATIONAL’S BRILLIANT, NEW 


Pictured here is a new International KB Truck 
Tractor on an inland run from the sea—a fast 
run so that the seafood can reach its destination 


with all the sea goodness intact. 


Seafood is only one commodity in the truck 
transport field. But the picture emphasizes how 
completely the 15 basic models in the new Inter- 
national KB Line serve all factors of highway 


transport. 

Gross vehicle weight ratings of the new 
International KB Models range from 4,400 to 
35,100 pounds. In the 15 models are incorpo- 
rated many features and improvements. Ad- 


vanced styling makes them prestige-builders 


KB LINE IS THE RIGHT TRUCK FOR EVERY JOB 


for their operators on any highway. 


Now add this fact: International Engineers 
are masters at specializing trucks to their jobs. 
And International specialization means maxi- 
mum loads in terms of the conditions under 
which trucks operate; long, trouble-free service; 


and low operating and maintenance costs. 


So see your International Dealer or Branch 
promptly about new KB Model Internationals 


—the finest values in 40 years of International 


Truck history. 


Motor Truck Division 


f& 
INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue Chicago 1, Illinois 


OTH ANNIVERSARY OF INTERNATIONAL TRUCKS —1907-1947— 


Forty Years of International Truck Service to Industry, Commerce and Agriculture. 


Tune in “Harvest of Stars” Sunday! NBC Network 
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lyson, assistant secretary. John E. Benton, formerly general 
solicitor, will continue as advisory counsel. 


Meet in Savannah in ’48 


The executive committee announced that the 1948 annual 
= would be held at Savannah, Ga., beginning Novem- 
er 15. : 
Considerable time was devoted by the convention to prob- 
lems involved in the regulation of local utilities. 


Entertainment 


At the close of the first day’s session the convention was 
shown “New England Calling,” a motion picture in technicolor 
and sound. That evening there was a boat trip, Boston Harbor 
to North Shore and return, with dinner on board ship. The fol- 
lowing evening there was a bus trip along the North Shore to 
the “Casino” at Magnolia where there was dinner and dancing. 
The night of July 16 the diversion was the National League 
night ball game. The ladies were taken on a sightseeing trip 
through Boston with luncheon on the Hotel Sheraton roof, July 
15, and to Concord, Lexington and other historic points of in- 
terest, with luncheon at the Wayside Inn, July 16. The annual 
banquet was held the evening of July 17, with dancing after 
the dinner. That concluded the convention. 


Uniform Classification Committee 
Issues Docket for First Hearings 


The Committee on Uniform Classification, set up to carry 
out the mandate of the Commission in Docket 28310, for a 
uniform railroad freight classification, has issued its Docket 
No. 1, containing items to be considered at hearings set for 
seven points throughout the country in August and September. 

The hearings will be held at 101 Marietta Street, Atlanta, 
Ga., August 5; Commerce and Industry Association, Woolworth 
Building, New York, August 11; Chicago Union Station, August 
18; Baker Hotel, Dallas, Texas, August 25; Chamber of Com- 
merce, 1726 Champa Street, Denver, Colo., August 28; Pacific 
Freight Tariff Bureau, 717 Market Street, San Francisco, Calif., 
September 2, and Chamber of Commerce, 215 Columbia Street, 
Seattle, Wash., September 8. 


The docket of 54 pages shows the present less-carload rat- 
ings and carload ratings and minimum weights in the three 
classification territories and the proposed unified less carload 
rating and carload rating and minimum weights on each of 
something over 12,000 items, grouped generally as lumber and 
forest products, including building woodwork; machinery and 
machinery parts; meats and packing house products; paper and 
paper articles, including paper bags and wallboard. A note 
explains that ratings on fibreboard boxes will be covered by a 
later docket. 


The Committee on Uniform Classification has for its chair- 
man A. H. Greenly, chairman of the Official Classification Com- 
mittee, and for its members Robert E. Boyle, Jr., chairman of 
the Southern Classification Committee, and G. H. Dumas, chair- 
man of the Western Classification Committee. Appointments 
for the hearings at New York and Chicago are to be made 
through Mr. Greenly; at Atlanta, through Mr. Boyle, and at 
Dallas, Denver, San Francisco and Seattle, through Mr. Dumas. 
Shippers are requested to furnish four copies of written state- 
ments and exhibits presented at the hearings. 


In an introductory note to its Docket No. 1, the committee 
says: 


In the preparation of this docket the Committee has made use of 
the best available information as to classification characteristics of the 
articles named herein. In order that the committee may have accurate 
and up-to-date information, shippers are urgently requested to state 
the kind of packages used and the exact dimensions, weight, and value 
of each package. Should there be objection to stating value per pack- 
age, shippers should furnish accurate information as to weight per 
cubic foot and value per pound of each article as packed for shipment. 

The respondent carriers in I. C. C. Docket 28310, 262 I. C. C. 447, 
appointed a Committee on Uniform Classification, consisting of the 
chairmen of the three classification committees, which body was di- 
rected to give effect to the Commission’s findings. In the preparation 
of this docket, the committee has followed as closely as possible the 
Commission’s admonition to produce a classification which will ‘‘insure 
proper preservation of revenues for the carriers’’ and which will pro- 
duce rates which ‘‘shall be just and reasonable as respects the shipper.’’ 

This is the first of a series of dockets to be issued and scheduled 
for public hearings. Uniform ratings on articles named in this docket 
will not be published until all items in the classification have been 
considered and a complete uniform classification is submitted. 

In compliance with admonitions of the Interstate Commerce Com- 
mission, the Committee on Uniform Classification took into careful 
consideration all exceptions to the classification and the proposed uni- 
form ratings herein are intended to supplant general exceptions which 
would otherwise destroy classification uniformity. 


TRAFFIC WORLD 


Copies of the docket are being mailed to subscribers for 
the Traffic Bulletin with the issue of July 19. 


N. I. T. L. Seeks Vote for Membership 
on Rate and Wage Appearances 


The executive committee of the National Industrial Traffic 
League, in a communication sent to all members of the league 
following a meeting of the committee in Washington last week 
—which meeting, in turn, followed a joint session of members 
of the committee with representatives of the railroads—has 
asked for advice and guidance as to the course the league 
should take in proceedings pursuant to the railroads’ general 
freight rate petition (see Traffic World July 12, p. 108). 

The bulletin to members reproduces resolutions adopted 
by the executive committee. After summarizing the position 
taken by the league in the rate increase cases of 1946 (Ex Parte 
148-162) the resolutions point out that there now exist “some 
doubts as to whether an additional general rate increase is re- 
quired under present cost levels,” and add that there is at 
present a “strong belief that the maximum has been reached,” 
that rates have reached the point of all that the “traffic will 
bear,” and that any further increase in rates will not increase 
railroad revenue. 

Under the circumstances, the resolutions say, the league 
should participate in the case to insure that the railroads make 
a full showing of justification and need for any increase the 
Commission might grant. 

They then go on to discuss the interdependence of current 
wage increase proposals by the non-operating railroad workers, 
and changes in working rules by the operating brotherhoods, 


and assert that the league should appear before such labor, 


tribunals and fact-finding boards before which these matters 
may eventually be investigated, for the purposes of pointing 
out the danger to the public interest in the so-called “feather- 
bedding rules,” and of the “vicious spirial” of increasing wages 
and increasing costs which tend to push still higher the cost 
of living and bring on inflation. 

Accomjanying the bulletin is a ballot on which members 
of the League are asked to vote on three propositions: The 
first is the question of whether or not the league should partici- 
pate in the rate increase case to insure the full showing by 
the railroads, above referred to. The second is as to whether or 
not the league should make an attempt to bring the matters 
also referred to in the resolution, regarding wages, rules, rates 
and costs of living, to the attention of labor tribunals and fact- 
finding boards; and third asks a yes or no vote, regardless of 
the views expressed on the first two points, on the question as 
to whether or not the league should set a special membership 
meeting to afford full opportunity for the discussion of these 
matters. 


Elgin Commerce Association 
Surveys Local Rail Freight Problems 


The solution to the entire railroad freight car supply prob- 
lem lies in efficient methods of car handling by the railroads 
themselves, the transportation committee of the Elgin, Ill, 
Association of Commerce has concluded following a survey of 
local freight traffic problems in the Elgin area. Thomas A. 
Boint, chairman of the above committee, said that the survey 
was made in an effort to improve conditions generally and to 
eliminate bottlenecks whenever possible. 

The committee reported that the major bottleneck lies 
in the switching yards and terminals, and stated that the con- 
dition could be removed by efficient systems of handling, as 
this bottleneck is clearly due to dilatory handling by the rail- 
roads or disinterested or inefficient employes.” 

Other committee recommendations to the railroads are: 

1. Prompt checking of routing of loads to factory sidings. 


2. Constant attention to picking up of cars ready for shipment 
from factory sidings. 


3. Prompt unloading of cars containing railroad coal and main- 
tenance materials. 


4. More careful car inspection, to avoid holding up for repairs 
those cars which have already been loaded for shipment. 


More Cars Not “Entire Answer” 


Additional equipment does not appear to be “the entire 
answer” to the car supply problem, asserted the committee, 
“as under present conditions, new and additional equipment 
would only create further bottlenecks unless efficient systems 
of handling can be placed in effect.” 

The committee recommended that the railroads place ad- 
ditional personnel in areas where bottlenecks exist, and place 
expeditors in each terminal. It urged shippers; to submit the 
above suggestions to carrier officials. 
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In Minnesota, the richest agricultural and industrial sections are served 


by the Minneapolis & St. Louis Railway. 
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Minnesota in 1946 ranked first in production of butter and flax seed; second in oats, 
third in corn and fourth in spring wheat. As always, Minnesota was near the top in cattle, 
hogs and poultry and mined three-fourths of America’s iron ore. 


On the solid foundation of these and other sources of wealth, Mirinesota is building a 


“gi mighty industrial empire and offers unexcelled advantages to manufacturers and distribu- 
a a tors in many lines. 

the rail- The M. & St. L., a modern, efficient freight carrier, provides constantly impreved trans- 
- are: portation service for Minnesota industry, as it has, during three-quarters of a century, for 
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shipment Minnesota agriculture. 
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Analysis of Work Rule Changes 
Proposed by Unions and Railroads 


Rail spokesmen estimate that changes in 25 working 
rules demanded by operating brotherhoods would, if 

granted, add a billion dollars a year to the cost of 

railroad transportation. Counter-proposals put for- 

ward by rail officials include some declared reason- 

able by fact-finding board of 1946. Railroads individ- 

ually are rejecting union rules proposals 


By N. C. HUDSON 


In the current negotiations between the nation’s railroads ~ 


and the railroad unions, the dispute which has attracted more 
notice is that involving the demand of the 17 non-operating 
railroad unions for a 20 cent hourly wage increase for more 
than 1,000,000 rail employes. But the dispute which has the 
greater long-term significance, not only for the carriers’ and 
the unions but for the nation’s shippers, is that involving the 
proposals of the carriers and the five operating railroad brother- 
hoods for changes in the working rules affecting working con- 
ditions of all operating personnel on railroads in the United 
States. Whereas the carriers have estimated that the 20-cent 
wage increase sought by the non-operating unions would cost 
$586,000,000 annually, if granted in full, to put into effect all 
of the rules changes demanded by the five operating unions, 
they estimate, would increase the cost of railroad transporta- 
tion approximately $1,000,000,000 a year. Furthermore, once 
rules changes are made, it is exceedingly difficult to modify 
them. Railroad wages tend to follow the business cycle though 
at a more moderate pace. But a railroad working rule—good 
or bad—must be lived with for a long time. 


A. F. Whitney, president of the Brotherhood of Railroad 
Trainmen which has taken the lead in seeking the rules changes, 
announced July 14 that the railroads individually are rejecting 
the demands of the brotherhoods and submitting their own 
counter-proposals. July 20 is the deadline for replies, he said. 
He expressed the belief that the carriers would agree to a Na- 
tional Carriers Conference Committee for national negotiations 
with the five operating unions. 


To those who followed the 1945-46 rules dispute between 
the railroads and the Brotherhood of Locomotive Engineers 
and Brotherhood of Railroad Trainmen, through the lengthy 
hearings before the emergency board in Chicago in the spring 
of 1946, there will be little that is new in the current dispute. 
A comparison between the rules proposals submitted by the 
above two brotherhoods on July 24, 1945 (see Traffic World, 
July 28, 1945), and the proposals submitted by the five operat- 
ing unions to the nation’s railroads on June 20, 1947, shows 
that the two sets of proposals are very nearly identical. The 
only differences are those attributable to the fact that the 
earlier set applied only to the trainmen and the engineers, 
whereas the present set also covers members of the Brother- 
hood of Locomotive Firemen and Enginemen, the Order of Rail- 
way Conductors, and the Switchmen’s Union of North America. 

The railroads’ proposals, also, are very similar to those 
considered in the previous dispute. Whereas in the former dis- 
pute the railroads presented 29 proposals, today they are now 
proposing changes in 25 working rules. They have dropped 
five minor proposals, have added one providing for the pooling 
of cabooses or their operation through terminals or over two 
or more divisions, and have modified one or two proposals to 
approximate the suggestions made by the emergency board in 
its report to President Truman on the 1946 dispute. 


In that report, the emergency board termed the proposals 
of each side generally “extreme.” Some of the union proposals 
“would result in seven days’ pay for one day’s work; and, in- 
deed, by combinations of proposals, even multiples of that,” 
stated the board. 


Some of the carrier proposals, on the other hand, ‘would 
abolish with one stroke the rights of the organizations acquired 
after half a century of effort,” the board reported. While spe- 
cifically endorsing several proposals, the board threw up its 
hands at the thousands of printed pages of testimony presented, 
and remanded the rules controversy to the parties for further 
negotiation. As will be recalled, the trainmen and engineers 
rejected the board’s findings, and subsequently engaged in a 
brief unsuccessful strike which left the rules dispute unchanged. 
Today the five operating unions, united again for purposes of 
seeking rules changes, are returning to the attack, and have 
temporarily shelved any proposal for a wage increase to con- 
centrate on the effort to modify the working rules. The rail- 
roads, too, are pressing their demands for rules changes more 
vigorously than ever, in the hope that they can wipe out 
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“feather-bedding” practices which, they assert, cost the roads 
and the shippers many millions of dollars annually. 


An Analysis of Union Demands 


While working rules on the nation’s railroads vary con- 
siderably, and some of the changes or additions proposed by 
the unions may prevail at present on several of the roads, most 
of the 45 proposals covering rules and working conditions rep- 
resent changes or additions to the present contracts. According 
to C. J. Goff, assistant president of the Brotherhood of Locomo- 
tive Firemen and Enginemen, the five operating brotherhoods 
are willing to negotiate simultaneously on their own proposals 
and the management’s counter-proposals. But if the railroads 
propose separate bargaining over each set, then the unions 
will demand that their own program be disposed of first. 

Clause 1 of the union proposals would standardize wage 
rates in all territories by stipulating that “all existing basic 
daily wage rates, in effect on railroads in the western territory, 
shall be not less than rates in effect on railroads in the eastern 
and southeastern territories.” 

Whereas the basic day’s work for conductors and trainmen 
in passenger service is now generally 150 miles or 7% hours, 
Clause 2 would reduce this by one-third, proposing that ‘100 
miles or less (straightaway or turnaround), five hours or less, 
except as provided in the short turnaround passenger rule, shall 
constitute a day’s work.” 


Clause 3 is the proposal which received the most attention 
before the emergency board in 1946. Briefly, it provides that 
on short turnaround passenger runs, “overtime shall be paid 
for all time actually on duty, or held for duty, in excess of six 
hours (computed on each run from the time required to report 
for duty to the end of that run) within eight consecutive hours” 
and also for all time in excess of eight consecutive hours. The 
present rule, known as the “eight-within-ten-hours” rule, pro- 
vides that employes may be released between legs of their 
runs and, where the period of release exceeds one hour, the 
carriers may deduct that time from the total spread of the 
assignment, the maximum time deductible for pay purposes be- 
ing two hours. Where the periods of release exceed two hours, 
overtime would not begin until after ten hours from the time 
the employe reports for service. 


The unions contend that the eight-within-ten-hour rule 
gives the carrier an option on the employe’s time during the 
ten-hour period, and that all this time should be paid for. The 
1946 emergency board reported there was “considerable merit” 
to the union claim, but said the situation was too complicated 
for a definite recommendation. 


Want Higher Pay for Night Work 


While there has been no differential for night work in 
effect generaly since the first World War, the brotherhoods, in 
Clause 14, propose that “ten cents shall be added to the basic 
hourly rates .. . for service performed between 6:30 p. m. and 
6:30 a. m.” 

A flat money increase of $1.50 in the basic daily rate for 
yard conductors (foremen) over the rate for yard trainmen 
(helpers) is demanded in the same clause. 

Whereas the general practice has been to pay at straight 
time rates for work performed on Sundays and holidays, the 
brotherhoods, in Clause 25, demand time and one-half for all 
service performed on Sundays and on seven named holidays. 

Though it has not been the universal practice that in all 
classes of road service, other than passenger, regular members 
of crews shall be relieved from duty as a unit at the end of a 
run, this is now advanced as a demand by the unions. 

Would Restrict Train Length 

The brotherhoods also renew their proposal that ‘“‘the max- 
imum length of any freight train . . . shall not exceed 3,000 feet 
or 70 cars, and the maximum length of any passenger train... 
shall not exceed 1,200 feet or 14 cars.” 

Railroad officials testified before the 1946 emergency board 
that this proposal would add enormously to the number of men 
needed to handle any given amount of traffic, and would render 
useless the modern locomotives, lengthened sidings and passing 
tracks, enlarged yards and much of the other improvements in 
rail facilities. Far from making operations more safe, this pro- 
posal would increase the hazards of operation unnecessarily by 
adding to the number of trains that would have to be run to 
carry the traffic, said railroad spokesmen. 

Clause 34 would hamper the operation of double-header 
engines on train and would provide penalties against the use 
of multiple-unit diesel locomotives by requiring additional train 
and engine crews on diesel-powered trains, one full crew for 
every power unit in the locomotive. 


Want Pay for Watch Inspection 


The unions have renewed their demand that the railroads 
pay employes “for time consumed ... with minimum of two 
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hours at the rate of last service performed when required to 
have watch inspected.” ; 

Other proposals incorporated in the demands of the five 
brotherhoods cover such matters as minimum daily earnings 
for road and yard service, minimum guarantees for regular 
and extra service, provisions governing terminal delays, pay- 
ment for qualifying and attending investigations, etc., deadhead- 
ing, pilot service, consist of crews, and eating and sleeping ac- 
commodations. 

Of the 45 union proposals, the carriers have remarked that 
28 would compel the railroads to pay more money for the same 
or less work; 7 would require additional and unnecessary men 
to do the same work; and 3 would restrict management in the 
selection of supervisory personnel and the orderly arrangement 
of work. The effect of most of the rules changes, said rail 
offieials, would be not only to increase wages but to do so 
unequally and inequitably through pyramiding increase upon 
increase for certain groups of employes. 

For example, the proposal to reduce the day’s work for 
conductors and trainmen in passenger service, as set forth in 
Clause 2 above, would mean that a trainman in passenger serv- 
ice running 150 miles would receive an additional 50 per cent 
increase because of the change in the basis of computation, the 
carriers said. At 50 miles an hour, the increase would be $1.41 
for each of the three hours required to travel 150 miles, or a 
total wage of $4.22 an hour. 


Analysis of Carrier Demands 


The first carrier proposal stipulates that regularly assigned 
yard crews would each have a fixed starting time, which would 
not be changed without at least 48 hours advance notice. Last 
year, the railroads proposed advance notice of 24 hours but 
they have now proposed double that time. 

Clause 4 proposes that all claims or grievances must be 
made in writing by or on behalf of each individual employe 
within 60 days from the date of the occurrence on which the 
claim or grievance is based, and if not so presented would be 
barred. Last year, the carriers had proposed a limit of 30 
days. They have now modified their proposal to meet a sug- 
gestion of the emergency board, which reported that this car- 
rier proposal was ‘quite meritorious.” 

Clause 6 proposes that engineers, firemen, conductors, train- 
men and yardmen should have no claim to man self-propelled 
roadway and shop equipment and machines used in mainte- 
nance of way and structures, stores, department and construc- 
tion work. The 1946 emergency board reported that “the car- 
riers are undoubtedly entitled to some relief from the intoler- 
able situation with which they are confronted by jurisdictional 
controversy over the manning of such machines.” 

Clause 14, treating with overtime in passenger service, pro- 
poses that such overtime should be applied against monthly 
guarantees in passenger train service and against daily earnings 
guarantees in passenger train and engine service, a proposal 
which the 1946 emergency board also held equitable and rec- 
ommended for adoption. 

The remaining carrier proposals deal with such matters as 
the consist of crews, coupling and uncoupling air hose, terminal 
rules, pay for time lost to be reduced by other earnings, and 
are aimed generally at eliminating burdensome rules which 
provide for multiple pay for one job, or call for unnecessary 
men to perform a service, or restrict management in arranging 
for the performance of work. 


The carriers presented impressive testimony to support 
many of their proposals before the 1946 emergency board hear- 
ings, and the board subsequently endorsed some of their pro- 
posals. 


TRUCKING STRIKE NOTICES INCREASED 


The American Trucking Associations announced that strike 
notices filed with the Labor Department in June, the last month 
before the Taft-Hartley labor law went into effect, totaled 597. 
It said 111 of the notices were filed by the teamsters’ union 
against 529 trucking companies and five motor carrier associa- 
tions. Strike notices involving the trucking industry were 18.6 
per cent of the total in June, compared with 14 per cent in May, 
when 138 of 990 notices were aimed at the trucking industry, 
the A. T. A. said. 


LABOR STRIFE HAMPERS MARITIME INDUSTRY 


Labor strife continued to disrupt the American maritime 
industry, halting virtually all shipbuilding and _ repairing, 
stopping nine West Coast steam schooners, and delaying an 
Atlantic passenger ship 10 hours. The shipbuilding strike, which 
holds 19 major yards and 67,000 workers idle, still continued, 
although discussions between the Industrial Union of Marine 
and Shipbuilding Workers of America, C.I.0., who called the 
strike, and shipyard management have not been broken off. 
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The delayed passenger ship was the Marine Carp of the Ameri- 
can Export Line. The crew of the vessel struck while 853 pas- 
sengers waited to sail. It is feared that the west coast steam 
schooner strike, which began July 10, might be the first move in 
a jurisdictional war between CIO and AFL maritime unions. 


Maritime Unions Meet to 
Plan Labor Law Repeal 


Joseph Curran, president of the National Maritime Union, 
has called a meeting of the heads of all maritime unions for 
July 14 at New York to plan strategy for the repeal of the 
Taft-Hartley labor law. Curran had previously announced that 
his union would strive to force a court decision on the con- 
stitutionality of the measure. Of particular concern to the 
N. M. U. is the “hiring hall” prohibition contained in the legis- 
lation. One of the first demands which the union won at its 
inception in 1936, was the provision that all hiring would be 
done through the union hiring hall. Another feature the N. M. 
U. vigorously opposes is the ban on political activity by unions 
and union publications. Joe Curran was a prime mover in the 
Political Action Committee of the C. I. O., and his union’s 
publication, The Pilot, has been outspoken on national and 
international political and economic affairs. 

The Pilot, vigorously isolationist until the Hitler attack on 
Russia and interventionist thereafter, campaigned strongly for 
the election of Roosevelt to his third and fourth terms. The 
paper might well be the means of obtaining a court test of at 
least one of the provisions of the law, because Mr. Curran has 
definitely stated that it will continue to work for political and 
economic objectives. 

Meanwhile, the Industrial Union of Marine and Ship Build- 
ing Workers of America, C. I. O., remained on strike. The union 
announced that 63,000 men were idle. The shipyard workers 
had also promised to test the Taft-Hartley Act, but no action 
was being taken against the union because legal opinion held 
that the strike was not in conflict with the law. Thirty thou- 
sand men were still working in yards which had made “‘egiti- 
mate, if low, counter offers,” the I. U. M. S. W. A. stated. 
United States conciliation service officials entered the strike 


— as the work stoppage spread to yards on the West 
‘oast. 


Northwest Shippers Advisory Board 


Donald D. Callahan, president, Callahan Consolidated 
Mines, Inc., Wallace, Idaho, will speak at a luncheon meeting 
July 24, in Billings, Mont., to be held in conjunction with the 
regular meeting of the Northwest Shippers Advisory Board. 
The luncheon will be sponsored jointly by the local Commercial 
Club and Rotary Club. Following the day’s board meeting, 
the Billings Traffic Bureau will sponsor a dinner at the North- 
ern Hotel for out-of-town guests. 

More than 200 agricultural, industrial, commercial and 
transportation leaders, including 75 from the Twin Cities area, 
will attend the board meeting, which will discuss the movement 
of the huge northwest grain crop anticipated this fall. 


R. E. Clark, manager, car service division, Association of 
American Railroads, Washington, D. C., will report on national 
transportation conditions. General crop and business conditions 
in the various states will be reported by the following state 
vice-chairmen: Minnesota, G. H. Westberg, traffic manager, 
Northern Cold Storage of Duluth; Montana, I. N. Early, traffic 
manager, Billings Traffic Bureau; North Dakota, R. F. Gunkel- 
man, grain and seed dealer, Fargo; and South Dakota, E. F. 
Norman, secretary, South Dakota Public Service Commission, 
Pierre. District Manager W. L. Harvey of the car service 
division will report on operating conditions and service needs 
of shippers in the area. 


The following chairmen will report for their respective 
committees: 


Executive George H. Shafer, traffic manager, Weyerhaeuser Sales 
Co., St. Paul; General Secretary H. T. Bishop, traffic manager, Nash 
Finch Co., Minneapolis; railroad contact, W. M. Christel, transportation 
superintendent, Soo Line Railway, Minneapolis; car efficiency, O. W. 
Galloway, claim agent, Pillsbury Flour Mills, Minneapolis; legislative, 
L. E. Luth, traffic manager, National Battery Co., St. Paul; freight 
loss and damage prevention, E. G. McGovern, general traffic manager, 
Gamble Skogmo, Inc., Minneapolis; 1. c. 1. transportation, H. L. Bate- 
man, traffic manager, Sears Roebuck & Co., Minneapolis; and passenger 
transportation, J. F,. McElligott, secretary, Northwest Country Ele- 
vator Association, Minneapolis. 


The morning of July 25 a group of 60 board members and 
their wives will leave Billings for a tour through Yellowstone 
National Park. 
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tur TRANSPORTATION 


P. C. A. Asks C. A. B. to Eliminate 
Operational “Handicaps” 


Capital Airlines (Pennsylvania-Central Airlines) in a report 
submitted by its president, C. Bedell Monro, told the Civil Aero- 
nautics Board that the granting of route extensions and the 
lifting of restrictions on existing routes would place the airline 
in a position to operate profitably. 

The report was made in response to a directive by the 
board requesting an analysis of ways and means by which the 
dependence of the airline on financial assistance from the U. S. 
government in the form of “need” mail payments might be 
reduced, in connection with an investigation instituted by the 
board into the finances, routes and operations of the carrier. 
The proceeding was prompted by requests of the carrier for in- 
creased compensation for the transportation of mail over its 
system, due to losses suffered from operations since the early 
a wae (see Traffic World, February 15, p. 513, and April 

, Pp. . 


Because of the short-haul nature of its system and the com- 
paratively few passengers carried on some routes, the report 
said the carrier found it difficult to operate on a self-sustaining 
basis “at the same revenue rates” as its long-haul competitors, 
notwithstanding continually improved operational procedures 
in an effort to achieve economies. 


After asserting that the existing rate structure was too low 
fully to compensate for the higher costs of short haul, the re- 
port stated, in part: 


Capital difficulties started in the early fall of 1945 when Capital 
was obliged to reduce its fares throughout its system to the same 
levels established by Capital’s long-haul competitors. Since that time 
Capital has operated at substantial losses. ...If Capital had been able 
to continue to operate at the same revenue rates which existed on its 
system prior to the rate reduction in the early fall of 1945, Capital 
would not have operated at a loss in 1946. 
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The precedent for higher rates for short-haul over long- 
haul trips, the report contended, had been established by the 
parcel post, railway express, rail freight, long distance tele- 
phone calls, higher rates a mile paid by the Post Office Depart- 
ment to the New England railroads because of short-haul trips, 
and higher freight tariffs for short-haul. 





Difficulties Anticipated 


The management of the company anticipated more than 
four years ago the difficulties of the last 18 months, said the 
report, adding: 


It knew that Capital made money in the pre-war period only by 
virtue of higher passenger revenue and ‘‘need’’ mail pay. It knew that 
in the post-war period this business would become more competitive 
and since Capital was then on a service. rate of mail pay it knew that 
the board would expect this company to continue at that rate. It 
knew that Capital couldn’t so continue unless its system was modified. 
Capital was ‘‘economically unbalanced.’’ The management of this 
company made public speeches to that effect as early as September, 
1943, and pointed out such facts in exhibits, briefs, and arguments to 
the board in the very first new route cases heard under the post-war 
new route programs. The management knew that this ‘‘economic 
unbalance’ would exist despite extreme economy and that therefore 
it must look to modification and extension of the Capital system for 
the cure. 


The report said the airline’s difficulties of the last 18 months 
resulted from the fact that its planning, in “an effort to over- 
come tremendous handicaps,” had not reached its fruition in 
time. 


“Much of that planning has not yet been passed upon by 
the board,” it said. “The board has an opportunity in the Great 
Lakes area case, the North Central case, the Middle Atlantic 
States case, and the Boston-New York-Atlanta-New Orleans 
case to do much in the public interest and at the same time aid 
the economic situation of Capital. Every application of Capital 
in such cases is designed in the public interest and in the inter- 
est of building a sound company in a sound industry. The com- 
pany looks to the board in these cases to eliminate, in the public 
interest, some of the handicaps under which Capital has been 
operating. Capital knows that in doing so the board will fur- 
ther their duty of developing Capital into an economic, self- 
sustaining unit of the air transport industry. For these reasons, 
Capital Airlines, its management, its employes and its stock- 
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holders still look to the future with real confidence and 
optimism.” 


Restrictions and Extensions 


The report said that among applications pending with the 
board were the elimination of restrictions on the carrier’s 
routes 14, Norfolk, Chicago, Milwaukee, and 55, New York, 
Pittsburgh and Birmingham. Requests for additional service, it 
said, included extending route 14 from Milwaukee to Minne- 
apolis-St. Paul, and route 55 to Atlanta, Mobile and New Or- 
leans, It asserted that the restrictions resulted in unnecessary 
and uneconomic mileage and that extension of services “would 
go far toward making the line a better balanced system.” 

Under the restriction on route 14, the report said the car- 
rier could not operate nonstop flights between Chicago and 
Cleveland, Akron, Youngstown, or Pittsburgh unless such flights 
originated or terminated at Washington or Norfolk. On route 
55, the report added, the carrier could not operate between 
New York and Pittsburgh unless such flights originated at Chi- 
cago or Knoxville or a point beyond. Since it could not operate 
nonstop between Pittsburgh and Chicago or Cleveland and Chi- 
cago, except on flights which originated at Washington or Nor- 
folk, the report said the airline on all flights between New York 
and Chicago must make a minimum of two stops, one at Pitts- 
burgh and the other at Detroit. As a result, it added, the car- 


rier was in an extremely poor competitive position between 
New York and Chicago. 


Airlines Ask C. A. B. for Higher 
Rates for Mail Carriage 


National Airlines, Inc., of Miami, Fla., and Eastern Air 
Lines, Inc., of New York, N. Y., in separate petitions filed 
with the Civil Aeronautics Board, have asked the board to 
increase their present rates of compensation for the transpor- 
tation of mail on their domestic routes. They cited increased 
operating costs and declining revenues as a basis for their pleas. 

In its petition for an upward revision of its present system 
rate of 60 cents a ton mile to cover its routes Nos. 31, between 
New York and Key West, and 39, between Jacksonville and New 
Orleans, docketed with the board as No. 3037, National said its 
operating revenues had declined as follows in the last few 
months: March, $1,150,984.04; April, $1,046,412.07; May, $919,- 
071.97. Although final operating results for June were not 
available, the airline said, it was indicated that a substantial 
reduction in operating revenues would be incurred since total 
passenger miles declines from 15,343,827 in May to 12,225,967 
in June. 

As a result of declining revenues, National said it sustained 
a net operating loss of $45,063.73 in May, and added that pre- 
liminary reports indicated that losses for the month of June 
would be considerably larger than May. The present downward 
trend of revenues and increases in costs, it said, indicated even 
more serious operating losses in the months ahead. 

While it said it was impossible to state at this time spe- 
cifically the rate which would be fair and reasonable, due to 
“rapid” changes which its operations were currently undergoing 
in the form of revenue reductions and increased costs, National 
believed that a rate based on a “minimum poundage factor” 
of at least 500 pounds a revenue mile would be the minimum 
rate which would be fair and reasonable for operations for the 
period beginning May 1. It said a later petition would be filed 
for a rate for its foreign route between Tampa/Miami and 
Havana, as to which services were inaugurated in December, 
1946. No rate, it said, had been fixed by the board for this 
route. 

Increased costs and declining load factors were also ad- 
vanced by Eastern in its petition for an upward adjustment in 
its present rate of 45 cents a ton mile for carriage of mail over 
its so-called routes Nos. 5, 6, 10 and 47, together with competi- 
tive factors. 

The carrier said its average system passenger load factor 
had declined from 86.33 per cent for the year ended May 31, 
1945, the year on which the board based the 45-cent rate, to 
about 59 per cent for June, 1947, and was approximately 56.7 
per cent for the first six days of July, 1947. It said it had also 
been subjected to an enormous amount of duplicative competi- 
tion, and was unquestionably the most heavily duplicated air 
carrier. Over 96 per cent of its traffic potential was not com- 
petitively served, and 89 per cent of such competition was of 
the most effective kind—direct one-carrier competition, said the 
carrier. 

“It is becoming increasingly obvious that the division of 
long-haul and intermediate traffic with existing competitors 
will make impossible the ‘expansion of both mileage and fre- 
quencies’ which the board hoped in 1945 (6 C. A. B. 557) would 
be ‘sufficient . . . to permit operating economies which will 
almost or entirely offset the effect of declining loads on unit 
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ton-mile costs,’” said Eastern’s petition. “Indeed, current load 
factors strongly suggest the possibility that both Eastern and 
its competitors may be forced to curtail operations substantially 
in order to achieve an economic relationship between revenues 
and expenditures.” 

The petition also said that recent action of the board in 
approving an industry-wide increase in passenger fares from 
approximately 4.5 cents a mile to 5 cents a passenger mile 
established that Eastern was not now receiving a fair and 
reasonable rate for the transportation of mail. 

Eastern said, in view of substantial increases in costs, that 
a rate of 60 cents a ton mile would be the absolute minimum 
which could be suggested as a fair and reasonable mail rate. 
When the results of current operations were more precisely 
known, it said, it might appear that the rate was not an ade- 
quate, fair and reasonable one, in which event it reserved the 
right to amend its petition for a higher rate. Later, it said it 
would file petitions for mail rates for its foreign route between 
New Orleans and Mexico City, as to which service has not yet 
been inaugurated, and its overseas route between Miami and 
San Juan, when results of operating experience had been 
analyzed. . 


United Files Complaint Against 
Feeder Airline Fare Reduction 


United Air Lines, Inc., has filed a complaint with the Civil 
Aeronautics Board, designated as docket No. 3018, against pro- 
posed reduced round-trip excursion passenger fares between 
points in Oregon and California contained in local passenger 
tariffs C. A. B. Nos. 1 and 2, filed on behalf of Southwest Air- 
ways Co., effective July 16. Suspension of the tariffs is asked 
on the ground that the proposed rates are unreasonably low, 
in violation of the civil aeronautics act. 


The complaint alleged that the round trip excursion fare 
between Eureka, Calif., and Medford, Ore., of $10.60, contained 
in tariff No. 1, established a “per mile” fare equivalent to 4.077 
cents as compared with the present basic fare established by 
both United and Southwest of 5.160 cents “per mile.” Further, 
the complaint alleged, round trip excursion fares for circle 
routing of $25, contained in tariff No. 2, represented a basic 
fare of 3.255 cents a mile, which compared, for example, with 
the present round trip fare of Southwest and United between 
Medford and San Francisco, of $28.30, representing a basic fare 
of 3.763 cents “per mile.” By use of the proposed circle rates, 
the complaint said, passengers could travel on a round trip be- 
tween Medford and San Francisco at fares approximately 12 
per cent less than current fares. : 


“Such low rates are not in keeping with the rate of mail 
compensation of 35 cents per airplane mile temporarily fixed by 
the board for Southwest and the additional mail compensation 
anticipated as being required by that carrier,” the complaint 
said, adding that the proposed rates of Southwest, a feeder air- 
line, would seriously affect the reasonable level of rates ap- 
proved by the board for certificated air carriers. 


After declaring that the proposed rates of Southwest would 
make that carrier more competitive with operations of existing 
trunk line carriers contrary to intentions of the board, the board 
having emphasized in its decisions authorizing operations of 
feeder air carriers that such carriers were not intended to be 
competitive with trunk line air carriers, the complaint said it 
was the opinion of United that the board should not, therefore, 
permit the rates of the feeder air carriers to be established on 
a basis lower than the rates of the trunk line air carriers be- 
tween the major points served competitively by the trunk line 
carrier and the feeder air carrier. 


New applications for air rights and services filed with the 
board follow: 


No. 3015, Aviation Enterprises, Inc., Houston, Tex., for amendment 
of its certificate to change its name to Trans-Texas Airways. 

No. 3016, Taca S. A., San Salvador, El Salvador, for renewal of its 
foreign air carrier permit and for amendment of its permit so as to 
include Guatemala City and Belize, Honduras, as intermediate points 
on its route between San Salvador and New Orleans, and between San 
Salvador, Havana and Miami. 

No. 3017, Taca S. A., San Salvador, El Salvador, for temporary 
extension of its foreign air carrier permit so as to authorize service 
between San Salvador and New Orleans, and between San Salvador, 
Havana and Miami, or for issuance of a temporary permit. 

No. 3019, Pan American Airways, Inc., New York, N. Y., for review 
of an order of the Postmaster General directing it to provide mail serv 
ice to Galena and Moses Point, Alaska. 

No. 3020, Empire Airlines, Inc., Boise, Ida., for amendment of its 
certificate for route No. 78 to authorize transportation of persons, prop- 
erty and mail between present intermediate point Walla Walla, Wash., 
the intermediate point Pasco, Wash., and (a) beyond Pasco, the intel- 
mediate points Yakima and Ellensburg, Wash., and’ the terminal point 
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Seattle-Tacoma, Wash., and (b) beyond Pasco, the intermediate point 
Goldendale, Wash., and the terminal point Portland, Ore. 

No. 3022, Amphibian Air Transport, Inc., Long Beach, Calif., for 
a permanent or temporary certificate authorizing scheduled transpor- 
tation of persons and property by amphibious or other suitable aircraft 
between Los Angeles, Burbank, Long Beach and Avalon, Calif. 

No. 3023, Challenger Airlines Co., Salt Lake City, Utah, for amend- 
ment to its certificate for route No. 74, so as to include an additional 
segment between Salt Lake City, Utah, and Phoenix, Ariz., via various 
intermediate points. 


No, 3035, Commercial Airways Agency, Inc., Miami, Fla., for a 
certificate authorizing air transportation as a freight forwarder over 
scheduled and non-scheduled domestic lines. 


No. 3036, Resort Airlines, Inc., Pinehurst, N. C., for an exemption 
order authorizing operation of all-expense tours within the United 
States, originating at New York, N. Y., in July, August and Sep- 
tember, 1947. 


No. 3038, American Airlines, Inc., New York, N. Y., for consolida- 
tion of its routes 22 and 4, to provide for extension of the latter route 
beyond the intermediate point Nashville to the terminal point Cleve- 
land, and for partial consolidation of its route 25 with route 4 as 
extended. Says the partial consolidation sought would redesignate 
present route 25 points between Cincinnati and Washington so that 
they would become points both on route 25 and on route 4, thus, so 
far as route 4 is concerned, becoming an extension of that route beyond 
the intermediate point Cincinnati on to the intermediate point Washing- 
ton via the intermediate points Huntington, Charleston-Dunbar, Parkers- 
burg, Clarksburg, and Elkins, W. Va. 














































Air Forwarders Ask Rights Similar 
to Those Granted Air Freighters 


The Air Freight Forwarder Association, Washington, D. C., 
has petitioned the Civil Aeronautics Board to take immediate 
action to give independent air freight forwarders temporary 
operation authority similar to that granted independent air 
cargo carriers (see Traffic World, June 28, p. 2070). 

Numerous reasons might be advanced to support this ac- 
tion, said the forwarders, adding that foremost was the simi- 
larity between the reasons advanced by the C. A. B. in granting 
temporary authority to “non-certificated cargo carriers’ and 
conditions surrounding the independent forwarders. 

Quoting the C. A. B. as saying, among other things, that 
the carriage of property by carriers who devoted a major por- 
tion of their efforts to that business was in the public interest, 
the forwarders asserted that they generated much of the traffic 
for the air-freight carriers. They also said they devoted all of 
their time to the generation of traffic for the air-freight carriers 


and of supplying ground handling that would provide the best 
service. 


“Therefore,” continued the forwarders, “if it is in the pub- 
lic interest to have air-freight carriers, it is in the public inter- 
est to have air-freight forwarders to serve the public and the 
carriers. The air-freight carriers have already so notified the 


ee both through testimony in the forwarder case and by 
etters.” 


The C. A. B. was further quoted by the air forwarders as 
saying that it promulgated its economic regulation No. 292.5 
(which established classification of air carriers designated as 
“non-certificated cargo carriers”) for the reason that if the air- 
freight carriers were required to operate as irregular common 
carriers, or on a non-common carrier basis, insufficient volume 
would result and carriers would be forced to terminate opera- 
tions. Continuing, the forwarders said: 













The situation of the forwarders is directly parallel. They are re- 
quired to operate only in limited capacity at present and hence are 
prevented from generating full potential volume, much of which would 
be handled by the N. C. C. (non-certificated cargo) carriers. 









No one would be injured if the C. A. B. granted the inde- 
pendent forwarders temporary authority, said the forwarders, 
because, among other things, the air-freight carriers would 
obtain greatly expanded sales efforts, improved ground service 
and supervision of shipments, and the shipping public would be 
provided with a service not otherwise obtainable. In addition, 
they said, the scheduled airlines would benefit through genera- 
tion of additional traffic. They asserted that at present Air 
Cargo, Inc., ground-service organization set up by the sched- 
uled domestic airlines to promote the efficiency of air-cargo 
operations, was “just a name and the freight services of most 
scheduled carriers constitute a puny amount of public service. 
The forwarders also said Air Express service, principal prop- 
erty-carrying agency of the airlines, was “both costly and rela- 
tively unsatisfactory.” 

In providing temporary authority, the C. A. B., said the 
forwarders, should give them the right to handle international 
commerce. They said this was essential because foreign for- 
warders at the ports did not maintain offices in interior cities. 
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They asked the board to include the right for forwarders to 
service as wide an area as possible, because: 


(1) Forwarders will not know except by experience what areas and 
what cities must be serviced to handle the freight, much of which will 
be traffic not- previously handled by any carrier. 

(2) Service at other than key-point airports will not be made avail- 


able unless the forwarder in the nearest metropolis is allowed discretion 
of experimenting with service. 


The petition of the Air Freight Forwarders Association 
for “immediate” temporary operating authority for indepen- 
dent air freight forwarders was docketed with the Civil Aero- 
nautics Board as No. 2742. 


Eastern Air Lines Sets New 
Chicago-Miami Record 


An Eastern Air Lines new-type Constellation, a Lockheed 
102A, carrying 59 passengers and a crew of five, made a flight 
from the Chicago airport to Miami, Fla., the morning of July 
16, in 3 hours 45 minutes 23 seconds, for a new record. Eddie 
Rickenbacker, president and general manager of Eastern, was 
host to the party, which returned to Chicago immediately after 
lunch, the same day, the time for the northbound flight being 
about eleven minutes longer than the southbound. Members of 
the party were newsmen, radiomen, and heads of travel bureaus. 

The flight was made in preparation for regular daily Chi- 
cago-Miami service by Eastern on reduced time, which was 
scheduled to begin the week of July 20. The new flight will 
leave Chicago daily at 4:30 p.m., central standard time, pause at 
Atlanta between 7:45 and 8:00 p.m., and arrive at Miami at 
10:20 p.m., eastern standard time. Northbound, it will leave 
Miami at 9:30 a.m., stop at Atlanta frem 11:50 to 12:10, and 
arrive at Chicago at 1:30 p.m., central standard time. 


The new-type Constellation, used in the flight, measures 
95 feet 1 inch from nose to tail and has a wingspread of 123 
feet. It has four 2500-horsepower Wright Cyclone engines. The 
passenger cabin, seating sixty, is air-conditioned and pressur- 
ized for high-altitude flying. The cabin is set within the fuselage 
on rubber mounts to reduce noise and vibration, and is equipped 
with an overhead public address system. 


The entire Chicago-Miami record flight was made at an 
average of 348 miles an hour, with speeds of 375 miles an hour 
maintained over considerable distances. Most of the flight was 
“ altitudes of over 20,000 feet, the highest attained being 31,000 
eet. 


Scheduled Airlines Propose 
Air Freight Rate Cut 


A reduction of 25 per cent in air freight rates on the na- 
tion’s domestic scheduled airlines is reflected in an official rate 
tariff to be filed with the Civil Aeronautics Board in Washing- 
ton on behalf of 19 airlines, the Air Transport Association has 
announced. The new rates, if approved by the board, would 
become effective August 1, it said, adding: 


The airlines participating in the new tariffs are: American Air- 
lines, Ine.; Braniff Airways, Inc.; Chicago and Southern Air Lines, 
Inc.; Colonial Air Lines, Inc.; Continental Air Lines, Inc.; Delta Air 
Lines, Inc.; Eastern Air Lines, Inc.; Inland Air Lines, Inc.; Mid- 
Continent Airlines, Inc.; Monarch Air Lines, Inc.; National Airlines, 
Inc.; Northeast Airlines, Inc.; Northwest Airlines, Inc.; Pennsylvania- 
Central Airlines, Corp.; Pioneer Air Lines, Inc.; Southwest Airways 
Company; Transcontinental & Western Air, Inc.; United Air Lines, 
Inc.; and Western Air Lines, Inc. 


‘The new tariff will for the first time provide shippers with more 
than 7,500 joint rates and routings over the participating airlines. The 
prevailing rates, generally based on 26.5 cents per ton mile, fall to 20 
cents per ton mile under the new tariff with a spread ranging from 
33 cents per ton mile for small packages moving short distances to 14 
cents for plane-loads of 16,000 pounds. 


industry sources point out that the airlines transported 294 per cent 
more ton miles of air freight in the first four months of 1947 than in 
a Similar period of 1946, and that the rate reduction plus the seasonal 
UPswing of business in the fall months is expected to produce a much 
greater gain during the remainder of the year. 

The actual savings to shippers under the new rates are typified by 
the cost of transporting a 100-pound shipment between New York and 
Los Angeles, which is now $33.60. The new rate is $25. The New York- 
Chicago rate for 100 pounds, now $10.70, will drop to $8. A 25-pound 
shipment from Washington to Denver, now costing $5.47, will cost $4.06. 
The new tariff also provides for a diversity of routings, at the option 
of the shipper. 

Two other tariffs, one embracing rules and regulations for the 
handling of air freight on a nation-wide basis, and the other listing 
Pick-up and delivery service at more than 2,150 points in 45 states, are 


by 
South Jersey Front 


If southern New Jersey and the Philadelphia metro- 
politan section loom large in your distributional 
picture, call on “Camden” in your drive for markets. 
We can provide you with the top-notch shipping 
and warehousing services you need, and save you 
money in the process. 


Camden Marine Terminals, on the Delaware, 
offer 1,500,000 square feet of closed and open 
storage-space . . . big, modern piers adequate for the 
working of the largest ocean-going freighters... 
well secured and guarded open storage space 
(bonded) adjacent to docks... direct rail-connec- 
tions with all truck lines entering the area... up- 
to-the-minute equipment and skilled personnel for 
safe, capable handling of your products . . . modern 
storage-facilities for all manner of merchandise, 
especially packaged goods, fertilizer, and lumber 
... efficient dry-pipe sprinkler protection ... low 
insurance rates. 


Here is a happy combination of facilities and 
services, at low rates, which you can use to great 
advantage in this teeming trading area. Let us know 
your requirements. 


Operated by South Jersey Port Commission 


D. C. Nevins, General Manager 


CAMDEN - NEW JERSEY 
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already before the board for approval, also to become effective August 
1. (See Traffic World, June 28, p. 2069.) 

Together, the three tariffs will provide shippers with a complete 
source of information on air freight, eliminating the necessity for a 
potential shipper to consult two or more individual airline tariffs. 
Copies of the new tariffs will be sent to some 20,000 shippers through 
Air Cargo, Inc., the ground service organization which expedites the 
surface and terminal handling of air freight for the scheduled airlines. 


The airlines’ tariff proposing air freight rate reductions 
was filed with the C. A. B. late July 15. 


C. A. B. Proposes New Regulations 
for Foreign Air Carriers 


The Civil Aeronautics Board has issued a draft of a pro- 
posed revision of its economic regulations, to deal with for- 
eign air carrier permits. 


The revision provides for the addition of sections 241.2 
and 241.3. Section 241.2 sets forth the terms, conditions and 
limitations to be attached to all permits issued by the board 
authorizing foreign air carriers to engage in foreign air trans- 
portation as defined in the civil aeronautics act. Section 241.3 
sets forth the requirements as to filing and service of notices 
which foreign air carriers would be required to give under the 
proposed section 241.2. 

In a notice of the proposed revision, the board said it had 
been the practice “to date” to specify in the order authorizing 
the issuance of a foreign air carrier permit that the permit 
“shall be subject to the terms, conditions and limitations pre- 
scribed by section 238.4 of the economic regulations.” Section 
238.4, however, it said, related primarily to the certificated 
United States air carriers engaging in foreign air transporta- 
tion, and contained material which was inappropriate for for- 
eign air carriers. The proposed regulations, it added, were de- 
signed to prescribe terms, conditions and limitations for for- 
eign air carriers’ permits only. 

The board said it would give consideration to written 
comments on the proposed regulations which were received by 
its secretary not later than September 1. 


PAN AMERICAN RETROACTIVE MAIL PAY 


The Civil Aeronautics Board has awarded Pan American 
Airways, Inc., $2,572,000 for the transportation of mail by that 
carrier between the United States and Alaska, and within 
Alaska, for the period August 1, 1944, to December 31, 1945, 
by a report and order in No. 1499, Pan American Airways 
Alaska Mail Rates. This amount is equivalent to 90.36 cents 
per revenue plane mile flown in the Alaska operations, exclud- 
ing charter service and services over the Fairbanks-Bethel 


=o route, the board said in announcing the award, and 
added: 


The adjusted break-even need before mail pay for the Alaskan 
operations during the review period is $2,229,295. Compensation for the 
transportation of United States mail in the amount of $2,572,000 would 
provide the petitioner an operating profit of $342,705. Such profit will 
yield a return of 7.0 per cent per annum on the recognized investment 
of $2,111,931, after Federal income taxes are deducted at the average 
rate of 38.81 per cent. 

Since the DC-3 constituted the principal aircraft type used during 
the 17 months ended December 31, 1945, and in view of the rising price 
level, the increase in expenses from $1.52 to $1.62 per revenue plane 
mile is not unreasonable. Although the Alaska sector was required to 
furnish most of its own communications and meteorological facilities 
during a substantial part of the pre-war period, whereas the government 
now furnishes the major communications and meteorological services 
required by the carrier, it is noted that the petitioner stationed its own 
personnel at various radio and weather stations in Alaska to operate 


required facilities during the conversion period until government per- 
sonnel became available. 


PIONEER AIR MAIL PAY ADJUSTMENTS 


The Civil Aeronautics Board has established rates of com- 
pensation for the transportation of mail by Pioneer Air Lines, 
Inc., a feeder air carrier operating in Texas. 

The board said that the fair and reasonable compensation 
for the carriage of mail for the period August 1, 1945, through 
August 31, 1946, was $505,420, and added: 


For the period September 1, 1946, through May 31, 1947, the board 
set a rate of 60.00 cents per airplane mile to be paid the carrier 
without reference to a base poundage of mail. On and after June 1, 
1947, a base rate of 45.00 cents per airplane mile will be effective so 
long as the average passenger load factor does not exceed 35.99 per 
cent. Under a sliding scale arrangement, the mail rate will decrease 
as the average passenger load factor increases, with the result that net 
revenues to the carrier will increase with any increase over 35.99 per 
cent in the average passenger load factor. Any increase in non-mail 
revenues derived from other than passenger operations will inure 


entirely to the benefit of the carrier without effecting any reduction 
in the mail rate, 
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The mail compensation derived by the application of the afore- 
said rates shall be inclusive of and not in addition to the mail com- 
pensation heretofore received by the petitioner for mail transported on 
and after August 1, 1945. : 


CLEARANCE FOR TRAVEL TO MEXICO 


A step to simplify international air travel has been taken 
with the stationing of Mexican customs and immigration person- 
nel at Rio Grande Valley international airport, Brownsville, 
Tex., according to T. P. Wright, administrator of civil aero- 
nautics. 

Mr. Wright announced that under the new arrangement, 
tourist flight clearances could be made in approximately 20 
minutes at Brownsville, and the tourist would then be able to 
land anywhere in Mexico without further clearance. Previously, 
he said, the tourist had to fly to Mexico and pass through cus- 
toms and immigration there, with no assurance before under- 
— the flight that he could enter the country without diffi- 
culty. 

The C. A. A. said the Brownsville experiment would be 
watched closely as a guide to the possibilty of stationing U. S. 
customs and immigration personnel in Mexican and other for- 
eign points of origin for air traffic, and added that it might also 
result in the assignment of Mexican inspectors to other U. S. 
border points commonly used for flights into Mexico. 


C. A. A. PERSONNEL CHANGES 


T. P. Wright, administrator of the Civil Aeronautics Ad- 
ministration, has announced the following personnel changes: 

William M. Robertson, assistant administrator for foreign 
operations, Washington, returns to his former post as regional 
administrator in Atlanta, Ga. No successor will be named as 
Mr. Robertson’s duties in Washington will be transferred to 
other offices. 

Fred M.. Lanter moves from the regional administrator 
position in Atlanta to Oklahoma City, Okla., where he will 
direct the C. A. A. Aeronautical Center, national headquarters 
for training of C. A. A. personnel. He succeeds Bennett Griffin, 
recently appointed administrator of the Washington National 
Airport, 

F.-W. Devlin, program planning officer, becomes executive 
assistant to Mr. Wright, succeeding F. B. Lee, recently named 
deputy administrator. 


AIR EXPRESS SHIPMENTS IN MAY 


International air express shipments handled in May reached 
a new monthly high for the second consecutive month, the air 
express division of the Railway Express Agency has announced. 
A total of 55,186 shipments were dispatched to and from foreign 
countries during the month, an increase of 32.7 per cent over 
May, 1946, the announcement said. The international airport of 
Miami was first in number of foreign shipments in May with a 
total of 25,609. Next in order were New York City, 8,905; San 
Francisco, 4,214; Brownsville, Tex., 3,185; San Antonio, 2,955; 
Los Angeles, 2,550. 


UNITED-PAN AM ROUND-THE-WORLD SERVICE 

United Air Lines has joined with Pan American Airways in 
providing a round-the-world air service with a globe-circling 
tariff of $1,700 from any one of 43 cities served by United on 
its transcontinenal route between California and New York, 
according to Harold Crary, vice-president—traffic and sales, 
United Air Lines. Stopovers may be made at any of the points 
listed on the routing and for as long a period as the poner 
desires, subject to his completing the round-the-world trip in 
one year from the date of the initial flight, Mr. Crary said. 


ALASKAN AIR-CARRIER REGULATION 


The Civil Aeronautics Board has issued a proposed revi- 
sion of its economic regulation, section 292.2, relating to the 
classification, exemption and regulation of air carriers operat- 
ing in Alaska. It said it had authorized circulation of the pro- 
posal to interested persons and that comments should be sub- 


mitted to the board’s secretary in Washington on or before 
August 14. 


P. C. A. AIR FREIGHT VOLUME 

Air freight shipments flown by Capital Airlines (Pennsyl- 
vania Central Airlines) in June reached a new all-time record 
for the company, Guy Springer, Jr., cargo sales manager for 
the airline, reported. 

“A total of 998,514 pounds of air freight was flown by the 
airline last month,” he said.. “This exceeds the previous record 
month of April by 41,751 pounds and denotes an increase of 
345,494 pounds over May. 5 

. “Of the 55 Capital Airlines’ cities moving air freight, De- 
troit held top position with 189,683 pounds originating there. 
In second place was New York-Newark which totalled 172,233 
pounds, Chicago was third with a total of 130,117 pounds. 
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* Milwaukee Road inspector supervising loading 


Inspection and Direction 
for all Shippers and Receivers 


HE MILWAUKEE ROAD doesn’t believe that its 
ante begins and ends with moving your goods. 
Our interest extends to every phase of your ship- 
ping problems. That’s why we maintain a corps 
of trained inspectors and loading specialists who 
will gladly help you find methods of eliminating 
loss and damage to your shipments. 


Milwaukee Road experts have practical knowl- 
edge based upon years of experience. They have 
studied all types of containers. They know the 
best and most economical methods of loading and 


securing all classes of freight—both carload and 
less-than-carload. 


At your call these men will consult with you: 
They will supervise the loading and follow the cars 
or shipment through to destination so they can check 


the condition of your goods when the car doors 
are opened! 


This thoroughly practical plan has been used 
extensively and has paid off by reducing damage 
and loss. We'll gladly place it at your service if 


you will ask your Milwaukee Road traffic repre- 
sentative or write to : 


W. L. Ennis, Assistant to Vice President 
E. W. Soergel, Freight Traffic Manager 
Union Station, Chicago 6, Illinois 


THE MILWAUKEE Roap 


If it’s freight— We can handle it! 
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A. T. A. Common Carrier Conference 
Maps Trailer Interchange Plan 


A rough draft of a plan for the interchange of trailer equip- 
ment among motor common carriers, similar to the system now 
governing the interchange of railroad freight cars, was dis- 
cussed by the board of governors of the Regular Common Car- 
rier Conference, American Trucking Associations, at the board’s 
summer meeting July 14-15 in the Hotel Stevens, Chicago. The 
subcommittee which submitted the draft has been working on 
the trailer interchange problem since the end of the war, con- 
ducting investigations in various sections of the country. The 
industry hopes to afford shippers an opportunity to ship volume 
freight by truck from and to interchange points without trans- 
ferring the lading. “There are still some rough spots in our 
plan,” said R. J. McBride, general manager of the conference, 
at the conclusion of the Chicago meeting. “However, we hope 
to have something to submit to the carriers and our shipper 
friends for criticism in the next period.” 

Other subjects discussed at length by the board were the 
recent petition of the railroads for an increase in less-carload 
rates and the need of the motor carriers for higher rates on 
less-truckload traffic; the Taft-Hartley labor law; and the sup- 
ply and price of gasoline. 

“We know the railroads are handling their less-carload 
freight at less than cost, and so are we,’’ stated Mr. McBride. 
“We believe they will be able to submit cost studies to the Com- 
mission which will justify their proposals for rate increases.” 

He said the board also discussed the pending case before 
the Commission docketed as No. 29764, Allowances for Pickup 
— Delivery at Seattle, Portland, the Twin Cities, and Kansas 

y. 

Benjamin R. Miller, director of A. T. A.’s industrial rela- 
tions department, presented an analysis of the new labor law 
to the board. 

_ The board explored the significance of the decreased sup- 
plies and higher price of gasoline and the affects on motor car- 
riers, particularly in the central western area where the sit- 
uation is most acute. 

The board will hold its next meeting October 23 in Los 
Angeles, just prior to the A. T. A. national convention scheduled 
for October 26-30 in the same city. 


C.S.M.F.B. Proposed P. U.D. Rule 
Opposed at Committee Hearing 


Shipper opposition to a carrier-proposed pick-up and deliv- 
ery rule which would establish a p. u. d. charge of 15 cents a 
100 pounds on all less-truckload shipments weighing less than 
5,000 pounds originating at or destined to Chicago, subject to 
a minimum charge of 30 cents, was expressed at the July 9 
hearing before the Central States Motor Freight Bureau stand- 
ing rate committee, in.the Palmer House, Chicago. On ship- 
ments over 5,000 pounds to and from Chicago, the proposal 
would establish a p. u. d. charge of 10 cents a 100 pounds, and 
the charges in the Chicago commercial zone (excluding Chi- 
cago) for such service would be 25 cents and 20 cents, respec- 
tively. The proposal was docketed as No. 10033. 

Walter Kramer, traffic manager, Greenbaum Tanning Co., 
Chicago, said that though the proposal was confined to the 
Chicago area, if approved it would spread and would increase 
the costs of shipments throughout C. F. A. territory. If the 
proposal is approved, he said, shippers would tend to consolidate 
their 1. t. 1. shipments into truckloads, which would decrease 
carrier revenues. The proposal represents a step backward for 
the trucking industry, which introduced pick-up and delivery 
service, asserted Mr. Kramer, urging the industry to seek a 
general rate increase rather than seek to increase its p. u. d. 
rates. 

James P. Haynes, manager of the traffic department, Louis- 
ville Board of Trade, asked the carriers to withdraw the pro- 
posal until the Commission announces its decision in its investi- 
gations of pick-up and delivery rail and motor service. “Our 
position is that both rail and truck rates should be for complete 
service,” he said. 

Mr. Haynes also appeared in opposition to No. 10097, a 
carrier proposal to increase 1. t. 1. revenue on shipments of 1,000 
pounds and under by establishing minimum charges in 25-pound 
brackets applicable to present mileage scales. As an example 
the minimum charge for carrying up to 100 pounds a distance 
of between 101 and 110 miles would be $2.51; between 181-190 
miles, $2.50; and between 281-300 miles, $2.69. 

The Louisville Board of Trade objects to the proposal and 
believes it would result in practically embargoing such ship- 
ments, asserted Mr. Haynes.- He said the Commission in the 
minimum charge case approved $1.05 in lieu of $1.25 sought. 
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“The Railway Express Co. charge for 100 pounds for 110 miles 
is $1.58, 93 cents less than your proposed charge,” he said. 
“The rail rate for 110 miles, first class, is 80 cents a 100 pounds 
with a $1.00 minimum charge. In other words, the rail charge 
for 110 miles is less by $1.51 than your proposed charge. It is 
obvious that you cannot compete with rates so much higher 
than your competitors.” 

Mr. Haynes said that the railroad merchandise service is 
showing an improvement, with over-night deliveries between 
Chicago, Indianapolis, Cincinnati, and Louisville, and second- 
morning deliveries from such points as St. Louis, Mo., and 
Columbus, Ohio. He said the proposal was against the public 
interest in that it penalized small communities that do not have 
established merchandise rail service and are wholly dependent 
upon truck lines for their small shipments. In answer to a 
question, Mr. Haynes said that the 1. t. 1. truck service was 
better than either the railroad or express service. 


Proposed Box Rates Opposed 


Several shippers appeared in opposition to No. 10051, a 
proposal to cancel all exception ratings on boxes, fibreboard, 
pulpboard or strawboard, paper or paperboard and cellulose 
combined. J. K. Schatt, of New York City, representing the 
United Paper Co. and the Folding Paper Box Association, on 
being informed that the proposal was initiated by a group of 
carriers, asked why those carriers dissatisfied with the present 
exception rates didn’t flag out and thus eliminate the traffic. 
The time is inopportune to increase the freight rates on boxes, 
he said. When he asked why that commodity was singled out, 
Mr. Ryan of the standing rate committee said that every item 
in the exception tariffs was being scanned, and that the present 
box rate is a depressed rate, the lowest rate on paper in the 
whole territory. Mr. Schatt replied that large truckers have 
informed him they consider the present rates compensatory. 

C. L. Fenstermaker, traffic manager, Sutherland Paper Co., 
Kalamazoo, Mich., said he believed the proposal was aimed at 
the corrugated box industry rather.than the makers of folding 
paper boxes. “We see no justification for the statement that 
transportation characteristics of boxes do not warrant an excep- 
tion rating,” he said, asserting that the proposal would increase 
motor freight rates on boxes by 25 per cent. 

R. L. Ramsey, traffic manager, Inland Container Corpora- 
tion, Indianapolis, told the committee that if the proposal is 
published, his company will seek suspension. “The peak in 
container prices has been reached, and our prices are going 
down,” he stated. “We cannot stand for an increase in trans- 
portation costs.” 

J. W. Deininger, traffic manager, Gardner-Richardson Co., 
Middletown, Ohio, a member of the traffic committee of the 
Folding Paper Box Association, presented an exhibit which indi- 
cated that, from Lockland, Ohio, to nine destinations, the pro- 
posal would result in increasing the truck rates on pulpboard 
boxes 26.8 per cent over present rail carload rates; 24.5 per 
cent over present truckload rates; 36.1 per cent of present 
1. c. 1. rates; and 24.7 per cent over present 1. t. 1. rates. “We 
have been pooling our freight for 25 years, and the higher you 
make l. t. 1. rates, the easier you make it for us to pool trucks 
and rail cars,” he asserted. ‘This proposal would drive the 
business to the rail pool cars.” 

More than a score of other shipper representatives attended 
the hearing to support or oppose various proposals concerning 
commodities and services in which they were interested. 


































A. T. A. INSURANCE COMMITTEE MEETING 


The insurance committee of the American Trucking Asso- 
ciations, Inc., will meet August 12 and 13 at the Hotel Sher- 
man, Chicago, under the chairmanship of R. C. Coleman of the 
American Safety Tank Company, Kansas City, Mo., newly- 
appointed head of the group, the A. T. A. has announced. 

The insurance section of A. T. A.’s operations department 
also announced the appointment of two additional committee 
members: J. Lawrence McKeever of Philadelphia and Walter 
S. Attridge of Boston. 


TRUCK REGISTRATIONS AT RECORD LEVELS 


Indications based on returns from 23 states show May new 
truck registrations may exceed 80,000 units, according to R. L. 
Polk & Co., Detroit, statisticians for the automotive industry. 
The 23 states had accounted for 29,286 new trucks. With 44 
states tabulated for April, new truck sales totaled 74,266 units. 
This indicates, the Detroit statisticians said, that April sales 
will exceed the record-breaking mark of 79,344 new trucks 
titled in March. 





TRUCK REGISTRATION IN MAY 
Returns from 35 states for May indicate that new truck 
sales, as reflected by cars titled during the month, may reach 
80,000 units for the month, R. L. Polk, & Co., Detroit, statisti 
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niles | cians for the automotive industry, announced. The May total One of the committee’s aims is the publication of one scale of 
said, | compares with the record-breaking 85,000 registrations in April. rates for local (single line) traffic and another scale or scales 
unds | The 35 states had a total of 44,593 new trucks registered, as for joint line traffic (see Traffic World, June 21, p. 1992). 
varge | compared with 31,425 units in April, 1946, from the same states. —_— 
It is LACK OF STEEL CLOSES G. M. PLANTS 
igher - r rive All General Motors passenger car production will be shut 
.. « | 400 Organizations Petition Congress down during the week of July 22 because of “disturbed condi- 
ice is tions in the steel industry caused by the coal-mining situation 
ween | to End Federal Auto Taxes during the first two weeks of July,” C. E. Wilson, G. M. presi- 
cond- f : dent, has announced. During the shut-down’ it is hoped to ac- 
| and The National Highway Users Conference has announced cymulate an adequate working inventory of steel, he said. 
yublic f filing of a petition with Congress to end all special federal he G. M. truck and coach division plant at Pontiac, and Chev- 
have § automotive taxation. It said more than 400 national and state rolet truck operations throughout the country will not be 
ndent § organizations of highway users, representing a combined mem- affected, since truck production has recently been curtailed dur- 
to a § bership running into the millions, had joined in the petition. jing model changes, stated Mr. Wilson. 
> was § It took 18 mimeographed sheets th ge A — qr] ‘“ Oe eer 
In a covering letter, Arthur C. Butler, director o e 
N. H. U. C., said, among other things, that further growth of FRUEHAUF ALL-STEEL TRUCK BODIES 
highway transportation in America depended for growth on A new line of all-steel truck bodies has been announced by 
)51, a | the financial ability of citizens of all income groups to use the Fruehauf Trailer Co., Detroit, Mich. The new bodies are 
board, § automotive transportation, and the livelihood of 8,200,000 per- manufactured in three sizes of 12, 14 and 16-foot lengths. They 
lulose J sons dependent on it for jobs, rested on that ability. It ob- employ Fruehauf’s Aerovan-type construction, featuring light 
ig the I served a worker earning $48 a week to work almost two full weight with exceptional strength, and the steel-ribbed rein- 
on, ON f weeks to pay the federal taxes to own and operate a new car forced flooring used in Fruehauf vans, the anouncement stated. 
up of Fone year. The opening of a new Fruehauf factory service branch in Char- 
resent The organizations signing the petition emphatically re- leston, W. Va., was also announced. The branch occupies about 
traffic. f jected the theory that the general benefits to the nation of fed- 7200 square feet of floor space in the recently completed Union 
boxes, feral highway aid should be paid for by continued duplicate Truck Terminal, North Charleston, and will be fully equipped 
d out, f taxation of the highway user, rather than from general gov- With all the necessary tools, machines and fixtures for mainte- 
y item J ernmental receipts, the letter said. nance, rebuilding and servicing of all makes of trailers, the 
resent announcement stated. 
in the LARA at AS 
; have c. Ss. M. F. B. CLASS RATE STRUCTURE 
tory. The Central States Motor Freight Bureau’s committee to TANK TRUCKS OFFERED PETROLEUM INDUSTRY 
er Co., f study the class rate scales, following an all-day meeting June 30 The National Truck Carriers, Inc., a conference -group in 
ned at fat the Mark Twain Hotel in St. Louis, submitted a progress American Trucking Associations, has offered, in a letter to the 
folding § report to the C. S. M. F. B. board of directors at its July 8 director of the oil and gas division of the Department of the 
it that f meeting in Chicago. The committee made no specific recom- Interior, the tank trucks of for-hire operators for use in the 
excep- § mendations, according to its chairman, C. L. Lawson, of the oil industry on a 24-hour-a-day basis. In making the offer, 
icrease § standing rate committee. The committee is making an over-all C. Austin Sutherland, secretary-manager of the truck carrier 
theoretical study of the industry’s class rate structure in the conference, observed that over most of the country tank trucks 
orpora- farea, and its work will remain in the theoretical stage until were operating at less than capacity because loading and un- 
osal is I some time after the pending railroad petitions for rate increases loading facilities were not operating enough hours to permit the 
eak in fon l.cl. and carload freight are acted upon, said Mr. Lawson. round-the-clock operation. 
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L. E. Osborne has been appointed di- 
rector, freight traffic department, of the 
California. Manufacturers Association. 
Mr. Osborne has been executive vice- 
president of the Aircraft Traffic Associa- 
tion for the past four years. 


Alex M. Field, traffic manager, at St. 
Louis, for the Wrought Iron Range Co., 
is retiring August 1. Mr. Field is a past- 
president of the Traffic Club of St. 
Louis. Fred W. Peters will succeed Mr. 
Field. 

* * * 

Ralph M. Heinan has been appointed 
director of transportation, at Milwaukee, 
for the National Enameling & Stamping 
Co. Mr. Heinan is secretary and treas- 
urer of the Milwaukee , traffic Club. 


Erle K. Theimer has been appointed 
assistant traffic manager at Chicago, for 
the Crane Co. Mr. Theimer was formerly 
commercial agent, at Chicago, for the 
Chesapeake & Ohio Railway. 

* 


* * 


The Norfolk & Southern Railway an- 
nounces the following appointments: 
J. W. Tumlin to assistant general freight 
agent, Norfolk, Va.; J. R. Bull to com- 
mercial agent, Norfolk; N. N. Trueblood 
to commercial agent, Norfolk; W. H. 
Trice to assistant freight traffic man- 
ager, Norfolk; V. D. Righter to com- 
mercial agent, Philadelphia; J. M. Dil- 
lard to commercial agent, Wilson, N. C.; 
L. O. Wilson to traveling freight agent, 
Birmingham, Ala.; William S. Porter to 
commercial agent, Nashville, Tenn.; J. S. 
Grimes to commercial agent, Charlotte, 

C.; J. F. Martin to traveling freight 
agent, Charlotte; S. L. Budd to traveling 
freight agent, Charlotte; A. A. Marcus 
to general agent, New York City; Ralph 
Wales to commercial agent, New York 
City; J. R. Allen to commercial agent, 
New York City; C. J. Sharkey to travel- 
ing freight agent, New York City, W. F. 
Mayhall to commercial agent, New Bern, 
N. C.; A. E. Rogers to commercial agent, 
Raleigh, N. C.; O. G. Spell, Jr., to travel- 
ing freight agent, Raleigh; J. M. Russell 
to commercial agent, Winston-Salem, 
N. C., succeeding F. R. Warren, re- 
signed; G. A. Totty to traveling freight 
agent, Richmond, Va.; E. J. Hastings to 
commercial agent, Boston, Mass.; R. T. 
Powers to commercial agent, Atlanta, 
Ga.; E. N. Meaders to commercial agent, 
Atlanta; W. V. Saggus to traveling 
freight agent, Atlanta; W. E. Bowen to 
traveling freight agent, Atlanta. 

* * * 


The Missouri-Kansas-Texas Railroad 
announces the following appointments: 
W. P. Murphy to manager of conven- 
tions and tours at St. Louis and Dallas; 
D. B. Foster to city passenger agent, 
Austin, Tex.; Hugh F. Kendall to gen- 
eral eastern passenger agent, New York 
City; H. C. Kahlert to traveling freight 
& passenger agent, St. Louis; R. F. 
O’Neill, Jr., to city passenger agent, St. 
Louis; I. A. Brucker to depot agent, St. 
Louis; R. H. Suntrup to passenger agent, 
St. Louis. 

* * * 

The Norfolk & Western Railway an- 
nounces the following appointments: 
E. F. Stone to general western freight 


agent, Chicago, succeeding E. J. Merkel, 
promoted; C. H. Sheffield to general 
agent, Jacksonville, Fla.; C. E. Gorman 
to general agent, Birmingham; J. T. 
Cutcliff to general agent, Columbia, 
S. C.; M. N. Obenchain to assistant gen- 
eral freight agent, Roanoke, Va., suc- 
ceeding F. B. Wright, promoted. 


Harvey H. Peters has been appointed 
assistant general freight agent, at Birm- 
ingham, for the Southern Railway Sys- 
tem, succeeding Earl Brown, promoted. 
A. DeLaney Fleming succeeds Mr. 
Peters as division freight agent at Birm- 
ingham. W. G. Walpole has been ap- 
pointed district passenger agent at Kan- 
sas City, Mo., succeeding E. B. Howes, 
promoted. 

* * * 

W. D. Goss has been appointed general 
agent, at Boston, for Chicago, Milwau- 
kee, St. Paul & Pacific Railroad, suc- 
ceeding R. F. Kelaher, promoted. W. L. 
Furbush succeeds Mr. Goss as traveling 
freight and passenger agent at Boston. 
E. C. Mahoney succeeds Mr. Furbush as 
city freight and passenger agent at Bos- 
ton. ae a <a 

Henry J. Schroeder has been appointed 
assistant general freight agent—rates, 
at Chicago, for the Chicago & North 
Western Railway. A. J. Weger has been 
appointed manager, mail, baggage, and 
express department, at Chicago, succeed- 
ing D. R. Hickok, who is retiring after 
many years of service. 


Herbert V. Cook has been appointed 
general freight agent—commerce, at St. 
Louis, for the Frisco Lines. Everett G. 
Baker has been appointed general pas- 
senger traffic manager at St. Louis. C. H. 
Wakefield, C. G. Stemmler, and C. A. 
Pratte have all been promoted to assist- 
ant general freight agent—rates. 

* ca * 


G. F. Smith has been appointed gen- 
eral agent, at Toronto, for the Great 
Northern Railway. Mr: Smith, formerly 
freight & passenger agent at Winnipeg, 
succeeds H. E. Watkins, deceased. 

cd * * 


B. P. Costello has been appointed gen- 
eral agent, at Tacoma, Wash., for the 
Union Pacific Railroad. J. R. Livsey has 
been appointed general agent at Spo- 
kane, Wash. 

* * 

E. S. Ulyatt has been appointed as- 
sistant general superintendent of trans- 
portation, at St. Paul, Minn., for the 
Northern Pacific Railway. 


W. A. Miller has been appointed com- 
mercial agent, at Cleveland, Ohio, for 
the Chesapeake & Ohio Railway. 


Chester T. Lindemann has been ap- 
pointed traveling freight agent, at San 
Francisco, for the Louisville & Nashville 
Railroad. 

* * 1 

John E. Hart has been appointed gen- 
eral agent, at Cleveland, Ohio for the 
Green Bay & Western Railroad. Mr. 
Hart succeeds Harold A. Knutson, who 
becomes district freight agent at Green 
Bay, Wis. Glenn M. Wicker has been 


appointed traveling freight agent, Seat- 
tle, Wash. Donald M. Rice has been ap.- 
pointed traveling freight agent, New 
York City. 






* * * 


ADD: Personal News 

Charles Ehlers, auditor, at Hatties- 
burg, Miss., for the Mississippi Central 
Railroad, has retired after 49 years of 
service. F. E. Montgomery is succeed- 
ing Mr. Ehlers. , 







* 


C. William Drake has been appointed 
assistant manager of the Elizabeth, N. J., 
division of the Lehigh Warehouse and 
Transportation Co. Andrew H. Zundel 
succeeds Mr. Drake as manager, sales 
service branch, Newark, N. J. 










J. M. Johnson has been appointed as- 
sistant sales manager, at Chicago, for 
the Automatic Transportation Co. 








L. R. Early has been appointed gen- 
eral agent, at Atlanta, for the Virginian 
Railway. Mr. Early succeeds J. W. Tum- 
lin, resigned. Robert W. Phillips suc- 
ceeds Mr. Early as general agent, Wash- 
ington, D. C. W. A. Williford succeeds 
Mr. Phillips as commercial agent, Chi- 
cago. H. Allen Burroughs succeeds Mr. 
Williford as traveling freight agent, 
Chicago. 



















* * * 


Word has been received from Charles 
Donley and Associates, of Pittsburgh, 
Pa., of the death of George Bittner, 
senior associate member of the firm. 









The Women’s Traffic Club of Tulsa, 
Okla., has elected as its new president 
Channie Reed, Western Union Telegraph 
Co. Other officers elected are: First 
vice-president, Birdie Wiley; second 
vice-president, Mary Esther Miller, Voss 
Truck Lines; secretary, Sylvania Har- 
mony, American Transfer & Storage Co.; 
treasurer, Margaret Delaney, Kerr Glass 
Manufacturing Co. 











The Waterloo (lOwa) Transportation 
Club held its first meeting July 17 in 
the President Hotel. A. L. Green, special 
representative, freight claim division, 
Association of American Railroads, spoke 
on “Reducing Loss and Damage—How It 
Is Done.” The first annual outing will 
be held August 8 at the Sunnyside Coun- 
try Club. 





The Women’s Traffic Club of San 
Francisco will hold a meeting July 31 at 
the Bellbrook Hostess House. Elena 
Zelayata will speak and introduce her 
seeing-eye dog, “Chulita.” 





The Oakland Traffic Club held a freight 
forwarders’ and sports night meeting 
July 15 in the Hotel Leamington. Bill 
Wheatley, basketball coach, and other 
prominent athletes were interviewed by 
Alan Ward, sports writer. The annual 
picnic will be held September 7 at Hid- 
ee Dude Ranch, Warm Springs, 





The Transportation Club of the Roch- 
ester (N. Y.) Chamber of Commerce hel 
a round table discussion of current traf- 









TRAFFIC WORLD July 1 


i ee or 


2 ee ee ee ee ee 


ee eS 





i 
5 
© 


ORLD § july 19, 1947 


, Seat- 
ae a FL yy io 2 
7 ew is ¢ y : Pe Se 

I Sauce 
tatties- 
Central 
pars of 
ucceed- 


Hf 
fly 


: 4 


pointed 
aS IN. J. 
se and 
Zundel 
*, Sales 


agEEEE 
| att 
j 


bi 


it 
ft 


ited as- 
go, for 
). 


i! 
Pa 
ii 


whe 3 
“If some foreign power is 


ipé 
i 


\|ing fling dines over the United "% ; oe ay ad 7 < ous 
a Saste oyna as St, Louisan Reporte ‘Flying Saucer’; 
s._sue | nce | Silva yMAScs ‘Sighted’ at Many Points| 


i 


ps suc- 

, Wash- Boag 

ucceeds 

nt, Chi- 

eds Mr. hd 

agent, “un uae io rangi 

revealed last night that « mysteri- 
ous object found on s lonely New 

Charles 

tsburgh, 

Bittner, 

rm. 


f Tulsa, 
resident 
2legraph 
1: First 

second 
ler, Voss 
ia Har- 
age Co.; 
rr Glass 


Ortation 
ly 17 in 
1, special 
division, 
is, spoke 
—How It 
ting will 
Je Coun- 


of San 
ily 31 at 
». Elena 
luce her 


a freight 
meeting 
ton. Bill 
nd other 
iewed by 
e annual 
’ at Hid- 
Springs, 


he Roch- 
erce held 
ent traf- 








224 


fic problems July 17 at the Chamber of 
Commerce. The annual invitation golf 
outing will be held July 22 at the Brook- 
Lea Country Club. 





The Chattanooga (Tenn.) Traffic & 
Transportation Club held a golf tourna- 
ment and dinner dance July 15 at the 
Chattanooga Golf & Country Club. An 
“Off Line Night” meeting will be held 
September 17. 





The Transportation Club of St. Paul 
and the Traffic Club of Minneapolis will 
hold a joint golf party July 21 at the 
Midland Hills Golf Club. 





The Junior Traffic Club of San Fran- 
cisco held a bosses’ night meeting July 
17 at New Delmonico’s. Gustave Lowe 





of the Kaiser Co. spoke on transporta- 
tion and travel in America and Europe. 





The Transportation Club of Buffalo 
will hold a truck and carloading day golf 
outing July 22 at the Transit Valley 
Country Club, East Amherst, N. Y. A 
ladies’ day outing will be held August 
19 at the Brookfield Country Club. 





The Central Ohio Traffic Club will 
hold its annual golf outing July 24 at 
a Westbrook Country Club, Mansfield, 

hio. 





The Cincinnati Traffic Club will hold 
a ladies’ night baseball party July 29 at 
Crosley Field. A buffet dinner will be 
held at Hotel Alms preceding the game 
between the Reds and the New York 
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Free yourself and your em- 
ployees, too, of all details con- 
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‘Greyvan’s expert handling of the 
move saves you time, effort, and 
worry . . . prevents any loss of 
enthusiasm for his new assign- 
ment by your employee due to 
moving problems. 


Greyvan personnel are carefully: 
trained and thoroughly experi- 
enced in the most modern tech- 
niques of moving. They are noted 
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phase of the process yet 


Greyvan service costs nothing 
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Giants. The joint annual picnic and golf § pe hel 
outing will be held August 12 at Summit golf o1 


Hills Country Club. 





The Elmira Area Traffic Club will A. 
Traffic 


hold its annual outing July 29 at the 
Shepard Hills Country Club, Waverly, § nounce 
N.Y. ner he 





Dorothy M. Blask, secretary of W. J. 
Cavenagh general agent of the Milwau- 
kee Road was re- 
cently elected 
president of the 
Woman’s_ Traffic 
Club of Milwau- 
kee. Miss Blask 
has served as 
vice - president, 
secretary, treas- 
urer and editor 
of the club’s 
Badger Traffic- 
ette in past years. 
Other officers 
elected are: Vice- 
president, Esther 
M. Mole, National 
Warehouse Cor- 
poration; secre- 
tary, Mrs. Esther Bannister, Soo Line 
Railway; treasurer, Dolores Halla, Coun- 
try Gardens, Inc.; and editor of the 
Badger Traffic-ette Loretta Wettengel, 
Express Freight Lines. 











Dorothy Blask 





Mrs. Frances Snyder, assistant chief 
clerk in the electrical engineer’s office 
of the Pennsyl- 
vania Railroad, 
Philadelphia, was 
recently elected 
president of the 
Women’s Traffic 
Club of Philadel- 
phia. Mrs. Snyder 
had served the 
club earlier as 
correspond- 
ing secretary and 
first vice - presi- 
dent. Other offi- 
cers elected are: 
First vice - presi- 
dent, Mrs. Paul 
Spratt Buehl; 
second vice-president, Gertrude Keenan, 
Sears Roebuck & Co.; recording secre- 
tary, Isabel McCarron, Ellis Trucking 
Co.; corresponding secretary, Thelma 
Clemmency, Central Railroad of New 
Jersey; treasurer, Kathryn Anderson, 
Wilson Line, and directors, Margaret 
Connor, Wolf Paper Bag Co., and Ruth- 
ann Powell, Phoenix Iron Co. 


Frances Snyder 





The Los Angeles Transportation Club 
held a luncheon July 14 in the Biltmore 
Hotel. Clarence Kolb, humorist, was the 
guest speaker. 





The Birmingham Traffic & Trans- 
portation Club held a water carriers 
luncheon July 17 in the Thomas Jeffer- 
son Hotel. The film, “America Sails the 
Seas,” was shown. 





The Nashville Traffic & Transporta- 
tion Club will hold a golf outing July 24 
at the Old Hickory Golf Club, Old Hick- 
ory, Tenn. 





The Traffic Club of St. Louis will hold 
a golf outing and dinner July 24 at the 
Crystal Lake Country Club. 





The Indianapolis Traffic Club held a 
barbecue July 17 at the-Moose Country 
Home. The final golf league match will 
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d golf § pe held July 26 at Sarah Shank. The fall 
ummit § golf outing will be held September 9. 





b willg A.C. Schweitzer, president of the 
at the @ Traffic Club of Pittsburgh, has an- 
averly, g nounced that the club’s next annual din- 

’H ner has been set for January 22, 1948. 
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DECISIONS 
Cases Recently Decided hy State and Federal Courts 


Digests taken from Reporters and Digests of 
National ~~ System, published by West 
Publishing weg be St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 
























Regulation of Common Carriers 
(Supreme Court of California in 
Bank.) The Railroad Commission has 
police power over public utilities. Gen. 
Laws, Act 6386. 
The Railroad Commission’s power to 


sk issue certificates of public convenience 
> Line and necessity to highway common car- 
Coun. § Tiers is broad. Gen. Laws Act 6386. 

of the _The Railroad Commission was de- 
tengel, signed to protect the people of the state 


from the consequences of destructive 
competition and monopoly in public serv- 
ice industries. Gen. Laws Act 6386; 
Const. art. 12, Secs. 17, 20-23, 24. 
Highway common carrier with certifi- 
cate of public necessity and convenience 
from Railroad Commission to transport 
express traffic for express corporation 
between San Francisco and Los Angeles, 
via coast route, subject to restriction that 
no service: can be given to intermediate 
points, a certificate for similar traffic 
between San Francisco and Los Angeles 
via Pacheco Pass and Fresno, subject to 
same restriction, a certificate to operate 
between San Francisco and Paso Robles 
on the coast route, and a certificate to 
operate between Paso Robles and Fresno, 
had no right to transport express from 
San Francisco to Fresno via Pacheo 
Pass a saving in distance of 127 miles 
over such transportation via Paso Robles, 
Keenan, without obtaining a special certificate 
* secrel from the Commission. Gen. Laws Act 
rucking 6386; Const. art. 12, Secs. 17, 20-23, 24. 
Thelma §. Order of Railroad Commission author- 
of New § zing transfer to highway common car- 
nderson, fj Tier from another of a certificate of pub- 
largaret j lic necessity and convenience without 
d Ruth- § ™MPosing restrictions on the common car- 
rier, did not confer right on common 
carrier to serve a certain city in violation 
on Club §°% restriction in the certificate against 
3iltmore § S*fVing intermediate points. Gen. Laws, 
was the § Act. 6386; Const. art. 12, Secs. 17, 20-23, 
24. (California Motor Transport Co. vs. 
a Commission 180 Pac. Rep. 2d. 


t chief 
; office 


/der 


Trans- 
carriers’ 
s Jeffer-§ (District Court of Appeal, Second Dis- 
Sails the § trict, Division 3, California.) Evidence 

established creation of a contract 

whereby plaintiff was to have exclusive 
Tight to haul all oil drums which were 
to be hauled under contract between 
partnership and army, so long as con- 
tract between partnership and army was 
in existence at agreed rates provided 
Plaintiff would furnish all trucks neces- 
Sary to perform such services and that he 
Perform such services and that part- 
nership willfully breached and termi- 
b held a@nated the contract. 
Country§ In action against partnership for 
atch will§breach of contract for hauling of oil 
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drums by plaintiff for portman. proper 
consideration was required to be given, 
by way of diminishment of damages, to 
evidence showing that plaintiff con- 
sented either expressly or impliedly, to 
the hiring of additional truckers by 
partnership, and to testimony that he 
wanted no profits of other truckers. 

In action against partnership for 
breach of contract for hauling of oil 
drums by plaintiff for partnership at 10c 
a drum, evidence with reference to dam- 
ages was sufficient over objection that 
any award of damages would be based 
wholly on speculation and conjecture in 
violation of statute because allegedly 
not clearly ascertainable in either nature 
a Civ. Code, Secs. 1512, 3300, 
3301. 

In action against partnership for 


breach of contract evidence did not es- 
tablish abandonment of contract by 
plaintiff because of his failure to protect 
his interest by calling on other subse- 
quently employed truckers for a share 
of their profits. 

Truck operator was not precluded 
from obtaining judgment against part- 
nership for breach of contract to haul 
oil drums for the partnership because 
he had only a permit as a “radial high- 
way common carrier’ but was in fact 
acting as a “highway contract carrier” 
where partnership had hired numerous 
other carriers to haul oil drums allegedly 
covered by the private contract and had 
violated the contract with the acquies- 
cence of truck operator. Gen. Laws, Act 
5129a. (Hill vs. Progress Company, 180 
Pac. Rep. 2d. 957.) 





Routing and Misrouting—Conflict Be- 
tween Marks on Package and Shipping 
Directions 


Illinois —Question: We would appre- 
ciate you: advising us if the Interstate 
Commerce Commission has at any time 
made a ruling where the address shown 
on the cartons conflict with the shipping 
instructions in-a pool car distribution 
setup. 

A carload of merchandise was received 
at Chicago, Ill., wherein one shipment 
was shown on the manifest as sold to 
Company A at St. Louis, Missouri, and 
shipped to Company A’s office at Chi- 
cago, Illinois. However, the cartons were 
stencilled Company A, St. Louis, Mis- 
SOUri. 

In view of the markings on the car- 
tons our distribution department issued 
a bill of lading for shipment to St. Louis. 
Since then we have been advised that 
the shipment should have been delivered 
at Chicago and claim is now being filed 
for freight charges from Chicago to 
St. Louis and return. 

Will you please advise if we are re- 
sponsible for the freight charges accru- 
ing? 

Answer: The Commission has held that 
the marks on the packages, and not on 
the bill of lading, control. The Commis- 
sion’s opinion in C. S. Bracket Co. vs. 
Great Northern Express Co., 29 I. C. C. 
667, and American Agricultural Chemical 
Co: vi: B. 2h. RR, 2 LC. C.. 388, 
clearly hold that the marks on the pack- 
age govern. On page 668 of the opinion 
in the first named case, the Commission 
said: 

The Commission has recently held informally 
that when a shipper prepares a bill of lading 
providing for the carriage of property to a 
particular destination and marks a different 
and erroneous address on the package the car- 
rier will not be held responsible for the 


freight charges incurred in transporting the 
property to the destination shown on the pack- 
age, although the correct destination is shown 
on the bill of lading. We think the present 
case is clearly within this principle. In view 
thereof we do not find that in following the 
instructions marked on the package the de- 
fendant is guilty of misrouting. See also 
Parlin & Orendorff Plow Co. vs. United States 
Express Co., 26 I. C. C. 561; and American 
Agricultural Chemical Co. vs. B. & A. R. R. 
Caz, ae 5... € aes. 


We are unable to find cases dealing 
with pool cars, but the principle of the 
above cited cases should be applicable. 


Act of God—Flood 


Illinois—Question: A carload_ ship- 
ment was damaged by flood water and 
returned to our factory. 

The car was placed on a team track 
convenient to consignee’s warehouse on 
March 16. The consignee was notified at 
9:00 a.m. March 17th, but did not unload 
the car that day. During the night of 
March 17th, or morning of the 18th, the 
car was damaged by flood. 

Was the carrier negligent in not pro- 
tecting the property while in its posses- 
sion and can it be held liable for damage 
to the goods? 

Answer: Paragraph (b) of Section 1, 
of the Uniform Bill of Lading Contract 
Terms and Conditions, states that no 
carrier or party in possession of all or 
any of the property therein described 
shall be liable for any loss thereof or 
damage thereto or delay caused by the 
act of God. 

This provision in the bill of lading is 
consonant with the common law as set 
forth in the decision of the courts in 
which it has been sought to hold a car- 
rier liable for loss of, injury or delay 
to goods caused by an act of God. 

This exemption of liability where the 
loss, injury or delay is due to an act of 
God relates to the liability of the car- 
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rier as a common carrier as well as a § from : 
warehouseman. betwe 

Strict as are the rules of the common § rates 
law, in imposing on a carrier liability § throus 
for goods lost in transportation, an act ates 
of God is a justification for failure to § of thi 
perform the contract of carriage and § that i 
relieves the carrier of the liability for 9 nation 
the loss of or injury to, the goods con- § Willia 
cerned, unless the carrier had _ been § rately 
quilty of negligence which brought the § ernins 
property in contact with the destructive § Syrac 
forces of the actus Dei or unnecessarily § table 
exposed it thereto. There is some dif- § consti 
ficulty in framing a concise, comprehen- § one 0! 
sive, and accurate definition of the term § or if 
“act of God” as that term is used and § quant: 
understood when applied to occurrences § noted 
causing damage for which the carrier is § verses 
not liable. The term “act of God’, as § the c 
used to express a cause of loss or dam- § tariff 
age for the consequences of which the § separ: 
carrier will not be held liable, is very § was i 
generally held to mean some casualty § with 


not due to human agency. 
It means the action of the forces of If 
nature, in opposition to the act of man, 


such as lightning, storms, earthquakes, §f of cor 
and the like. The terms “inevitable ac- Ans 
cident” and “unavoidable accident” are § oyr q 
sometimes used as synonyms with “act 9 the m 
of God” but they lack the suggestion ff iff tc 
that the loss is due to other than human ff york 
agency, and therefore, their use is not §} Arms 
satisfactory. Indeed, it has been said § we gq 
that “act of God” is distinguishable from § the p 
“inevitable accident.” To constitute an § tion r 
act of God the casualty must be not only § the y: 
the direct result of natural causes, but § arrivi 


also must be a direct and violent act of § - ato. 
nature. 


A flood, however, of such extraordi- _ 
nary character that it could not have , 
been foreseen or provided against is an} Neb 


act of God, and the carrier is not re- 
sponsible for loss of goods in his pos- 
session resulting therefrom. Southern 
R. Co. vs. International Oil Co., 159 S. E. 
773; Dean vs. R. Co., 210 Tl. A. 220; 
Paper Co. vs. R. Co., 166 N. Y. S. 751; 
Ladba vs. R. Co., 170 N. Y. S. 769; ute 
Co. vs. R. Co., 102 A. 44 (Vt.). 


Tariff Interpretation — Application of 
Analogous Rating Rule 23 of Coordi- 
nated Motor Freight Classification 


Canada.—Question: I have read c 
fully your reply to New York, appearing 
on page 1914 of the Traffic World dated 
June 14, 1947, on the subject of the ap= 
plication of the Tariff of Increas 
Rates and Charges in respect of a ship 
ment from Syracuse, N. Y., to British 
Columbia when moving under a combi- 
— of rates based on Fort William, 

nt 

After outlining the application of 
Table 2 of Tariff No. X-162-A, the com 
cluding sentence sums up your answel 
in the words “This application, oe 


































with rule 7, provides a basis for rat 
on your shipments. ” I am not entirel, 
clear as to what is intended to be con 
veyed by this sentence but the implica ; 
tion would appear to be that Table 
governs such a movement on a combina 
tion based on Fort William; otherwisé 
it is not apparent why specific reference 
appears to this table. 

On the other hand, there would seem 
to be real difficulty in reconciling such 
an application with the specific terms of 
Rule 7, which as clarified in the amend- 
ment of this rule at present appearing 
in supplement 4 of this tariff states that 
each rate comprising the combination is 
increased separately, as 
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from and to the origins and destinations 
between which such separately stated 
rates are applicable, and the applicable 
through rate is the sum of the separate 
rates so increased. From the language 
of this rule, therefore, it would seem 
that if one of the factors of the combi- 
nation is a rate from Syracuse to Fort 
William, such factor is increased sepa- 
rately in accordance with the table gov- 
erning the rate on a movement from 
Syracuse to Fort William—which is 
table 5, if such factor is a class rate or 
constitutes a linehaul carload rate on 
one of the commodities listed in note 5, 
or if the movement is L. C. L. or any 
quantity. In this connection, it will be 
noted that rule 7 of tariff X-162-A re- 
verses the procedure authorized under 
the corresponding rule of the original 
tariff, X-162,, under which latter each 
separate rate factor of the combination 
was increased separately in accordance 
with the table governing from point of 
origin to destination of the shipment. 

If entirely consistent, your further 
comments in this connection would be 
of considerable interest. 

Answer: Your point is well taken. In 
our answer we were dealing only with 
the matter of the application of the tar- 
iff to traffic between points in New 
York and points in Canada, west of 
Armstrong, West Fort William, Ont. 
We did not, as we should have, apply 
the provisions of Rule 7, the combina- 
tion rule, which, as you state, results in 
the use of a table other than Table 2 in 
arriving at a factor of the combination 
ate. 


Tariff Interpretation — Application of 





fered a carrier a shipment of twelve 
thousand pounds of clothes lockers as 
described in Item 25, page 175, of Na- 
tional Motor Freight Classification No. 
8. However, the carrier did not know, 
until it was found in their possession, 
that the clothes lockers were not packed 
or protected in any way, nor did we 
realize at the time that the commodity 
was improperly packed in accordance 
with the classification. They now think 
they are entitled to assess the household 
goods rates in accordance with Item 100, 
Household Goods Carriers Bureau Tariff 
29-A, MF ICC No. 37. They interpret 
that item to include the subject com- 
modity. The carrier maintains household 
goods: rights as well as common carrier 
rights over the territory involved in the 
movement. 


In addition, this same question has 
come up in the past within our company, 
wherein our personnel have made LTL 
shipments of uncrated refrigerators, 
used, and washing machines and we are 
of the belief that if they accept these 
commodities, improperly packed, they 
must use Rule 5 of the Classification for 
the penalty rating instead of their house- 
hold goods tariff. It seems there is a 
confliction in National Motor Freight 
Classification as to whether these com- 
modities could be termed household 
goods. The National Motor Freight 
Classification does not specify they have 
to be new or old and we are of the 
opinion they are entitled to be rated 
under the generic heading of the com- 
modity itself and not household goods. 


The above may be construed as two 
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Answer: Item 23, page 175 of National 
Freight Classification No. 8, describes 
the commodity as follows: “Lockers, 
Parcel or Clothers Checking, Sheet steel 
or wire mesh, separate or combined. In 
boxes or crates on walls (sides) pro- 
tected by fibreboard.” 

The very nature of the article as de- 
scribed above is indicative of the fact 
that this article is not a component part 
of a household goods shipment within 
the meaning of the phrase as used in 
Note 2, of Item 2, on page 161 of Na- 
tional Motor Freight Classification No. 
8, which applies on Household Goods. 
This note specifically states that the 
rating on such articles do not apply on 
goods shipped for sale or speculation. 

Item 100 of Household Goods Carriers 
Bureau Tariff 29-A, MD-ICC 37, reads 
as follows: “The term ‘household goods’ 
means personal effects and property used 
or to be used in a dwelling when a part 
of the equipment or supply of such 
dwelling; furniture, fixtures, equipment 
and the property of stores, offices, mu- 
seums, institutions, hospitals, or other 
establishments when a part of the stock, 
equipment or supply of such stores, 
offices, museums, institutions, hospitals, 
or other establishments; and articles in- 
cluding objects of art, displays, and ex- 
hibits, which because of their unusual 
nature or value require specialized han- 
dling and equipment usually employed in 
moving household goods.” 

In its report in Ex Parte No. MC-19, 
Practices of Motor Common Carriers of 
Household Goods, 17 M. C. C. 467, the 
Commission on page 474 said: 



































raordi- . separate questions if you disagree that In issuing certificates of public convenience 
tt have § [‘ousehold Goods Rates and Ratings the clothes lockers do not come within and necessity authorizing the transportation 
st is an Nebraska. — Question: We have of- the scope of Item 100 MF-ICC No. 37. of household goods only, we do not intend 
not re- 
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New Inland Waterways Division 
Begins Operations 


Federal Terminals, a new division of the Inland Waterways 
Corporation, which operates the government barge line, has 
begun operations, according to an announcement made by A. C. 
Ingersoll, Jr., president of the corporation. He said creation of 
Federal Terminals separated the terminal and line haul opera- 
tions of the corporation. 

The announcement said that F. P. Mooney, who had been 
an employe of the corporation for about 25 years except for the 
period of his services for the army in the war, had been ap- 
pointed general manager of the new division with headquarters 
at 1200 Boatmen’s Bank Building, St. Louis, Mo. 

“Federal Terminals offers complete terminal services to all 
river operators at the 20 terminals where it operates,” says the 
announcement. “These services include freight transfer, moor- 
ing and fleeting, barge cleaning, harbor shifting, and barge 
agent, dispatch and expediting service. Rates for all services 
are published in a ‘Terminal Services Bulletin’.” 

Federal Terminals, the announcement said, was organized 
in response to a resolution adopted by the advisory board of the 
corporation last January, which follows: 


The Board recommends that the Corporation initiate and develop 
to the fullest possible extent at any terminals operated by the Corpo- 
ration, all appropriate terminal services, including stoppage in transit, 
at reasonable competitive and compensatory rates for application to 
traffic transported by water carriers wherever the development of such 
diversified public services will tend to create a self-supporting all- 


round terminal operation which can be economically taken over and 
operated by local interests. 


The new division was a logical development from and was 


authorized by the act of February 28, 1920, the announcement 
said, adding: 


This law requires investigation of ‘‘the subject of water terminals, 
both for inland waterway traffic, and for through traffic by water and 
rail, including the necessary docks, warehouses, apparatus, equipment, 
and appliances in connection therewith, and also railroad spurs and 
switches connecting with such terminals, with a view to devising the 
types most appropriate for different locations, and for the more ex- 
pediticus and economical transfer... . of property between carriers by 
water and carriers by rail; to advise with communities, cities and 
towns regarding the appropriate location of such terminals, and to 


cooperate with them in the preparation of plans for suitable terminals 
facilities.’’ 


SHIP CONFERENCE AGREEMENTS 


Establishment of a joint cargo service by seven Norwegian 
steamship lines and a Swedish line in the trade between U. S. 
south Atlantic and Gulf ports and Scandinavian and Baltic 
ports, and from Vera Cruz and Tampico, Mexico, to New Or- 
leans, La., is proposed under an agreement, designated as No. 
7615, filed with the Maritime Commission for approval under 
section 15 of the shipping act, 1916, as amended. Parties to the 
agreement are Wilhelmsen Dampskibsaktieselskab, A/S Den 
Norske Afrika-OG Australielinie, A/S Tonsberg, A/S Tankfart 
I, A/S Tankfart IV, A/S Tankfart V, and A/S Tankfart VI, 
Norwegian companies, to be under the management of the 
firm of Wilh. Wilhelmson, of Oslo, and Svenska Amerika Linien 
(Swedish American Line), of Sweden. 

Under the agreement, the parties are to share equally in 











to authorize the unrestricted transportation 
of a wide variety of commodities which do 
not by their nature require the specialized 
service rendered by the household-goods car- 
riers. It is not intended, for example, to 
permit the transportation of new furniture 
from factory to store in competition with 
common carriers of that commodity. On the 
other hand, the transportation of objects of 
art, museum pieces, certain types of displays 
and exhibits, and other unusual objects, re- 
gardless of the identity of the consignee and 
consignor, is properly a part of the service 


qualified to give. 


household-goods 


dling which the household-goods carrier is 
In drafting the prescribed 
definition we have tried to preserve the in- 
herent difference which exists between the 
carrier 
carrier of general or special commodities. 


Unless a part of the stock of an 
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supplying tonnage and there is to be no pooling of earnings 
and expenses among the parties to the joint service. The joint 
service may become party to conference or other agreements, 
and it reserves the right to prescribe its own rates, charges 
and practices in trades covered by the joint service, if such 
rates, charges and practices are not prescribed by any confer- 
ence of which the joint service is a member. If approved, the 
agreement will supersede and cancel two presently effective 
joint service agreements between Wilh. Wilhelmsen and Swed. 
ish America Mexico Line, namely, No. 2430, operating between 
U. S. south Atlantic and Gulf ports and Dunkirk, Scandinavian 
and Baltic ports, and No. 2694, covering the trade from Vera 
Cruz and Tampico to New Orleans. ” 

The Maritime Commission has announced its approval of 
the following ship conference agreements: F 


No. 7593-1, Skibsaktieselskapet Arizona et al., amending agree. 
ment No, 7593 to delegate Leif Hoegh & Co. A/S as booking agent for 
cargo and passengers and collection of freight and passenger revenues, 
with complete authority to fix rates, allocate tonnage, etc. 

No. 2212-C, between N. V. Stoomvart Maatschappij ‘‘Nederland” 
et al. and Alfred Holt & Co., Managers, et al., collectively called the 
Java-New York Line, and Ellerman & Bucknall Steamship Co., Ltd, 
cancelling agreement No. 2212. 

No. 5530-C, between N. V. Stoomvart Maatschappy ‘‘Nederland” 
et al. and Nederlandsche Stoomvart ‘‘Aatschappij Oceaan’’ (Alfred 
Holt & Co., Managers), cancelling agreement No. 5530. 


The commission also announced the filing of the following 
agreements: 


No. 6010-2, Bank Line, Ltd. (American & Oriental Line), et al., 
member lines of the Straits/New York conference, modifying agree 
ment No. 6010, by adding article 6B, reading: ‘‘Loading commission: 
Not more than 5 per cent commission shall be paid in respect of an 
cargo loaded, this to include all remuneration to outport sub-agents.” 

No. 6010-3, Bank Line, Ltd. (American & Oriental Line), et al. 
member lines of the Straits-New York conference, modifying agree 
ment No. 6010, by deletion of article 10E and a substitution in lieu 
thereof. : 

No. 7860-1, Black Diamond Steamship Corporation et al., mem. 
bers of Swiss/North Atlantic Freight Conference, modifying agreement 
No. 7860 to preclude any possibility of detrimental practices that might 
arise out of the different exchange regulations now in force in Eure 
pean countries. 


A. W. O. Wants Time Limit on 
Sale of Federal Barge Lines 


Private barge operators will seek to amend H. R. 4021, 
the Howell bill authorizing sale of the government-owned Fed- 
eral Barge Lines (see Traffic World, July 5, p. 49) by placing 
a deadline of January 1, 1950, for communication of the sale, 
Chester C. Thompson, of Washington, D. C., president of the 
American Waterways Operators, Inc., declared in Chicago 
July 16. Mr.’Thompson at a press conference said that the 
present legislation was not consonant with the recommenda- 
tions of the House small business committee which had invest! 
gated the possibility of disposing of Federal. The committee 
had recommended that the Warrior River division of the barge 
line be disposed of within two years and that the main division 
on the Mississippi River be terminated within five years and 
preferably within three years. 

Under the Howell bill, Federal would be sold either as an 
undivided whole or as two separate units. 

Mr. Thompson objected to disposal of Federal through any 
leasing arrangement, because he said that any default by les- 
sees would bring the government right back into the picture. 
Consequently, the A. W. O. will press for liquidation by cash 
sale, and will also oppose any extension of Federal to the 
Tennessee River. : 

“Private enterprise is adequately serving the territory 











as a penalty charge on the shipment, as 
it was not packed in accordance with 
the classification specifications. 


and the common 


Regarding your second question: if 
articles which are household goods when 


es- shipped as such are listed on a separate 





of these carriers. Such articles, because of 
their high value, susceptibility to damage, 
or unique design, do not lend themselves 
readily to ordinary motor-carrier transporta- 
tion but require the special care and han- 


tablishment being moved, it seems ap- bill of lading and tendered to the car- 
parent that the rate provided in the rier as a shipment of such articles, with- 
Household Goods Tariff cannot be ap- out being released to a stated value, 
plied. charges on those articles should be as- 

If the household goods rate is not sessed on the basis of the classification 


applicable, because the shipment does 
not fall within the meaning of that term, 
the provisions of Rule 5, Section 6(c) of 
Classification No. 8 would be applicable 


ratings. thereon. This is the principle of 
finding 20 of the Commission in its re 
port in Investigation and Suspension 
Docket 76, 25 I. C. C. 442. 
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served by the government barge line,” asserted Mr. Thompson. 
“Tf it knows that a definite deadline is set, it can build up its 
service and equipment to provide for the business.” 

On all traffic that belongs on the water, he continued, pri- 
vate operators can provide the same service at the same rates 
as Federal. 

“Federal lost $2,600,000 in 1946, because of inefficient 
operations and because it carried some traffic at a loss.” 

Certain commodities such as beer and furniture cannot be 
handled at a profit by barge operators, stated Mr. Thompson. 
“Also, traffic moving on rail-barge or rail-barge-rail rates 
where the railroads take the lion’s share of the rate, cannot 
be handled profitably.” 

Mr. Thompson said that Federal’s poor earning record 
since its inception in 1924 made it impossible for him to name 
any figure which the government might realize from the sale. 

He defended the toll-free use of waterways, on grounds 
that the latter were built and maintained primarily for na- 
tional defense purposes. Also, he said, for-hire carriers do not 
have exclusive rights in the use of improved waterways. Sav- 
ings resulting from this low-cost transportation medium accrue 
to the public, whether they use the facilities directly or indi- 
rectly, he contended. 


Opposes St. Lawrence Program 


Mr. Thompson also opposed the proposed toll system for 
making the St. Lawrence Waterway a self-liquidating project. 
He opposed the projected St. Lawrence plan because, he said, 
two routes giving the Middle West access to the eastern sea- 
board now exist—the New York barge canal system and the 
Mississippi River. 

He said that the A. W. O. would make its views on Fed- 
eral known at hearings to be held by the House committee at 
the next session of Congress. 


TALMAGE TO LEAVE M. C. POST 


George E. Talmage, Jr., has announced his resignation as 
chairman of the Maritime Commission’s domestic shipping com- 
mittee, effective July 31, to enter private business in New York 
City. 

Mr. Talmage has served with the M. C. since December, 
1945, when he was made special assistant to the War Shipping 
Administrator and chairman of the M. C. shipping committee, 
continuing in the latter position when the W. S. A. was ab- 
sorbed by the M. C. Previously Mr. Talmage had served as 
director of the Interstate Commerce Commission’s Bureau of 
Water Carriers from 1941 to 1944, when he resigned to become 
associated with Higgins Industries, Inc., at New Orleans. Prior 
to entering government service, he was with United States 
Lines, New York, N. Y. 


Intercoastal and Coastwise Shipping 
Services Under Private Operation 


Arrow Line shipping service in the intercoastal trade be- 
tween U. S. Atlantic and Pacific Coast ports would be resumed 
for private account under the provisions of the Weichel act 
with the use of vessels chartered from the Maritime Commis- 
sion, according to an announcement made by Captain Norman 
Nicolson, president, Waterman Steamship Corporation, of Mo- 
bile, Ala., and Arthur B. Cahill, president of Sudden and 
Christenson, Inc., San Francisco, Calif., operators of the line. 
The Arrow Line, said the announcement, served this intercoastal 
trade continuously for many years prior to the war until its 
vessels were requisitioned by the government. The service has 
been operated for Maritime Commission account for nearly 
two years. 

The Arrow Line statement said its announcement followed 
that of the Maritime Commission that there would be no re- 
sumption of government operations in the domestic trade except 
upon a determination by the Commission as to the necessity for 
further government operation in such trade. Continuing, the 
Arrow Line officials said: 


We have made every effort, since the Weichel bill was enacted, 
to obtain information as to whether the government intends to com- 
Pete with private operators in the domestic shipping trades; what is 
to be the rate of hire, as well as the terms of the proposed domestic 
fleet charter on government owned ships; and whether the period of 
the charter of such vessels in both foreign and domestic trades will 
be extended in accordance with the obvious intent of the Congress as 
Teflected by the report of the House merchant marine committee in 
connection with the Weichel bill. The commission up to this date has 
a entne to our urgent telegraphic inquiries with respect to these 

atters, 

Our decision to continue this service for our private account has 
been reached upon the assumption that there will be no competition 

y the government with our privately operated services, and with the 





hope that in order'to expedite the re-establishment of both foreign 
and domestic services upon a sound economic basis, the commission 
will discontinue its present short range chartering policy and inaug- 
urate a chartering. program of sufficient duration to enable private 
operators to program their operations with reasonable stability and 
permanence. 


New sailing schedules, including the ports which will be served, 
will be issued by the Arrow Line at an early date, 


“a 

At the same time, L. A. Parish, manager of the Pan- 

Atlantic Steamship Corporation of Mobile, announced that the 

company would continue private operations in the coastwise 

shipping trade under the provisions of the Weichel act with 

vessels chartered from the Maritime Commission. Mr. Parish 
made a statement similar to that of the Arrow Line. 


GOVERNMENT SHIP OPERATIONS 


The Maritime Commission has issued the following state- 
ment regarding government operation of merchant vessels in 
the domestic trades: 

The United States Maritime Commission will not resume operation 
of dry cargo vessels under general agency arrangements in any domestic 
trade unless the commission determines, following, public hearings as 
to the necessity of further government operation in’ any of these trades 


and after due notices to all interested parties, that the public interest 
clearly requires such government operation. 


Commission officials said the statement was prompted by 
a flood of inquiries concerning what course of action the cém- 
mission would take following recent legislation extending from 


FACTS AT YOUR FINGERTIPS 
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June 30 to March 1, 1948, authority for operation of vessels for 
account of the commission. The position of the commission was 
outlined in a letter submitted by Chairman Smith to John R. 
Steelman, assistant to the President (see Traffic World, July 12). 


M. C. HEARING CHANGE 
The Maritime Commission has announced that hearing in 
No. 657, Agreements and Practices Pertaining to Brokerage, 
and Related Matters, scheduled to begin July 21, at the Hotel 
St. George, Brooklyn, N. Y., before Examiner Robert Furness 
will be held instead by Examiner A. L. Jordan. 


Export Traffic League Hears 
Morale of M.C. is “Shot” 


The morale of the Maritime Commission is “shot,” the 
National Export Traffic League was told in a report delivered at 
its regular July meeting in New York City. The league cele- 
brated the end of its first year of operation. H. W. Browne, of 
Yale & Towne, one of the founders of the organization, reported 
on the league’s accomplishments in the betterment of the export 
and import traffic field. 

The league heard that Maritime Commission employes had 
worked for a period without pay while appropriation bills were 
held up in Congress; that many employes had expected to take 
vacations without pay when news came that some had been 


fired; and that the commission is undermanned. The whole’ 


freight forward inquiry may be sidetracked, it was reported. 
The commission had scheduled a hearing July 7 on freight 
charges on ocean bills of lading and other matters, which has 
since been postponed indefinitely, and it was predicted that 
other commission hearings might be postponed. 

Thirty-two steamship lines operating out of the Port of 
New York are now using the short form bill of lading, it was 
reported. This short form was one of the primary objectives 
of the league. However, it was stated, the league has made 
little progress in convincing the steamship lines that copies of 
ocean tariffs should be made available to shippers. 

The league voted to intervene in the Maritime Commission 
hearing, July 21, on the question of payment of brokerage by 
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steamship companies. The league takes the position that unless 
brokerage is so paid, many forwarders may be forced to raise 
the charges to shippers, and that small shippers in particular 
would consequently suffer. 


MARITIME COMMISSION HEARINGS 


The Maritime Commission has announced hearings in pro- 
ceedings as follows: 


No. 648, Pacific Coast European Conference Agreement (agree. 
ments Nos. 5200 and 5200-2). Oral argument on exceptions to proposed 
report, 9:30 a. m., eastern daylight time, August 6, room 4821, Depart- 
ment of Commerce building, Washington. 

No, 655, Terminal Rate Increases—Puget Sound Ports. Oral argu- 
ment on exceptions to proposed report, 9:30 a. m., eastern daylight 
time, August 6, room 4821, Department of Commerce building, Wash- 
ington. 

No. 651, Carloading at Southern California Ports. Further hearing, 
10 a. m., Pacific standard time, July 28, room 324, U. S. post office 
and court house building, Los Angeles, Calif., before Examiner Robert 
Furness. A proposed report will be issued in this proceeding, says 
the commission. 


NEW ORLEANS’ INTERNATIONAL TRADE MART 


Contracts for New Orleans’ International Trade Mart, 
newest development in the city’s port facilities, expected to 
draw millions of dollars worth of wholesale business to the New 
Orleans area, were signed July 8 in the International House 
conference room. Construction of the new mart will begin 
within 10 days, it was announced. The New Orleans mart, it 
was stated, will be a natural market place for the interchange 
of goods between the Mississippi Valley, Latin America and the 
old world, where merchants may come to see, buy and sell 
goods from all parts of the world, thus saving thousands of 
miles of travel by offering a central meeting ground for com 
mercial interests. 

A. E. Hegewisch, of A. E. Hegewisch, Inc., freight for- 
warders, was elected president of Internation] House at a recent 
meeting of the board of directors. William H. Trauth, Gulf 
manager of the Alcoa Steamship Co. Inc., was named first 
vice-president. Others elected are: 


Vice-presidents, Wilmer Hayward, Standard Export Lumber Co, 
Ltd., Crawford H. Ellis, Pan-American Life Insurance Co., and Theodore 
Brent, president, Mississippi Shipping Co., Inc.; chairman of the board, 
R. S. Hecht, investment banker; attorney, Kenneth C. Barranger, and 
treasurer, B. C. Brown, Brown's Velvet Ice Cream Co. 


MARITIME SERVICE GIVEN STATEROOM MODELS 


Seven model staterooms, built by American Export Lines 
as part of its research for new Mediterranean luxury liners, 
were given last week to the U. S. Maritime Service Training 
Station, Sheepshead Bay, N. Y. They will be used in training 
American passenger ship stewards. The first crews trained i 
these rooms will be those preparing for service on the three 
Moore-McCormack Lines “Good Neighbor Fleet” steamships 
Crews for American Export’s four new combination passenger: 
cargo liners, to be ready for Mediterranean service early in 
1948, will soon be sent to the training base for a six-weeks 
course. 

Leading figures representing the government, the shipping 
industry, and labor spoke at the dedication ceremony, including 
Admiral W. W. Smith, chairman of the U. S. Maritime Commis 
sion; Admiral Telfair Knight, the commission’s director 0 
training; Joseph Curran, president of the National Maritime 
Union; and John E. Slater, executive vice president of America 
Export Lines, who presented the staterooms. Captain Georgé 
E. Harrington, commandant of the training station, presided. 


CUNARD’S NEW BILL OF LADING 


A new bill of lading form for all freight services to tht 
United Kingdom has been adopted by the Cunard White Sta 
Line, according to Charles W. Kenick, general freight manage 
Devised to correlate with dock receipts, steamship permits 
delivery orders and customs declarations, the new form wl 
reduce to a single operation the process of filling out thes 
document. The line will continue to honor the old forms un 
the present supply is exhausted. 


LADY NELSON RESUMES REGULAR SERVICE 


After nearly five years of war service, the Canadian Na 
tional Steamship Lady Rodney sailed from Halifax July 19 fo 
Bermuda and the British West Indies, Capt. R. A. Clarke, gen 
eral manager, Canadian National Steamships, has announceé 
Next month the only other surviving “Lady” ship, the Lad) 
Nelson, will resume her peacetime service, Capt. Clarke said. 
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Mid-West Board Hears Williams 
Predict Healthy Economic Future 


A healthy economic situation for some years to come ap- 
pears to be assured by the fact that both the automobile and 
railroad industries will require tremendous amounts of steel 
for at least three years and possibly five, R. L. Williams, pres- 
ident, Chicago & North Western System, told the July 10 
meeting of the Mid-West Shippers’ Advisory Board, in the 
Schroeder Hotel, Milwaukee, Wisconsin. The meeting, the sixth 
that the board has held in Milwaukee since its inception, drew 
as large an attendance as have the Chicago board meetings. 

Mr. Williams called attention to a promise by President 
Philip Murray of the C. I. O. United Steel Workers that there 
would be industrial peace in the steel industry for at least 
three years. “It looks to me like our basic industry is going to 
be very fully occupied for at least three years. When the steel 
industry is working to capacity, the railroads are busy, and 
when the railroads are busy, other industries are busy,” stated 
Mr. Williams. Estimating that the nation is now at the bottom 
of a recession, the speaker said that the recession was not due 
to a lack of money with which to buy, but to a buyers’ strike. 

Turning to the car supply situation, he thanked shippers 
for their cooperation in achieving heavier loading and increased 
car miles per day, and said that such efforts had made avail- 
able the equivalent of an additional 400,000 freight cars. Trac- 
ing the car shortage back to 1942, Mr. Williams recalled that 
in that year, the North Western had 1,000 box cars on order 
with a car builder. Only about 500 of the cars were delivered, 
because the builder, on orders from Washington, was forbid- 
den to complete production, although the material was on hand. 
Such a situation was typical of others which have existed during 
the entire war period, he said. The overall result of deferred 
car maintenance has been a general degrading of cars which 
has placed an added burden on railroad operating facilities, he 

asserted, adding: 
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For example, Industry ‘‘A’’ can take delivery of its raw materials 
in a so-called ‘‘rough’’ freight car, but that industry requires a Class 
“A’’ car for its finished products. As a result, when the industry un- 
loads a rough freight car, we must switch that car out for an industry 
that can use a rough freight car, and make available a Class ‘‘A’’ car 
for the loading of the outbound products of Industry ‘‘A.’’ This has 
resulted in duplication of effort and considerable expense and delay, 
whereas if cars had been in a normal state of maintenance, Industry 
“A’’ would probably have received its inbound materials in a car suit- 
able for its outbound loading. 
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Mr. Williams asserted it will be at least two years before 
the car builders are able to deliver sufficient cars to take care 
of the natural depletion in ownership. The speaker concluded 
by commenting on a fact that has puzzled many shippers and 
railroaders, namely: Why does the North Western operate its 
trains on the left-hand track? The rumor that this is due to 
early backing of the road by English capital appears to have 
no basis in fact, related the road’s president. It is possible that 
the road’s builders .wished to permit the locomotive engineers, 
seated at the right of their cabs, an unobstructed view of 
passing trains so that the latter could be observed for defects, 
an important element of train safety, reasoned Mr. Williams. 
To change to a right-handed road would cost $50,000,000, and 
he was proud to be the only left-handed railroad president in 
the United States, the speaker concluded. 
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Mayor Bohn Welcomes Meeting 


General Chairman Clayton F. Devine, of Chicago, traffic 
director of the Silica Traffic Association of Illinois, opened the 
meeting by introducing Mayor John L. Bohn of Milwaukee, 
who welcomed the board to the city. 

General Chairman Devine remarked that the tight box car 
supply situation in the territory had been eliminated by the 
increased delivery of cars from the eastern to the western 
lines. The emphasis has now shifted to gondolas and hoppers, 
he said, predicting that the renewal of coal mining will quickly 
bring a renewal of stringency in the supply of these types. It 
ls hoped that by September the promised 10,000 monthly quota 
of new box cars will be reached, said the chairman. 

General Secretary Harold T. Reed, general traffic manager, 
Line Material Co., Milwaukee, reported briefly on the board’s 
executive committee meeting of July 9. 

Chairman of several of the commodity committees com- 
mented on their forecasts of freight car loadings for the third 
quarter of 1947 (see Traffic World, July 12). Lawrence Farlow, 
secretary, Illinois Farm Grain Dealers’ Association, calling at- 
tention to his committee’s forecast of an increase of 10 per 
Cent in third-quarter loadings, said that the corn carryover this 
year was 30 per cent larger than last year. The poor outlook 
for new corn would slow the corn movement, he said. He an- 
ticipated a 25 per cent increase in wheat production, a 10-15 
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per cent decline in oats, and said that the year’s total grain 
crop will not be as large as last year’s. 


. Railroad Contact Report 


Until the rate of car building exceeds the rate of car re- 
tirement, the railroads will need the continued cooperation 
and vigilance of all shippers, stated J. J. Mahoney, of the 
Atcheson, Topeka & Santa Fe Railway, chairman of the rail- 
road contract committee. Car repairs have been seriously de- 
layed because of lack of materials and manpower, he said. 
Though the box car supply in the territory had markedly im- 
proved in April and May, reported Mr. Mahoney, 18,000 bar 
cars were diverted to the southwest in June to accommodate 
the winter wheat harvest. Open hoppers are being used in the 
southwest as auxiliary cars, and when the hoppers are returned 
to coal territories, the situation in the winter wheat area will 
become acute, he said. 

Field Secretary Charles B. Clark, of Chicago, presented 
the report of the membership committee in the absence of its 
chairman, E. J. Davis, traffic manager, Caterpillar Tractor Co., 
Peoria. The committee recommended for approval 46 appli- 
cants for membership, 24 of them from Wisconsin. General 
Chairman Devine urged the new members to participate ac- 
tively in the work of the board. 


The board adopted a motion to draft a resolution on the 
death of Fred Keiser, Chicago manager, Office of Defense 
Transportation. Describing the late Mr. Keiser as a warm 
friend of the board, the general chairman asked all to rise for 
a moment in memory of the deceased. 


Report on Perfect Shipping 


A brief summary of the results of the 1947 Perfect Shipping 
campaign was presented by Irving M. Peters, general chairman 
of the national management committee, and traffic manager, 
Corn Products Refining Co., Chicago. This year 172 perfect 
shipping meetings were held in 130 cities, with an attendance 
of 20,452 persons, compared with 155 meetings held in 1946 in 
131 cities, with an attendance of 15,829, reported Mr. Peters. 
In each of the past two years, 3,000,000 pieces of literature 
have. been distributed. Urging receivers to take a greater in- 
terest in inspecting cars received, and to report to shippers on 
the condition of the cars, Mr. Peters said that freight loss and 


Success for You 
—in Traffic Training! 


Slow, painfully-gotten experience going from job to job—while 
the years fly by faster than increases come—is not the best 
way to win the goal you want in the Traffic world! A far bet- 
ter one is thorough, scientific, low-cost training in Traffic Man- 
agement—training collaborated in by 175 of America’s fore- 
most transportation authorities, whose success-methods come 
to you in ‘Problem’ form that puts you on the Traffic Man- 
ager’s job during training, and qualifies you for such a job 
afterward. Scores of $3,000-$5,000—-$7,500 and even higher- 
salaried traffic executives are today in positions earned through 
LaSalle training. Possibly you can do the same... if you will. 
Get our free 48-page booklet, ‘‘Opportunities in Traffic Man- 
agement’”’ as the first step toward success for you. No obligas 
tion — and it may be right in line with your life’s ambitions, 
Write for this book today. G. I. APPROVED. 
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1. Motorized Fork Trucks to 
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heavy shipments. 
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3-wheeled platform trucks for 
faster, safer general freight 
handling. : 
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damage claims this year were up 20 per cent beyond a year 
ago, indicating that total railroad loss and damage claims in 
1947 will reach $110,000,000, compared with claims of $90,000,- 
000 in 1946. Mr. Peters thanked the shippers for their coopera- 
tion and said that special praise was due Pete Hamm, publisher, 
an ee Bayer, editor, of Traffic World, “for their wonder- 
ul help.” 


National Transportation Report . 


C. R. Megee, of Washington, D. C., vice-chairman, car 
service division, Association of American Railroads, reporting 
on national transportation conditions, said that car miles per 
day were averaging 47.1 this year, compared with 44.3 car miles 
daily in 1946. The average turnaround time of 13.2 days in 
June of this year was the best in four years save for October, 
1946, he said. The 5,514 new cars delivered by builders in June 
represented the best record since 1942, and for the first time 
in years exceeded the monthly total of cars retired. “When we 
reach the goal of 10,000 new freight cars monthly it should 
give us a net monthly gain of 4,500 cars,” stated Mr. Megee. 

Referring to Mr. Farlow’s report that shipments of corn 
and oats will be less this year than in 1946, Mr. Megee said 
that there also will be an increase in shipments of cotton, soy 
beans and rice, and that the Department of Agriculture fore- 
sees a total grain output this year that may exceed the record 
1946 total. 

If the steel operators believed a depression was ahead, they 
would not have signed such a liberal contract with the United 
Mine Workers Unien, he said, adding that the A. A. R. expects 
no depression in the immediate future. 

The estimated increase in carloadings of 4.7 per cent for 
the second half of 1947 will require efficient use of available 
transportation equipment, he concluded. 

General Chairman Devine announced that the board will 
hold its next meeting October 13 and 14, in the La Salle Hotel, 
Chicago. He thanked the Milwaukee committee on arrange- 
ments, headed by A. A. Wuchterl, and adjourned the meeting. 
Board members and visitors were then transported in air-con- 
ditioned coaches of the Milwaukee Road to the plant of the 
Union Refrigerator Transit Lines, for a barbecue luncheon and 
a social afternoon. On the evening of July 9 the Joseph Schlitz 
Brewing Co. was host to visiting board members. 


Loss and Damage Committee 


The work of the board’s freight loss and damage commit- 
tee was highly praised by several board officers,.and was 
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briefly reported to the board by the committee’s chairman, 
E. F. Stecher, general traffic manager, Stewart Warner Cor- 
poration, Chicago. The committee meeting June 9 in Milwaukee 
was attended by 56 persons. Mr. Stecher presented a statistical 
analysis which indicated that inflated commodity prices are 
mainly responsible for increased claim figures. 

Discussing the long-range education program of the com- 
mittee, Mr. Stecher reported that joint committees of shippers 
and railroad representatives have been established in 27 com- 
munities in board territory, and that the objective is to form 
54 such committees. These committees will interview those 
companies violating the classification rules with the aim of 
eliminating such violations, he said. 

He displayed a new bulletin entitled “Product Design— 
The First Step in Packaging,” which will be distributed by the 
committee, the A. A. R. Freight Claim Division having offered 
to pay the costs of publication. 

F. A. Kilker, freight claim agent, Chicago, Burlington & 
Quincy Railroad, said that all roads have increased their per- 
sonnel traveling to stations and terminals, checking on super- 
vision. “More than 95 per cent of the rough handling occurs 
in switching yards, and this is a terminal problem,” he said. 


Committee Recommendations 


Committee members recommended to the Freight Claim 
Division that it assign a committee to give special study to a 
revision of the report form analyzing freight loss and damage 
claims, to show more categories as causes of loss and damage 
claims, and to more clearly define each cause. C. L. Wornson, 
traffic manager, Mason City Brick & Tile Co., asked that the 
companies be furnished with more details of breakage, by 
regions, so that they may know where they stand as compared 
to other shippers of similar products. 

It was further suggested that there be attached to every 
claim that is filed a shipper’s and consignee’s form to show the 
condition of the shipment at origin and destination, and that 
efforts be made to require consignees to retain the containers 
in the case of concealed loss and damage, for inspection by rail 
inspectors. 


The committee voted to recommend to the executive com- 
mittee that consideration be given the possbilty of a publiciity 
campaign to be conducted by the A. A. R., directed at industrial 
top management for the purpose of making the latter conscious 
of the container problem. It was also voted to refer to the 
contact committee a recommendation that consideration be 
given to the formation of a special committee composed of 
representatives of the loss and damage prevention committee, 
the freight claim agents’ committee, the local freight agents’ 
committee, and the A. A. R. Freight Claim Division and Freight 
Container Division, to inspect freight stations within the Chi- 
cago area and report the findings, together with suggestions 
for improved freight handling. The committee also approved 
a recommendation, later adopted by the executive committee, 
to invite representatives of the motor freight industry active in 
freight claim prevention work to participate in discussions of 
common problems. Al Green, special representative of the 
A. A. R. Freight Claim Division, addressed the committee 
meeting briefly. 


ELMER A. SMITH DIES 


Elmer A. Smith, senior general attorney for the Llinois 
Central Railroad, died at Henrotin Hospital, Chicago, after an 
illness of three months. He was 63 years old. 

Mr. Smith began work for the Illinois Central in 1905 as 
a stenographer in the engineering department. He took a law 
degree from the Kent College of Law in 1909 and entered the 
railroad’s law department in the same year. He was identified 
with most of the general rate and wage cases of the railroads in 
the past score of years, and was chief counsel for the railroads 
in the current anti-trust case at Lincoln, Neb. He served as 
secretary and chairman of the section of public utility law of 
the Chicago Bar Association and was a past president of the 
executive committee of the Association of Interstate Commerce 
Commission Practitioners. , 

Mr. Smith was widely known as an orator and writer, his 
studies including not only such things as the development of 
the British transportation rate system, but the work of Abraham 
Lincoln as a lawyer. : 

Funeral services were held at the Hyde Park Methodist 
Church, Chicago, July 18, and he was buried at Reno, Nev. 


T. P. & W. TRAFFIC OFFICERS IN N. Y. AND CLEVELAND 


Russell Coulter, president of the Toledo, Peoria and West- 
ern Railroad has announced the opening of traffic offices in New 
York and Cleveland. Arthur J. Miller, formerly representative 
of the Frisco Railway in New York, has been appointed general 
agent in charge of the New York office. James Christie, for- 
merly commercial agent of the Nickel Plate Railroad in St. 
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Louis, is the new general agent at the T. P. & W. office in 
Cleveland. He previously was associated with the Wheeling 
and Lake Erie Railroad. 


Express P. U. & D. Charges 
for Baggage Considered 


According to a message to chief traffic officers of member 
lines of the American Short Line Railroad Association, who 
handle express, the Railway Express Agency is proposing adop- 
tion of a nationwide tariff to cover terminal handling of bag- 
gage in express service at all points where collection of de- 
livery service is furnished by the express company. 

It said, on the basis of weights of a large number of trunks 
and handbags at New York, which showed the average weight 
to be 158 pounds a trunk and 31 pounds a hand bag, the express 
company arrived at an approximate charge of $1.50 a trunk 
and 75 cents a hand bag. It said the matter was listed as 
R. E. A. docket 138 and that J. E. Tilford, vice-president, Louis- 
ville & Nashville, Louisville, Ky., had requested advice as to 
the views of those interested. The present charge for most of 
the offices where the service was performed was 50 cents for 
trunks and 25 cents for hand baggage, with rates of 75 cents 
and 40 cents, respectively, at a smaller number of points, it 
said, adding that the R. E. A. considered most of the rates 
entirely too low. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Roy L. Arterbury, Houston, Tex.; James Austin Barnes, Beaumont, 
Tex.; Howard T. Batman, Terre Haute, Ind.; Cralle F. Blackwell, Ken- 
bridge, Va.; Joseph A. Blagg, .Charleston, W. Va.; Frank Culver 
Cheston, Jr., New York, N. Y.; H. V. Creason, Rupert, Idaho; Geoffrey 
Creyke, Jr., Washington, D. C.; Walter J. Cummings, Jr., Chicago, IIl.; 
Henry W. Fox, Kansas City, Mo.; James C. Gahan, Jr., Boston, Mass.; 
Louis George, Danbury, Conn.; Harry Greenspan, New York, N. Y.; 
William Thomas Griffin, New York, N. Y.; Paul B. Harman, New York, 
N. Y.; Robert, C. Heege, Sioux Falls, S. D.; Jacob G. Hornberger, 
Laredo, Tex.; George W. Howard, Jr., Mt. Vernon, Ill.; Raymond C. 
Jopling, Jr., Oklahoma City, Okla.; Alfred H. Joslin, Providence, R, I.; 
J. Carl Kearse, Bamberg. S. C.; Frederick Thompson Kingdon, Mullens, 
W. Va.; Thomas J. Marshall, Jr., Paducah, Ky.; Ben Furman McAuley, 
Knoxville, Tenn.; J. S. McGarry, Carlsbad, N. M.; E. E. McLane, South 
Bend, Ind.; Arthur C. Mueller, Hermann, Mo.; Charles T. Myers, Char- 
lotte, N. C.; W. E. Neblett, Luenburg, Va.; William John O’Reilly, 
Olean, N. Y.; Chastine Parker, Rome, Ga.; Jeremiah Ingels Rhodes, 
Eagle Pass, Tex.; Martin L. Santini, Bronx, N. Y.; K. W. Shartel, 
Oklahoma City, Okla.; V. Craven. Shuttleworth, Cedar Rapids, Ia.; 
Jerome William Sinsheimer, New York, N. Y.; Bion Bernard Vogel, 
Los Angeles, Calif.; and Robert Samuel Weaver, Jr., Victoria, Va. 


RISE IN PERISHABLE FREIGHT DELAY CLAIMS 


A tabulation of payments for delay to fresh fruits and 
vegetables for two five-year periods—1937-41 and 1942-46— 
shows an average increase of 182 per cent, or $9,152,160 for the 
second period compared with $3,234,717 for the first period, the 
Freight Claim Division, Association of American Railroads, has 
reported. Practically all the increase occurred in the years 1945 
and 1946, said the division. 


Stating that payments for delay were well distributed over 
all items in the fresh fruits and vegetables group, the division 
said such payments could be stopped by paying particular at- 
tention to refrigerator traffic, which amounted to 2,163,788 car- 
loads in 1946, against a total carloading of all commodities of 
33,930,273. 

One day’s receipts in the review bureau involved claims 
totaling $14,066.64 or $281.00 a car, said C. C. Beauprie, assist- 
ant secretary, national freight loss and damage prevention com- 
mittee. He added: 


Most of the delays were of one day, 15 were for two days, 8 for 
three days, one for five days and one for six days. During the month 
of June the review bureau cleared 2,073 delayed claims, totaling $408,000 
—an average of $197.00 a car. For the five months, February to June, 
inclusive, 8,895 claims were cleared, representing $1,614,000. From the 
above, one can see that a potential $200 can be chalked up every time 
a refrigerator load of fresh fruits and vegetables is delayed. 


The division urged all freight claim and claim prevention 
officers to seek to avoid such delays, as a service to customers 
and for monetary reasons. 





UNIT BILL OF LADING REVISION 


Samples of revised forms of the unit bill of lading, waybill 
and shipping order copy and memorandum harmonized so as 
to prepare all parts at one writing have been sent to railroad 
officers by the Association of American. Railroads. 

Reference is made to the pamphlet issued in September, 
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1944, and letter of September 25, 1944, setting forth the advan- 
tages of the combined form. Continuing the communication 
sent to the railroad officers says: 


As is usual with new forms, use and experience has indicated the 
need of some revisions. Samples of the forms as revised are attached. 
They are to replace those published on Pages 12-21 of the enclosed 
pamphlet. It is expected that the revised bill of lading forms will 
later be published as optional alternate forms to replace those now 
appearing in the Consolidated Classification. The revised forms con- 
tain new block spacing for shippers’ special instructions, shippers’ 
invoice numbers and customers’ numbers, c.o.d. information and pick- 
up and delivery service. 

The Railroad Committee for the Study of Transportation,. R. V. 
Fletcher, chairman, states in its final report with respect to this 
unit form: 

“In the cases where carriers furnish the bill of lading forms to 
their patrons, or where forms are printed by the shippers which do 
not tie in with their sales, accounting and other practices, there ap- 
pears to be ample opportunity, through diligent efforts upon the part 
of individual carriers, to obtain adoption generally of the harmonized 
form. 

“In the case of shippers who provide their own bills of lading 
correlated with other accounting documents, it is recommended that 
the individual carriers use their good offices with the shippers to work 
out some equitable arrangement for inclusion of the waybill in the 
shipper’s combination form.’”’ 

The advantages of this unit form are so apparent to the United 
States government that its use on government traffic which was inaug- 
urated early in 1943 will be continued. 

We urge that member lines adopt this revised five-part unit form for 
both straight and order shipments and that this be the form furnished 
by the railroads to their agents and to shippers. 


MONON CENTENNIAL CELEBRATION 

The Monon Centennial celebration, which will extend 
through the remainder of July, will be climaxed by a “Hoosier 
Homecoming” at New Albany, Indiana, July 26-30, John W. 
Barriger, president of the Chicago, Indianapolis & Louisville 
Railway has announced. At a Monon birthday party held in 
Monticello, Ind., a song, “Monticello Moon,” one of eight musical 
compositions written by the Monon’s Centennial director, John 
A. McGee, was publicly introduced and enthusiastically re- 
ceived, Mr. Barriger said. 
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Hart Attacks Burchmore Views of 
Class Rate Case Decision 


The views of John S. Burchmore on the Commission’s class 
rate decision recently upheld by the United States Supreme 
Court, have been criticized by E. L. Hart, secretary and traffic 
manager, Atlanta (Ga.) Freight Bureau, in a recent letter and 
memorandum from Mr. Hart to Mr. Burchmore. Mr. Burch- 
more, counsel for the National Industrial Traffic League, set 
forth his views in an address, June 3, arranged by the public 
affairs committee of the Chicago Association of Industry and 
Commerce, and concluded in part that “the Commission had 
only a trace of testimony, by no means substantial evidence, for 
finding the present basis of rates generally unlawful.” (see 
Traffic World, June 7, p. 1767). 

According to Mr. Hart, Mr. Burchmore was unwarranted 
in the assertion that he suspected the Commission was “yield- 
ing to pressure” when acting in the class rate case. 

“You clearly undertake to establish that the Commission’s 
report represents a departure from the traditional methods of 
rate making and an effort on the part of the Commission to 
revamp rates for political or social purposes,” wrote Mr. Hart. 
“Of course, there is nothing in either the report of the Commis- 
sion or the decisions of the courts to sustain such a position. 
On the contrary, the Supreme Court expressly states that the 
Commission’s findings do not represent an attempt to equalize 
fortunes or opportunities but seeks to eliminate any inequali- 
ties not justified by transportation conditions.” 

Mr. Hart asserted that the record in the case contained “an 
abundance of evidence concerning the discriminatory character 
of the Southern class rate structure. “I can authoritatively say,” 
he wrote, “that the evidence prepared and introduced in this 
case by me was void of any association with persons interested 
in social problems or ‘economists,’ ‘planners’ and ‘agitators,’ as 
you term them. On the other hand, there was constant con- 
sultation with other traffic men representing southern shippers.” 

Terming the administrative handling of the case by the 
Commission “exhaustive and of high order,” Mr. Hart said 
‘it is amazing for anyone to imply that the action of the Com- 
mission in this case rested on social or political considerations, 
as distinnguished from economic and legal ones.” 

For Mr. Burchmore’s “complete enlightenment;” Mr. Hart 
submitted a 17-page mimeographed memorandum described as 
“a detailed discussion of the antecedents, testimony and deci- 
sion by one who has been concerned directly with this problem 
since the Atlanta Freight Bureau case in 1912.” 


Says Evidence Was Abundant 


Concerning Mr. Burchmore’s assertion that the Commis- 
sion based its class rate decision on only a trace of testimony, 
the memorandum contended as follows: 


There was introduced in this case an abundance of evidence di- 
rected to changed transportation conditions as to pattern, cost, distri- 
bution and density, in both the south and the north, as well as the 
other territories, which evidence was not successfully rebutted and 
in my humble opinion overwhelmingly supported the need for changing 
the present rate structure in these territories and for disregarding the 
prior orthodox pattern of rate construtcion, which you seem to believe 
should have been followed by the Commission. 

Although traffic density is, of course, greater in the north, it has 
been conclusively proven that this greater density causes greater costs 
in the large terminals, which outweighs any economy accruing to the 
road-haul movements, and does not make for lower rates. This is evi- 
denced by the recent action of the Official Territory railroads in pro- 
posing material increases in all less carload and any quantity rates in 
that territory, because of the cost of handling this traffic. Any com- 
petent cost study will disclose that the cost for handling this class 
of traffic in the north is somewhat greater than in the south. This is 
clearly understandable when the full effects of the density of traffic 
are considered. 


“Antecedents” of Decision 


Mr. Hart also disputed Mr. Burchmore’s reference to the 
“antecedents” or background of the Commission’s class rate 
decision. Asserting that “there are only four persons who actu- 
ally know the origin of and reason for the original resolution 
introduced in Congress by Mr. Ramspeck,” and that “I happen 
to be one of the four persons,” Mr. Hart wrote: 


I cannot understand how anyone could consider the Ramspeck 
resolution included in section 5(b) of the 1940 transportation act to be 
coercive in intent or that it was any different from other actions of 
Congress directed to a transportation policy, such, for instance, as 
the Panama Canal act and the Hoch-Smith resolution. Congress ap- 
parently was convinced that changed economic conditions . . . probably 
required a review of the rate structure by the Commission. 


__ Commenting on Mr. Burchmore’s reference to the activities 
with reference to southern freight rates of such governmental 
agencies as the Tennessee Valley Authority, the Board of In- 
vestigation and Research, and the National Resources Board, 


























































TRAFFIC WORLD 


Mr. Hart said that the charge that the Commission acted in the 
class rate case under “political pressure” is not warranted by 
the facts. “I can say authoritatively,” he said, “. . . that neither 
the activities of any of the agencies to which you referred nor 
the change in the national transportation policy affected in 
the least the case made by them in these proceedings. . . . You 
well know that southern shippers have vigorously pressed this 
claim before the Commission in cases covering particular 
classes of traffic long before the Tennessee Valley Authority, or 
the other agencies to which you refer, came into existence.” 


Southern Case Cited 


The traffic manager of the Atlanta Freight Bureau referred 
to the first southern class rate case instituted in 1921, and 
quoted the late Commissioner Eastman as once stating in At- 
lanta that “the class rates prescribed in the prior southern 
class rate investigation were on somewhat higher levels com- 
pared with those within the north than could be justified by 
considerations of transportation conditions.” 

He also referred to the southern stone cases, to the efforts 
made to revise southern and northern textile rates, and to the 
rates on the mineral talc. “In these and other cases I, along 
with other shippers’ representatives, have pressed for an 
equality of transportation costs with the north, without regard 
to any politics or politicians; and it is significant that the 
general readjustment of these rates, as with others’ occurred 
prior to the enactment of the 1940 transportation act,” wrote 
Mr. Hart. 

Commenting on Mr. Burchmore’s assertion that the Com- 
mission has “projected a revolutionary policy of rate making,” 
Mr. Hart said that Mr. Burchmore in his speech had failed to 
state in what respect the Commission did anything new or un- 
usual. “Certainly, in the previous class rate cases the Commis: 
sion prescribed rates for the future, just as it did in the instanf 
case, the only difference being that in the previous cases the 
territory covered by the prescribed rates was not so great, al 
though of wide proportions,” he wrote. 

Of the traffic men whose opinions on the class rate casé 
were quoted by Mr. Burchmore, Mr. Hart described the late 
A. J. Ribe of Birmingham, Ala., as “one of the less informed 
of the southern traffic men concerning the general effect of the 
decision.” Mr. Ribe’s traffic figures as to the amount of ton- 
nage moving under the classification proper ratings between 
the south or the north “standing alone mean nothing,” and 
“moreover, an examination of more recent figures indicates a 
different amount of traffic entirely,” he stated. 

Mr. Hart described another Birmingham traffic man who, 
he said, had espoused the same position as Mr. Ribe, as one who 
“never had direct connection with the general southern rate 
structure and represents an industry which, by virture of its 
business, is more or less associated with the transportation 
interests. ... 

“Aside from a prejudiced view expressed by some national 
publications, including the Traffic World, who are just as unin- 
formed of the facts as were the politicians, it is significant that 
few, if any public utterances were made by either southern or 
northern traffic men directly concerned, although one New 
York traffic man, whose knowledge of the matter is questions 
able, has been quoted in the public print frequently,” asserted 
Mr. Hart. ; : 


Says Discrimination Exists 


It is natural that one will find opposition by a minority t 
any proposal to change a single rate or rate structure, com 
cluded Mr. Hart, adding: 7 


Of greater importance is the fact that the present southern clas 
rate structure discriminates against not only southern shippers, D 
against northern shippers as well, and should be corrected, as thes 
inconsistencies cannot be sustained by any test. ‘ 

As an instance of such discrimination, Mr. Hart cited thi 
first class 100 rate from Indianapolis to important destination! 
in the south as being improperly related, distance considered, t 
that from Chicago to the same destinations, and said the con 
trolling first class rates from both of these northern cities aré 
improperly adjusted to the rates from eastern cities to such au 
important point as Atlanta. 

Mr. Hart appended to his memorandum an editorial aps 
pearing in the Birmingham Age-Herald approving the position 
of the Detroit News “acknowledging that the effect of the rat 
—— was discriminatory even though the purpose a 
not. el 





NEW BOX CARS FOR LEHIGH VALLEY rf 
Delivery of 500 new box cars to the Lehigh Valley Railroat 
is expected to be completed by mid-July, Lehigh Valley officia 
have announced. The cars are of a new all-welded type @ 
110,000 pounds capacity, the Lehigh Valley officials said. Inside 
dimensions of the cars are: length, 40 feet, 6 inches; height, 14 
feet; door width, 7 feet. 





